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INVERTED HISTORY 

Missouri boasts about being the “show me” state. If 
Representative Lozier, a member of the House from that 
state, is a fair example of information dispensers that 
Missouri will produce when she starts out to be the 
“show you” state, then it will be time for the pious to 
ejaculate “the Lord deliver us.” Mr. Lozier, as shown 
in The Traffic World of February 16, p. 409, discussed 
the budget item of $104,450,000 for inland postal trans- 
portation, by rail routes, and mail messenger service. 
What he said therein is worth reading again by those 
who have already: read it and reading by those who 
passed it over at the time because they never had the 
habit of reading what representatives or senators in 
Congress had to say. 

That speech is the finest example of congressional 
ignorance and careless reference to the “Esch-Cummins” 
act that has thus far come under our notice. It should 
be read, bearing two things in mind. The first is that 
the Esch-Commins, or transportation act, was passed 
February 28, 1920. The second is that authority was 
given to the Commission in the post office appropriation 
act of July 28, 1916, to fix rates for the carriage of the 
mails, 

All manner of evils and ills have been attributed to 
the malign influence of the transportation act but the 
increase in the rates for the carrying of the mails is not 
one of the things that may rightfully be attributed to it. 
It may have caused hog cholera in Iowa or the earth- 
quake in Japan, but mail pay rates prescribed by the 
Commission do not rest upon authority granted to the 
regulating body by it. 

Yet Mr. Lozier, complaining about the increase in the 
cost of carrying the mails since the establishment of 
parcels post, said that “since the approval of the trans- 
portation act the power to regulate rates has been vested 


521 


ir the Interstate Commerce Commission.” That is what 
he said near the beginning of his discussion. No one 
corrected him. No one, apparently, thought it worth 
while to consult the librarian of the House, who is 
usually on duty on the floor to give light to groping 
members when they want to use some fact that may be 
found in a book. 

Apparently the speech was going well. It had a par- 
tisan tinge because Mr. Lozier made a comparison be- 
tween the sums spent in one administration and in - 
another. But, inasmuch as a good impression was being 
created, the Missourian seemed to think it would be 
wise to use a little more inverted history. 

“Until the transportation act was passed,” he said, 
“the Interstate Commerce Commission had no power 
over the compensation paid the railroads for transporting 
the United States mails. The Esch-Cummins act gave 
the Interstate Commerce Commission this authority. On 
December 23, 1919 (that is several months before the 
Esch-Cummins bill was passed) the Commission made 
an order fixing the rate of compensation to be paid by 
the United States to the railroads for transporting mails 
and made the order retroactive and in operation from 
November 1, 1916. The Commission made a certain 
rate to apply from November 1, 1916 to January 1, 1918, 
and further provided that this rate should be 25 per cent 
higher after January 1, 1918.” 

As a matter of fact Congress, in 1916, authorized the 
Commission to prescribe the rates to be paid by the 
government for the service and to make its finding re- 
troactive. The authorization was made retroactive be- 
cause there had been a dispute about the compensation 
to be paid and the law-makers obviously thought it no 
more than right that the compensation to be decreed by 
the Commission should begin running from the time 
when Congress, by that act, said it did not feel compe- 
tent to fix the rate of pay, which was its duty, but which 
it laid upon the shoulders of the Commission. 

Mr. Lozier could have found all the facts by walking 
not more than 100 feet and looking in a book. He could 
have accomplished that acquisition of accurate informa- 
tion by asking a clerk to get it for him. But information 
of that kind would have made impossible the kind of a 
speech he had in mind to make and the kind he did make. 


RETURN OF OVERCHARGES 
The Commission’s conference ruling that the decision 
of the Supreme Court of the United States in the Wolf 
case, construes paragraph 3 of section 16 as forbidding 
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the return of overcharges subsequent to two years unless 
suit at law has been begun or the claim presented to the 
Commission, it may be suggested, does not dispose of 
the law question raised by the railroads that have been 
settling such claims in accordance with the “prayer book 
rule.” That practice is based upon the contention that 
the interstate commerce law did not destroy the shipper’s 
common law right or the carrier’s common law duty, to 
settle just as if it were a case of money had and not 
returned. 

There is an impression among well-grounded lawyers 
that if the matter could be presented to the Supreme 
Court in an exhaustive way, it would modify its decision 
in the Wolf case. However, at the appropriate time, it 
may be pointed out, Congress can clarify the situation, 
by legislating so as to make it definite and certain that 
a shipper shall have the right to receive money about 
which the railroad has no doubt of its moral obligation 
to return, or by the simpler method of establishing a 
definite rule that will cover about all the contingencies 
that can arise in connection with the collection of the 
proper amount of money, and the return of amounts not 
properly collected. 

The big interest of the Commission is to prevent the 
payment of rebates. In its anxiety to prevent rebates, 
at times, it has not been over-careful of the rights of 
shippers and of carriers, as for instance in the Tap Line 
and Industrial Railway cases. The Supreme Court, in 


the first mentioned cases, had to set it on its proper 
course. 


NO COMMENT NEEDED 

The following is quoted from the Wall Street Journal 
of February 25, 1924: 

“It has frequently been asserted that what the average 
congressman does not know about framing a law would 
fill the Congressional Library. Whether that is true or 
not, House Roll 126 introduced by Mr. Raker of Cali- 
fornia, contains at least one curious and interesting 
feature. The title of the bill as printed on both its face 
and the reverse side reads exactly as follows: 

“‘A bill making it unlawful to board any passenger, 
freight, or other railway train used in interstate com- 
merce, and for other purposes.’ ” 


GOODING BILL HEARINGS 

As reported elsewhere in this issue, Senator Gooding, 
of Idaho, in the hearings this week before the Senate 
interstate commerce committee on his bill to prohibit de- 
partures from the fourth section on the ground of water 
or market competition, submitted for the record the 
editorial published in The Traffic World last week com- 
menting on the appearance of Commissioner Campbell 
before the committee as an advocate of the Gooding bill. 

“I see that it is a railroad magazine, largely supported 
by advertisements from railroads,” Senator Gooding said 
in his remarks referring to the editorial. 

The senator plainly intended to convey the impression 
that The Traffic World was an organ for the railroads. 
The railroads that do advertise in this publication do so 
for the reason that that which they have.to sell is bought 
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by the readers of the magazine. Obviously, to reach 
shippers they advertise in a publication that is read by 
shippers. 

Only recently we had occasion to call attention to an 
article in the Saturday Evening Post in which Albert J. 
Beveridge, former United States senator from Indiana, 
said The Traffic World was the organ of the National 
Industrial Traffic League, the national organization of 
shippers. Now we have a United States senator classify- 
ing us as “a railroad magazine” in the sense that we are 
a spokesman for the railroads. As our readers know, 
The Traffic World is not an organ for the railroads or 
for the National Industrial Traffic League. It is inde- 
pendent as between carrier and shipper. It is on that 
cornerstone that its policy is founded. 


Senator Gooding has a perfect right to disagree with 
the views expressed by us in the editorial relating to 
the propriety of Commissioner Campbell appearing as 
he did before the Senate committee. In fact, it would 
have been surprising indeed if he had agreed with us, 
but when he states that The Traffic World is “a railroad 
magazine” in the sense in which he used that phrase, he 
states what is not a fact. 


The hearings on the Gooding bill have revealed why 
this bill was singled out from among the many bills 
that have been referred to the interstate commerce com- 
mittee in this session of the Congress and assigned for 
the subject of the first hearings to be held by the com- 
mittee as reorganized in this session, The frequent refer- 
ences in the testimony to the pending fourth section 
applications of the carriers before the Commission indi- 
cate clearly a purpose to block a decision by the Com- 
mission that would be regarded as adverse to the pro- 
ponents of an absolute long-and-short-haul clause. The 
witnesses for the bill have declared repeatedly that the 
only way they can be certain that fourth section de- 
partures will not be permitted is for Congress to deprive 
the Commission of its discretion in the matter. 


Senator Gooding is to be commended for the way in 
which he has managed the situation. The witnesses for 
the bill were notified of the hearings and urged to be 
present. We understand that the railroads received 
notice of the hearings through their Washington rep- 
resentative, the committee having notified him. But 
officials of the National Industrial Traffic League, for 
example, were not notified of the hearing, although the 
committee should seek the testimony of a national or- 
ganization of shippers with regard to proposed important 
amendments to the interstate commerce act. These 
officials and others received their notice of the hearings 
through The Daily Traffic World and The Traffic World. 

Senator Gooding is not without considerable support 
in the committee, and this no doubt was of assistance 
to him in getting his bill assigned for immediate hearing. 
There are now four senators on the committee who rep- 
resent intermountain states—Senators Pittman, of Ne- 
vada; Dill, of Washington; Wheeler, of Montana, and 
Mr. Gooding. 

Only one of the Republican senators—excluding Mr. 
La Follette—who was a member of the committee in the 
preceding Congress had attended the hearings up to the 
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middle of this week—Senator McLean, of Connecticut. 
The members of the committee who have attended the 
hearings are Senators Smith, La Follette, Gooding, 
Couzens, Fess, Howell, Pittman, Bruce, Dill, Wheeler 
and McLean. The members who did not attend the 
hearings while the proponents of the bill were heard were 
Senators Cummins, Watson, Fernald, Elkins, Underwood 
and Mayfield. In other words, out of a membership of 
seventeen, eleven members attended the hearings while 
the testimony of the proponents of the measure were 
being heard. Of those who did attend the most regular 
were Chairman Smith, and Senators Gooding, Pittman, 
Couzens, La Follette and Bruce. 


COMMISSION ORDERS 


The Texas Company has been authorized by the Commis- 
sion to intervene in No. 15177-Sub. No. 1, The Texas Pipe Line 
Company vs. Ft. Worth & Denver City Ry. et al. 

The Procter & Gamble Company and Swift and Company 
have each been authorized to intervene in No. 15405, The Best 
Foods, Inc., vs. C. R. R. of N. J. et al. 

Swift and Company has also been authorized to intervene 
in No. 15568, The Duluth Chamber of Commerce vs. C. St. P. 
M, & O. Ry. et al. 

The Federal Reserve Banks of Boston, Philadelphia, Cleve- 
land, Richmond, Atlanta, Chicago, St. Louis, Minneapolis, Kan- 
sas City, Dallas and San Francisco, respectively, have been au- 
thorized to intervene in No. 15449, Federal Reserve Bank of 
New York vs. American Railway Express Company et al. 

The Nash Shareholders’ Company has been permitted to in- 
tervene in No. 13839, The Commercial Club of Fargo, N. D., vs. 
A. & W. Ry. et al., and No. 13917, Chamber of Commerce of 
Jamestown, N. D., et al. vs. Big Forks & International Falls 
Ry. et al., for the sole purpose of participating in the oral ar- 
gument. 

The Old Dominion Steamship Company, Chesapeake Steam- 
ship Company of Baltimore City, Baltimore Steam Packet Com- 
pany and Philadelphia & Norfolk Steamship Company have 
been authorized by the Commission to intervene in No. 15399, 
Corporation Commission of North Carolina vs, Aberdeen & 
Rockfish R, R. et al. 

The Commission has granted the petition filed by the Gulf 
& Ship Island Railroad Company for modification of No. 13413, 
in the matter of automatic train control devices, so as to ex- 
empt it from compliance therewith. 

Upon the complainant’s request, the proceedings in No. 
11659, Marion & Eastern Railroad Company vs. Chicago & East- 
ern Illinois Railroad Company et al., have been reopened for 
further hearing. 

The Hannibal Shippers’ Association and the Peoria Asso- 
ciation of Commerce have been authorized to intervene in No. 
15463, St. Louis Chamber of Commerce et al, vs. Aberdeen & 
Rockfish R. R. et al. 

The California Growers’ and Shippers’ Protective League 
has been permitted to intervene in No. 15303, Los Angeles Lum- 
ber Products Company vs. Southern Pacific Company. 

The Illinois Coal Traffic Bureau and Northwestern Coal Dock 
Operators’ Association have been authorized to intervene in No. 
15550, Board of R. R. Commissioners of Iowa vs. Ann Arbor 
R. R. et al. 

The Bessemer & Lake Erie Railroad has been exempted 
from compliance with the Commission’s order of January 14th, 
in No. 13413, in the matter of automatic train control devices. 

The Board of R. R. Commissioners of South Dakota has 
been authorized to intervene in No. 14743, Watertown Chamber 
of Commerce vs. C. & N. W. Ry. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2043, the Commission has suspended from 
February 28 until June 27, published in Chicago & North 
Western I. C. C. No. 9282. The suspended schedules propose 
to increase rates on sand and gravel, carloads, from certain 
Wisconsin points located on the Chicago and'‘North Western 
Ry. Co., to points on that company’s line in the Chicago switch- 
ing district and related points; also to restrict the routing 
from the same points of origin to other points within the Chi- 
cago switching district. Examples of present and proposed 
rates are as follows: 


From Fox River, Wis. 
cine, Wis. 
Waukesha, Wis. Barton, Wis. 


To— Present Proposed Present P 
Ravenswood, Il. ) P nt Proposed 


Evanston, Il. 
a SS ere 3.25 3.75 4 4.5 
Greenwood Blvd., Ii.) 
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In I. and S. No. 2042, the Commission has suspended from 
February 28 and March 10 until June 27, schedules published in 
supplements No. 9 and 10 to The Chicago, Rock Island & 
Pacific I. C. C. No. C-11172. The suspended schedules propose 
to increase the rates on livestock from Wichita, Kan. to stations 
on the Rock Island in Nebraska, The following is illustrative 
of proposed changes: 


Cattle Stock Cattle 
From Wichita, Kans., to— Present Proposed Present Proposed 
TEES ES 9 san cncdeeeccous cobs 33 36% 25 36% 
Clase "ROD, 5. dedicccsbeccsteccis 26 36%4 19% 3644 


In I. and S. No. 2041, the Commission has suspended, from 
February 24 until June 23, schedules as published in supple- 
ment No. 10 to St. Louis-San Francisco I. C, C. No. 8178. The 
suspended schedules propose to cancel the application of re- 
ciprocal and inter-terminal switching rates on carload freight 
switched between connecting lines in the Kansas City, Mo.- 
Kan., switching district and St. Louis-San Francisco Ry. public 
team tracks located at Rosedale, Roanoke Switch, Garfield, 29th 
and Southwest Boulevard and Sheffield, applying higher local 
rates in lieu thereof. 

The following, applicable on lumber, is illustrative. Rates 
are in dollars and cents per car: 

Between Rosedale 


Present . Proposed 
. Inter- 
And Reciprocal Terminal Both 
Points of interchange except Sheffield, Mo. 6.30 8.10 18.70 
ND ora oust de stduisnscowacenesste 7.20 9.00 18.70 


RULING ON WOLF CASE 
The Trafic World Washington Bureau 


The Commission has adopted the following conference 
ruling: : 


Upon inquiries as to the effect of the decision rendered on Feb. 
19, 1923, by the Supreme Court of the United States, in Kansas City 
Southern Railway vs. Wolf, 261 U. S., 133, the Commission construes 
that decision and paragraph (3) of Section 16, of the Interstate Com- 
merce Act, as prohibiting common carriers subject to the act from 
paying, subsequent to the two-year period of limitation contained in 
that paragraph, claims for overcharges presented to the carriers by 
shippers or consignees either within or subsequent to said two-year 
period of limitation, unless within said two-year period the claims 
have been presented to the Commission or to a court of competent 
jurisdiction in accordance with the applicable provisions of said act. 


As a rule railroads observe the conference rulings of the 


Commission, although they have not the binding effect of deci- © 


sions in formal cases. It is doubted, however, whether the 
ruling in the matter of the effect of the decision of the Supreme 
Court of the United States in Kansas City Southern vs. Wolf, 
261 U. S. 133, will be as closely followed as other rulings. A 
conference ruling is advisory in character. At most it is taken 
to indicate to possible litigants what the Commission will hold 
in the event a case raising the question is presented to it. 


Attorneys for railroads that are paying overcharge claims 
notwithstanding the Wolf case decision take the view that Con- 
gress did not, when it enacted the interstate commerce ‘law, 
deprive a shipper of the right to receive from a railroad money 
wrongfully collected from him by the carrier, which was a 
common law right. They admit that the enactment of the in- 
terstate commerce law deprived the shipper of the right to go 
to court and obtain a judicial ruling as to what was a reason- 
able rate in the past. They do not believe the interstate com- 
merce law deprived him of the right to receive money, or the 
carrier to tender it, in cases in which the carrier admits the 
wrongul collection of money. It is admitted that the statute 
does set up a bar, which, if pleaded by the carrier, deprives 
the shipper of the right to recover that money so wrongfully 
had, by action in a court. That, however, is as far as they are 
willing to go. 

The Commission’s interest in the matter, of course, is the 
prevention of rebates and undue preferences. However, it is 
suggested that if and when a railroad, under pretense of re- 
turning money wrongfully had, gives a rebate or an unlawful 
preference, the facts may be laid before a grand jury and the 
criminal features of the law invoked. In connection with this 
matter it has been suggested that the Commission, in the Tap 
Line case, in its determination to prevent rebating, made deci- 
sions which, when submitted to the courts, were set aside be- 
cause, in its anxiety to prevent rebates, it had deprived the 
industrial common carriers some of their rights as such. 


CHANGE IN DOCKET 

Hearing in No. 15390, Ingham-Burnett Lumber Co. VS. 
A. G. S. R. R. Co., assigned for February 23, at Birmingham, 
Ala., was canceled. 

- Hearing in No. 15462, Line-haul absorptions by Pittsburgh 
& Lake Erie Railroad, assigned for February 29, at Washing- 
ton, D. C., was canceled. 

Hearing in No. 15341, C. F. Carpenter vs. Cent. Vermont Ry. 
et al., now assigned for March 1 at Indianapolis, Ind., was post- 
poned. 
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Current Topics 
in Washington 


Danger Signal Needed.—Unless the Commission has a care, 
poth as to the things it does and the things state commission 
undertake, some of the important railroads of the country, 
in a comparatively short time, will be in sight of the rocks 
again. This is not to say they have ever been far away from 
them, but in the glorious year just past, the year of no strikes, 
easy operating conditions and an enormous tonnage, the rail- 
roads, aS a whole, came within sight of what the Commission 
deems a fair return on the value of the property they devote 
to the public service. A number of decisions have been made, 
other than the ten per cent reduction of July 1, 1922, that 
have bitten noticeably into the revenues of the carriers. That 
has been so, even in instances in which the Commission said 
it had no thought of reducing or of increasing the revenues, 
but merely making a better adjustment. Lawyers for the rail- 
roads have talked about the deleterious effect of various de- 
cisions. The fact is that in one case alone, the one in which 
the Commission dealt with “water competitive’ rates on lumber, 
it made a slash, with no pretense of cutting the revenue, which, 
if applied to the plethoric tonnage of 1923, it is estimated, will 
cut off several millions. If a tonnage as large as that of last 
year could be assured it probably would be possible for the 
railroads to view the various nibbles at their revenues without 
as much concern as is felt among their commerce counsel. How- 
ever, there is no assurance of that kind. Should there come 
a depression such as came in the latter part of 1920 and con- 
tinued into the following year, there would be trouble more 
serious than there was then because the level of rates is 
much lower than that established by Ex Parte No, 74. The 
expense level, however, is about the same as it was then. The 
labor unions have seen to it that the wages of their members 
have not been cut. At times they have helped in the demands 
for lower wages for the railroads and those who own them, 
recognizing that the farmer’s prices and the railroad rates 
have not been in as good relation to each other as they were 
before McAdoo began the operation, which, as viewed by most 
of those who think that as a railroad manager he was the 
greatest piccolo player ever known, were intended as purchases 
of the political support of the unions for the Presidency. The 
demands of the unions for lower rates were not consistent, 
but they were not out of line with the farmer-labor coalition 
that sent Senators Shipstead and Johnson to Washington. No 
one suspects McAdoo or the rank and file of the unions as 
caring a hoot about the condition of the railroads, seeing as 
how they favor government operation, and fascism, such as 
prevails in Italy and Spain, seems an impossibility in America. 
The Commission, however, has a definite mandate to make rates 
with a view to giving the railroads a fair return so the calamity 
of government operation will not overtake the country. If 
the report to the National Coal Association that the order 
of the Indiana commission reduces the revenues of the rail- 
roads $800,000 is accurate that fact is a thing of interest to 
the Commission because the law intended that such things 
should not be done by the state commission. Such a cut, it 
might be suggested, reminds one more of Texas and Arkansas 
than Indiana or any other northern state. In the south railroad 
baiting, for a long time, was a successful political game, but 
a state such as Indiana was never supposed to tolerate the idea 
that the railroads could be crippled and still serve its people 
as they deserved to be served. 





Ohio Gets the Spot Light Again.—When Senator Dill, of 
Washington, one of the “fresh” young senators from the far 
West attacked former Senator Pomerene, because Squire, Sanders 
and Dempsey, the Cleveland law firm with which he is con- 
hected, is attorney for a dozen or fifteen railroads, he reminded 
some of the older men about the time other states jeered 
about the United States of Ohio because there were so many 
Ohions in office. The phrase was invented in the term of 
President Hayes who succeeded the Ohio-born Grant. Twenty 
years after its invention, one-ninth of the Senate membership 
Was composed of Ohio-born or Ohio-reared men, the senatorial 
delegations from Ohio, Indiana and West Virginia being Ohio- 
born. Dill was born in the county in Ohio which Senator Reed, 
of Missouri, began the cultivation of that magnificant voice 
of his. Dill and Reed made remarks about Pomerene, a fellow 
Democrat, born a few miles east of their birthplace, while to 
his rescue came Senators Tess and Willis, born a few miles 
West of the county whence came Reed and Dill. The Wash- 
ington and Missouri senators were born a few miles east of the 

arding farm on which the late President was born, For a 
time it looked as if the second phase of the Teapot matter 
might be doomed to become an all-Ohio affair. But LaFollette 


THE TRAFFIC WORLD 525 


and Brookhart came bounding through the paper covered hoop 
and spoiled the prospect. Perhaps LaFollette had a right to 
do what he did because the LaFollette family lived in the second 
county in Ohio to the south of where Reed and Dill were born, 
but Brookhart was certainly an outsider. 





Pomerene and the Unions.—The railroad labor unions appear 
to have Atlee Pomerene in the blackest of their black books. 
They fought him in Ohio because he voted for the Esch-Cummins 
law, but in helping displace him they brought in Fess who also 
voted for it while he was a member of the House. When 
the labor leaders objected to Pomerene as counsel in the oil 
cases, they announced they did so because they did not deem 
him qualified as a lawyer for the kind of litigation that was 
in prospect. No well informed man believed them. They are 
notorious as pickers of lawyers of mediocre standing in their 
professions. When the Senate decided, in answer to the demand 
of Senator Dill and other advocates of public executive sessions, 
to debate Pomerene’s qualifications in open meeting, the sup- 
porters of the labor leaders had to confess, in effect, that the 
objection was to Pomerene simply because he had voted for 
the legislation, one of the primary objects of which was to 
avert government operation as a catastrophe from which the 
country should be saved, if possible, notwithstanding the sad 
condition in which the railroads were left when the government 
returned them to their owners. The rank and file of the unions 
were so heartily committed to the McAdoo plan of a five-year 
experiment in government operation, which now would be 
drawing to a’close if it had been adopted in 1919 when it was 
most strenously urged as the one way out of the morass into 
which things had been plunged in a little more than one year 
of government operation. There was not then or since an ad- 
mission, frank or otherwise, that it was a case for the applica- 
tion of the Hahnemann principle of like curing like, by the leading 
advocates of the plan. The members of the union made no 
pretense of hiding their belief that they had fallen on easy 
days when the government took over the railroads. They 
wanted to hold the good thing war had brought them and they 
were too direct-minded to dissemble. Many of them were of the 
impression they had the votes to force the rest of the country 
to give them what they wanted and were astounded to find that 
they could not even force the nomination of McAdoo, to whom 
many were willing to send their dollars under the impression 
that, notwithstanding the political influence they gave him by 
the mere fact of their support, he might have a hard time making 
a living. Their leaders, it is believed, thought they could 
keep Pomerene from becoming the Democratic lawyer in the 
oil litigation, by simply letting it be known they did not want 
him, They mustered, however, only thirteen votes against him. 





Free Speech in the Senate.—More than one American has 
laughed immoderately over the uses to which the fourteenth 
amendment to the Constitution has been put, without once 
treating himself to a smile over the use to which freedom of 
debate in Congress has been put. Free speech in parliamentary 
bodies developed from a feeling of necessity that the members 
must be protected from the wrath of the king. If the monarch 
were free to take out and hang the member of the parliament 
for having criticised the administration of the treasury, it was 
obvious a parliament would be useless. The Stuarts were in- 
clined to take judicial notice of what was said about them in 
debate, the judicial notice being a suggestion that the free talker 
would grace the beheading stand or adorn a gallows. Freedom 
in debate in the House and Senate, in the last twenty years, 
has meant license to slander a private citizen, if the slandering 
promised acclaim from the unthinking, or support at the polls. 
The ordinary citizen has no show in a debate with the President 
or with a Senator, the former by reason of his high office which 
renders him practically immune from accountability in the courts 
and the latter because the law specifically exempts him from 
being called to account in any place other than in the body 
in which he utters the slander. No member of a legislative 
body ever seriously objects to what any other member says 
about the aforementioned private citizen. E. L. Doheny has 
called attention to the fact that there is no way of “getting 
at” a senator, except by or through the senate. Doheny said 
Senator Wheeler lied when he said Attorney General Daugherty 
was a friend of his, the fact being, as Doheny said, they had 
never met. Doheny asked to have Wheeler called before the 
public lands committee to explain. Doheny also said Borah 
lied about him four years ago when he said Doheny had con- 
tributed $50,000 to the campaign fund of General Leonard Wood 
and had not retracted when told that that was not true. The 
defense of the senators, in the case of Doheny, it is believed, 
is obvious, namely, that Doheny, by the record, is shown to 
have made assertions which he himself repudiated, and is, there- 
fore, not to be believed either now or four years ago. The 
late Theodore Roosevelt used to put men in the Ananias Club, 
and get away with it, notwithstanding the assertion of the un- 
willing members, without even a slight ripple made by the 
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denials of the unhappy victims of his letter writing propensity 
about tellers of truths and untruths, especially the latter, 





Some Compensation At Least.—Americans, who, in their 
serious moods may be bitter about the importation of the 
European idea that the legislative branch of the government 
should control the executive to the extent of ordering the Pres- 
ident to remove cabinet officers on a majority vote, some times 
get a little fun out of what is going on under the dome of 
the capitol. Representative Paige, of Massachusetts, is one of 
those who can relieve his feelings by proposing legislation that 
would be the logical product of the tendency to exalt the legis- 
lative branch and to turn that into a mob for the lynching of 
those not in accord with the majority and the taking of property 
from those thrifty enough to accumulate any. The other day, 
while those who proclaim loudly their devotion to the “plain 
peepul” were induulging in the offering of amendments to the 
tax reduction bill calculated to appeal to those who think the 
rich can be made to pay taxes at a disproportionate rate and 
not pass any part of the burden on to those not rich, Mr. Paige 
offered one of those logical amendments. He proposed an 
amendment to the bill providing “that whenever, by thrift and 
enterprise, a man acquires an estate of $25,000 of more, one 
half of such estate shall go to the State and the other half 
to the federal government, at his decease.” Giving his reasons 
for offering the amendment, Mr. Paige explained that, in the 
war period he shut off ridiculous amendments to a revenue 
bill by proposing that, while the war lasted, members of Con- 
gress be required to give up 65 per cent of their salaries. That, 
he said, seemed to stop all amendments that were of no mo- 
ment whatever and he trusted that that would be the effect 
of this amendment. That expression of hope was gretted with 
applause. The hope, however, was not realized. Amendments 
that could have no reason for being offered other than that of 
serving as bait to obtain the support of those who believe the 
rich can be “soaked” were offered and adopted. At the same 
time amendments intended to show the high regard of the 
members for the “plain peepul” were offered and voted into 
the bill, as for instance, a provision exempting amusement 
place tickets sold for less than fifty cents. That was offered and 
adopted on the theory that only the very poor patronize the 
moving picture places where admission is to be had for fifty 
cents or less, and that the remission of the ten per cent tax 
on such tickets would buy the support of the patrons of such 
places. A. BB. H. 


BANHAM DENOUNCES RAIL ATTACKS 


The Trafic World New York Burean _ 
Strong denunciation of political attacks on the railroads was. 


the principal feature of an address delivered by radio Tuesday 
night by W. J. L. Banham, general chairman of the Shippers’ 
Middle Atlantic States Regional Advisory Board, and president of 
the Associated Traffic Clubs of America. 


In a radio address also, Robert S. Binkerd, vice-chairman of 4 


the Eastern Carriers’ Committee on Public Relations, declared 
that there are no railroad problems which will not be solved by 
adequate revenues for the railroads. He said that freight serv- 
ice on American carriers last year was equivalent to handling 
about 4,000 tons of freight one mile for every man, woman and 
child in the.country, and that the American people are ten times 
more dependent upon rail transportation than those of Europe. 
Mr. Banham said, in part: 


The railroads of the United States have been pounded, beaten, 
regulated and kicked by cheap politicians and shallow-brained econ- 
omists for twenty years. For many years the public listened. Most 
of us at some time have had a personal grievance against the rail- 
roads, as we always have a grievance against anything or anybody 
that touches our lives so closely. Being human, we enjoyed seeing 
the railroads kicked. They appeared perfectly able to stand abuse. 
The time came, however, when thinking people began to see that 
what had been an apparently harmless sport was developing into 
a serious menace, which threatened to strangle the nation. 

Through regulation, through control of earnings and rates, it 
was obviously possible to reduce the railroads to bankruptcy, but 
% Decne clear that in strangling the railroads, we strangled our- 
selves. 

Congress, in the exercise of its great power, seems to have ap- 
pointed itself the nation’s doctor, but as such it is not always a wise 

hysician. If it were, it would in all modesty wait until called upon 
oe its client, the nation. 

Congress has again convened. Do not the signs point to a fear 
among the railroads of the country that they are about to receive 
another visit from their self-appointed doctor? 

We are primarily a nation of business people and this has made 
us commercially famous among nations and before all history. What 
the railroads now ask and need is a rest from this meddlesome, 
costly interference. Let us support the railroads in their concerted 
endeavor to bring their systems to top efficiency. After all, the rail- 
roads’ problem is the ae = may 

The transportation problems of this country will not be solved by 
increasing the carriers’ present legislative burden and it would seem 
that the remedy is to be found by closer co-operation of the com- 
mercial organizations of the country with the carriers and a better 
understanding on the part of the public as to some of the conditions 
the railroads have to face, which explains largely their present po- 

on. 


-Transportation is a joint problem in which both the buyer and 
seller of transportation should be equally interested. Some shippers 
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feel that the present freight rates are entirely too high and for that 
reason should be substantially reduced. The country in my opinion 
is not suffering from high freight rates at the present time, but it 
is suffering from poor railroad service, which is not“entirely due 
to the carriers’ failure to do their part. 

The shippers of the country are all interested in cheap trans- 
portation, and to my mind there is ony one kind of cheap trans- 
portation, that is, good transportation. od transportation is always 
cheap. Poor transportation is expensive. 

he proper solution of the transportation problem in which the 
public is vitally interested can only be brought about by effecting 
the co-ordination between rail, water and highway transportation 
and the speeding up of freight car movement within the termina] 
areas. The adoption of a more definite plan of transferring freight 
from the cars in the carriers’ terminals, together with a system of 
store door delivery would make it entirely possible to move freight 
out of the carriers’ terminals on the day of arrival. 


POMERENE AND INSTITUTE 


The Trafic World Washington Bureay 


In the course of the debate on the nomination of Atlee Pom- 
erene, formerly Democratic senator from Qhio, to be the Demo- 
cratic lawyer for the government in carrying on the litigation 
for the cancellation of the naval reserve leases, the National 
Transportation Institute came in for criticism from senators 
opposed to Pomerene, notably Dill, LaFollette and Brookhart. 
Dill, taking up the cudgels against Pomerene because the rail- 
road brotherhoods objected to Pomerene, said the brotherhoods 
charged that Pomerene “was on the pay roll of a propaganda 
organization in favor of railroad legislation” and that Pom- 
erene “admitted that he had been making propaganda speeches 
for an organization in this city, and that he had been paid a 
considerable sum of money—$1,000, as I remember—for making 
some five or six speeches. I mention this as simply another fact 
to arouse public suspicion in the minds of the people as to his 
ability and fairness in this sort of case.” 

Dill’s reference to the National Transportation Institute 


aroused Senator LaFollette to ask questions, resulting in the 
following: 





Mr. La Follette: Will the senator state the name of the organi- 
zation or association? 

Mr. Dill: I am sorry I can not give the name. I think the 
senator from Wisconsin can give it. 

Mr. Lenroot: The National Transportation Institute. 

Mr, La Follette: The National Transportation Institute? 

Mr. Dill: Yes. 

Mr. La Follette: I thought so. 

Mr. Dill: The National Transportation Institute, which is an 
organization for railroad propaganda purposes purely and simply. 

Mr. La Follette: -It has some history back of it. 

Mr. Dill: Its history shows that it is an- organization for the 
purpose of gy el in the interest of the railroads and the 
legislation they desire. 

Mr. Brookhart: I desire to ask if the fact that Mr. Pomerene 
took employment with and went out representing this transportation 
institute, which puts on a false face and pretends to be a nonparti- 
san body in the interest of the whole people, when in fact it is sup- 
ported by and is a secret propaganda institution for the railroad cor- 
porations themselves, does not weigh more against his fitness for 
this position than his mere employment as a local attorney for the 
railroads? 

Mr. Dill; I think that is undoubtedly true. ° 


At one point in the debate it was suggésted that -Pomerene 
was defeated because-he voted for the Esch-Cummins bill. Sena- 
tor Fess, the man who defeated Pomerene, was constrained to 
arise and observe that the winner in that fight had also voted 
for that bill. 

Senator Willis of Ohio, who said he had had many political 
fights with Pomerene, advocated the confirmation of his former 
colleague and political opponent. Pomerene won confirmation 
of his nomination, 59 to 13. In regard to the National Transpor- 
tation Institute, Mr. Willis said: 


I know nothing about the Institute of Transportation, but I ven- 
ture to say that whatever connection Atlee Pomerene has had or now 
has with the Institute of Transportation is perfectly honorable. T0 
me it is a strange doctrine that if a lawyer accepts honorable em- 
ployment in the open his motives should be called in question, 
particularly where the employment has no particular question with 
the employment now under consideration. 





STOCK ISSUE AUTHORIZED 


The Commission has authorized the Poteau & Cavanal 
Mountain Railroad to issue $80,000 of capital stock to pay 
for the property of the Fort Smith, Poteau & Western, recently 
sold at receiver’s sale. The company desired to give $60,000 
of its stock for the property, appraised by engineers as being 
worth from $75,000 to $77,000 and use the rest of the money for 
putting the property on its feet. 

It would not be compatible with public interest, the Commis- 
sion said, to give more than $40,000 of stock for the property 
praet therefore, authorized the issuance of only $80,000 of 
stock, 

Commissioner Potter, dissenting, said the whole arrangement 
was sound and deserved the support of the Commission. He 
said the proposed capitalization was less than that of the 
former company and would result in the conversion of creditor 
obligations into stock. He pointed out that the purchase price 
and the contemplated improvements were to be financed by 
the issue of stock which would entail no burden of fixed charges. 
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Decisions of Interstate Commerce Commission 


SEWELL VALLEY DIVISIONS 


The Commission has dismissed No. 14012, Sewell Valley 
Railroad Company vs. Chesapeake & Ohio, opinion No. 9097, 
87 I. C. C., 21-6, finding the divisions accorded to the complainant 
out of joint rates on coal from points on its line are not unjust, 
unreasonable or inequitable. The complaint was filed July 8, 
1922. Prior to that date, for ten months, the Commission said 
the average division amounted to 31.6 cents per ton and after 
that date, in July and August, 1922, it averaged 28.3 cents, yield- 
ing for an average haul of 19.5 miles, that of the Sewell Valley, 
74 cents per car-mile. The Commission said that 85 per cent of 
the Sewell Valley’s coal traffic passed over its rails, from the 
Greenbrier & Eastern, without terminal operation _ expenses. 
The Sewell Valley asked for a uniform division, it said, of 60 
cents per ton, which would be an increase of about 112 per 
cent. It said the rates from the Greenbrier mines were com- 
binations of that road’s local of 16 cents and the New River dis- 
trict rates, out of which the Sewell Valley received a division, 
in accordance with the Commission’s decision in a case involv- 
ing that question. 

According to the Commission’s report, the contention of the 
Sewell Valley was that the coal traffic from the Greenbrier & 
Eastern, all of which had to be hauled up a slope to an elevation 
of 392 feet above the interchange point, had so increased its 
operating expenses that it was incurring a net railway operating 
deficit. 

The Commission analyzed the Sewell Valley’s operating 
expense figures to show that charge: to them were made im- 
properly. Commenting on a heavy debit balance in freight car 
hire account, the Commission said that if the road was not 
equipped to avoid loss in that form that was no reason for in- 
creasing its division to cover the loss. The debit balance in 
1922 was $47,189. It called attention to that fact that if the 
Sewell Valley had provided itself with cars as pointed out by it 
in Coal from Sewell Valley Stations, 58 I. C. C. 261, it would have 
owned 94 coal cars. Instead it had only 25. The complainant, 
not being a subscriber to the car service and per diem agree- 
ment, it pays per diem and receives mileage. The Sewell Valley 
calculated, the Commission said, that a car earned 30 cents per 
day more on per diem than on mileage. It was in that connec- 
tion the Commission said that if the Sewell Valley was not 
equipped to avoid loss in that way, that was no reason for in- 
creasing its divisions to cover that loss. 


TACOMA SWITCHING CASE 


An order directing carriers, not later than May 17, to extend 
the switching limits of Tacoma, Wash., so as to include therein, 
so far as interstate traffic is concerned, South Tacoma, has been 
issued in No. 13761, Traffic and Transportation Bureau of Tacoma 
Commercial Club and Chamber of Commerce vs. Northern Pa- 
cific et al., opinion No. 9222, 87 I. C. C., 507-18. The order is based 
on a finding that the exclusion of South Tacoma from the switch- 
ing district results in undue prejudice to shippers at South 
Tacoma. 

In defending the existing situation the Northern Pacific, the 
principal defendant, contended that the grantfhg of the order 
would be equivalent to a taking of its property without due 
process of law, and in that event claimed the benefit of paragraph 
4, section 3 of the interstate commerce act. That paragraph pro- 
vides for the common use of terminals with other carriers upon 
terms fixed in condemnation proceedings. The Commission said 
the complainant, however, did not ask that other carriers be 
permitted to operate over the rails of the Northern Pacific Ter- 
minal, but that the latter be required to perform the switching in 
the unrestricted interchange of traffic to and from South Tacoma, 
at appropriate compensation. 

At present South Tacoma is a separate station on the North- 
erm Pacific. It has been such since 1910, when the Northern 
Pacific, the first comer into Tacoma, revised its switching tariff 
by eliminating South Tacoma therefrom and naming South Ta- 
coma a local station. At that time the Northern Pacific estab- 
lished a special commodity rate of 2 cents per 100 pounds, mini- 
mum $6.00 and maximum $10.00 per car, applicable on all car- 
load traffic moving between Tacoma and South Tacoma. The 
Teport said the purpose was to reserve to the Northern Pacific all 
traffic originating at and destined to South Tacoma by publishing 
a road haul rate that would not be absorbed by the other roads. 
In the period of federal control the rate was changed to the spe- 
Cific amount of $12.50 per car south of South Eleventh street, 

acoma, and $15.50 to and from South Eleventh street and be- 

yond. July 1, 1922, these amounts were reduced to $11.50 and 
$14, respectively.  .- 

evelopment of carrier competition in 1908, culminating in 

10, the Commission said, caused the Northern Pacific to ex- 





clude South Tacoma from the switching district of Tacoma. The 
Northern Pacific shops are at South Tacoma, which has been 
within the corporate limits of Tacoma since 1891. It contains 
a population of about 10,000, and, according to the Commission’s 
report, it is a natural industrial center. Immediately after the 
exclusion of South Tacoma complaint was made to the Washing- 
ton commission and in 1911 that body made a finding that the 
exclusion caused unjust discrimination against South Tacoma. 
The findings of the state body and of the federal body, which 
were substantially the same, were not satisfactory to the com- 
plainants and repeatedly it has contended for the complete res- 
toration of South Tacoma to the Tacoma switching district. 

The order issued in this case is intended to bring about the 
situation for which the complainant has been contending since 
1911. The finding of the Commission in this case is broad. It 
says the exclusion of South Tacoma from the Tacoma switching 
limits is unduly prejudicial to South Tacoma and shippers there- 
at and unduly preferential of the latter’s competititors within 
the Tacoma switching limits. 


COAL CHARGES ILLEGAL 


A finding of illegality and an award of reparation have been 
made in No. 14769, Joseph Bancroft & Sons Company vs. Direc- 
tor-General, Philadelphia & Reading et al., opinion No. 9215, 87 
I. C. C., 421-4, as to charges collected on 25 carloads of coal 
from various points in Pennsylvania to Wilmington, Del., in 
1918 and 1919. The Commission found them illegal to the ex- 
tent that they exceeded the line haul charges on the Pennsyl- 
vania at the applicable rates from Huntingdon, State Line, New 
Stanton, Pine Hill and Priscilla, Pa. 

The shipments moved to Wilmington by way of the Penn- 
sylvania which had no delivery tracks at complainant’s plant. 
They were turned over the Reading at what is known as west 
yards in Wilmington and taken to the complainant’s plant by 
the Reading. Charges were collected at the combination rate 
of $3.10 on 24 cars and $3.35 per ton on one car. These combi- 
nations comprised line haul rates of $2.20 and $2.45 per ton for 
the service to west yard and the distance rate of 90 cents per 
ton applicable on coal and coke for the minimum distance of 
15 miles for the service beyond. 

The controversy concerned merely the charges for the serv- 
ice beyond the west yard. The complainant contended that un- 
der a tariff rule the applicable charge for the movement from 
west yard was $2.00 per car, the absorption of which was au- 
thorized by Pennsylvania tariff applicable at Wilmington. The 
Commission said the case turned upon the meaning of the 
clause carried in the tariff naming the $2.06 per car charge 
“within the limits of the city of Wilmington.” The Commission 
said the words must be taken to mean the corporate limits of 
the city of Wilmington. The fact that the tracks over which 
the coal moved passed out of the city of Wilmington and then 
back again afforded ground for the contention that the $2.00 
per car charge was not applicable. The Commission said that 
such a construction made the rule futile so far as shipments to 
and from the Pennsylvania were concerned. 


FIRE BRICK ADJUSTMENT 


An order to remove undue prejudice not later than May 19, 
has been made in No. 14249, Chicago Retort & Fire Brick Com- 
pany vs. Chicago, Rock Island & Pacific et al. as part of the 
report of the Commission in No. 14019, Davis Fire Brick Com- 
pany et al. vs. Baltimore & Ohio, et al., opinion No. 9226, 87 I. C. 
C., 523-8, as to rates on fire brick. The last mentioned case, 
which is treated as the leading one in the report, is dismissed 
on the Commission’s statement that removal of the undue 
prejudice, as ordered in the Chicago complaint, will remove any 
undue prejudice that may exist against the Portsmouth-Ashland 
district in favor of St. Louis. 

The finding was that the interstate rates from Ottawa, IIL, 
to Chicago, and points taking the same rates or basing thereon, 
were not unreasonable but unduly prejudicial to the complain- 
ant in No. 14249, and unduly preferential of producers in the 
St. Louis district, and that the uhdue prejudice should be re- 
moved by the establishment of a differential on the traffic in- 
volved, from the St. Louis district, of 75 cents per net ton over 
Danville, Ill.-Attica, Ind. The Commission modified its report 
in the General Brick case, 68 I. C. C. 213, accordingly, and dis- 
missed the leading case. In connection with that leading case, 
No. 14019, it found the rates from the Portsmouth, O.-Ashland, 
Ky., district not unduly prejudicial but said that the adjustment 
ordered would result in the removal of any undue prejudice 
that might exist. 








528 THE TRAFFIC WORLD 


The complainants, producers of fire brick at Ottawa, IIL, 
and at various points in the Portsmouth-Ashland district, al- 
leged the interstate rates on their product, to Chicago, and 
points taking the same rates, or rates based thereon, were un- 
reasonable and unduly prejudicial to them and unduly prefer- 
ential of producers in the St. Louis district, and that the rates 
from the St. Louis district were unreasonably low. The at- 
tack upon the rates from the Ashland-Portsmouth district, un- 
der section 1, the report said, was abandoned at the hearing. 

The National Fire Proofing Company, also in the Ottawa 
district, and the Harbison-Walker Refractories Company, in the 
Portsmouth-Ashland district intervened in support of the com- 
plaints. The Baltimore & Ohio, Chesapeake & Ohio, the Detroit, 
Toledo & Ironton and the Norfolk & Western intervened in No. 
14019, in support of the complaint, as amended. 

The new rate from the St. Louis district is to apply from 
St. Louis, Vandalia, Farber, Mexico, Fulton, New Florence, 
Wellsville, and Moberly, Mo., and East St. Louis, Collinsville, 
and Belleville, Ill., to Chicago. It is to be $2.50. 

In respect of Murphysboro, Ill., the Commission said: 


Murphysboro, Ill., 87 and 93 miles southeast of St. Louis over the 
Illinois Central and Mobile & Ohio, respectively, takes a rate of 
$2.35 to Chicago under the General Brick case, the rate applying 
via St. Louis as well as over the direct route of the Illinois Central, 
316 miles. Based solely on distance, it would appear that the rate 
from Murphysboro might properly be no lower than the rate from 
the St. Louis district, but the rate from Murphysboro is not in issue 
in these proceedings, and upon this record no modification will be 
made of our finding in the neral Brick case with respect thereto. 
It should be understood, however, that in prescribing a rate of $2.50 
from the St. Louis district, no authority is granted to depart from 
the long-and-short-haul clause of the fourth section of the act. 


Commissioner Aitchison dissented but did not give his 
reasons for disagreeing with his colleagues. 


PRIOR RATES CONDEMNED 


A finding of unreasonableness and an award of reparation 
have been made in No. 12536, Automobile Gasoline Company vs. 
Director-General et al., opinion No. 9223, 87 I. C. C., 514-16, as 
to rates on petroleum products, gasoline and kerosene, from 
Roxana, Ill., to St. Louis, Mo. Charges on 334 carloads were 
involved in the case. The complaint alleged the rates subse- 
quent to January 1, 1919, ‘were unreasonable and asked for 
reasonable rates for the future and for reparation. The rates 
on August 26, 1920, after changes due to General Order No. 
28 and to the 4.5 cent commutation of the 25 per cent increase 
decreed by that order, settled down to 9.5 cents over the Illinois 
Terminal and the Chicago, Peoria & St. Louis and 10 cents over 
other routes. 

The complainant contended they should not have exceeded 
4 cents prior to August 26, 1920 and 5.5 cents thereafter. Those 
rates would have resulted from the application of a factor of 
2.5 cents to Bast St. Louis, plus 1.5 cents, the usual amount 
added to cover the bridge toll, in making short haul rates to 
St. Louis. 

The rates of 9.5 and 10 cents were reduced February 1 and 
5, 1921, to 6.5 on a 66,000 pound minimum. The minimum prior 
thereto had been 60,000. 

The Commission found the rates since February 5, 1921, 
not unreasonable, but that those prior to that date were un- 
reasonable to the extent they exceeded 4.5 cents prior to August 
26, 1920, and 6.5 thereafter. 


CEMENT RATE ADJUSTMENT 


In a report on No. 14936, Iola Cement Mills Traffic Associa- 
tion, et al. vs. Arkansas Western, et al.; Sub. No. 1, Ash Grove 
Live & Portland Cement Company vs. Atchison, Topeka & 
Santa Fe Ry. et al.; Sub. No. 2, Lehigh Portland Cement Com- 
pany vs. Arkansas Western et al., and No. 12704 (Sub. No. 3), 
Oklahoma Portland Cement Company vs. Chicago, Burlington 
& Quincy et al., opinion No. 9219, 87 I. C. C., 451-471, written by 
Commissioner McManamy, the Commission held the rates on 
cement from points in the Kansas gas belt including Dewey, 
Okla., over interstate routes to points in Oklahoma unreason- 
able and unduly preferential of Ada, Okla., Bonner Springs, 
Kans., and Sugar Creek, Mo., and unduly prejudicial to the pro- 
ducing points in the gas belt including Dewey, and shippers 
therefrom. 

A further finding was that rates on cement from Ada to 
destinations in Kansas were unreasonable and unduly preferen- 
tial of manufacturers at Bonper Springs and unduly prejudicial 
to Ada and shippers therefrom. 

It found the rate applicable on cement from Chanute, Kans., 
to Waynoka, Okla:; unreasonable and awarded reparation. 

In fourth section order No. 8860 the Commission said that 
until the effective date of the order to be entered in docket No. 
8182, Western Cement Rates, in so far as it would relate to 
fourth section relief, the carriers in this case, having circuit- 
ous routes might have fourth section relief on account of cir- 
culty subject to the equi-distance rule. 

The Commission’s report is substantially the same as the 
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recommendation made by the examiner who submitted a pro- 
posed report. While the cases were heard separately, the Com- 
mission disposed of them in one report because it said they in- 
volved substantially similar issues. In a broad way of speaking 
the cases were treated as if they were an appendix to the 
Western Cement Case. The order requiring the rates to be 
revised, effective May 14, requires the making of rates in ac- 
cordance with scales III and IV for the hauls within the territo- 
ries covered by those scales and by a scale of the average of 
those two scales for hauls between those territories. 

The findings of the Commission will aply to the intrastate 
rates in Oklahoma. The Commission in its report said the 
Corporation Commission of Oklahoma which sat jointly with it 
in the proceedings concurred in its findings in respect of the 
level of intrastate rates in that state and that it would render 
a decision in conformity with that of the federal commission, 
and require the alignment of rates in Oklahoma in accordance 
with the determination of the federal commission. 

As to the rate on four shipments from Chanute to Waynoka, 
the Commission found it unreasonable to the extent it exceeded 
25 cents and awarded reparation. The defendants, the Commis- 
sion said, admitted that the joint class C rate of 48.5 cents im- 
posed on the shipments was unreasonable and offered to adjust 
the charges to the basis of the aggregate of the intermediate 
rates to and from Avard, 31 cents. The Commission said that 
joint rates, the same as or lower than the 25 cent rate over the 
Santa Fe, applied direct from Chanute to practically all other 
points in the territory of Waynoka over other routes. 

The Commission’s findings on the main issues, one of which 
was as to the level of rates in Oklahoma, were as follows: 


Traffic from the gas-belt mills to numerous points in Oklahoma 
moves through the same junctions in Kansas through which “traffic 
destined to many Kansas points moves, and some of the junction 
points are but a short distance north of the Oklahoma border. There 
is no justification for charging rates for joint-line hauls from the 
Kansas gas-belt mills to Oklahoma points or from Ada to points in 
Kansas igher than the scales hereinafter prescribed for interstate 
application in this territory, and joint-line arbitraries will not be 
ee 

e find that that portion of Oklahoma on and east of the 
Fe Railway extending from Anthony, Kan., to Medford, Cage 
on and east of the main line of the Rock Island from Medford, 
through Enid, El Reno, Chickasha, and Waurika to the Texas line, 
pry Be. Re - be ht III pe ae oo and that that portion 
. Ww (7) es ne, 
4 territory, : . Should be included within Scale 
e further find that the rates on cement, in carloads, from the 
Kansas gas-belt mills, including Dewey, via interstate routes to 
points in Oklahoma and from Ada to points in Kansas are and for 
the future will be unreasonable to the extent that they exceed or 
may exceed for the respective territories, the following distanee scales 
in connection with the carload minima set forth below: 


Rates in Cents Per 100 Pounds 


Between 

er 

an 
P Distances Scale III Scale IV Territories 
SO ea ee eee 7.5 * § 8. 
10 miles and over 5 ............ 8 10 9 
15 miles and over 10 ........... s 10 9 
20 miles and over 15 ............ 8.5 10.5 9.5 
25 miles and over 20 ........... 8.5 10.5 9.5 
30 miles and over 25 ........... 8.5 10.5 9.5 
35 miles and over 30 ........... 9 11 10 
40 miles and over 35 ........... 9.5 11.5 10.5 
45 miles and over 40 ........... 9.5 11.5 10.5 
50 miles and over 465 ........... 9.5 11.5 10.5 
55 miles and over 50 ........... 10 Ws: 11 
60 miles and over 55 ........... 10 11.5 11 
65 miles and over 60 ........... 10.5 12.5 11.5 
70 miles and over 65 ........... 10.5 12.5 11.5 
75 miles and over 70 ........... 10.5 12.5 11.5 
80 miles and over 75 ........... 11 13 12 
85 miles and over 80 ........... 11.5 13.5 12.5 
90 miles and over 85 ........... 11.5 13.5 12.5 
95 miles and over 90 ........... 11.5 13.5 12.5 
100 miles and over 95 .......... 11.6 14 13 
110 miles and over 100 .......... 11.5 14 13 
120 miles and over 110 .......... 12 14.5 13.5 
130 miles and over 120 .......... 12.5 15.5 14 
140 miles and over 130 .......... 13 16 14.5 
150 miles and over 140 .......... 13 16 14.5 
160 miles and over 150 .......... 13.5 16 15 
170 miles and over 160 .......... 13.5 16 15 
180 miles and over 170 .......... 14 16.5 15.5 
190 miles and over 180 .......... 15 18 16.5 
200 miles and over 190 .......... 15 18 16.5 
210 miles and over 200 .......... 15 18 16.5 
220 miles and over 210 .......... 15.5 18.5 17 
230 miles and over 220 .......... 16 19 17.5 
240 miles and over 230 .......... 16 19 17.5 
250 miles and over 240 .......... 16 19.5 18 
260 miles and over 250 .......... 16.5 20 18.5 
270 miles and over 260 .......... 16.5 20 18.5 
280 miles and over 270 .......... 17 20.5 19 
290 miles and over 280 .......... 17 20.5 19 
300 miles and over 290 .......... 17.5 21 19.5 
310 miles and over 300 .......... 17.5 21 19.5 
320 miles and over 310 .......... 18 21.5 20 
330 miles and over 320 .......... 18 21.5 20 
340 miles and over 330 .......... 18.5 22 20.5 
350 miles and over 340 .......... 18.5 22 20.5 
360 miles and over 350 .......... 19 22.5 20.5 
370 miles and over 860 .......... 19.5 23.5 21.5 
380 miles and over 370 .......... 20 24 - 22 
390 miles and over 380 .......... 20 24 22 
400 miles and over 890 .......... 20.5 ; 24.5 22.5 
410 miles and ove 400 .......... 20.5 24.5 22.5 
420 miles and over 410 .......... 20.5 : 24.5 22.5 
430 miles and over 420 .......-.. 20.5 24.5 22.5 


440 miles and over 430 .......... 21 ' 25 23.5 
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450 miles and over 440 26 23.5 T. & S. F. Ry. Co., 48 I. C. @. 337, wherein the rates attacked were 
460 miles and over 450 26 24 found unreasonable to the extent that they exceeded rates which 
470 miles and over 460 26 24 would apply under the scales prescribed in the Western Cement case. 
480 miles and over 470 26.5 24.5 We have consistently denied reparation in cases where general read- 
490 miles and over 480 26.5 24 justments have been made in extensive territories, involving increases 
500 miles and over 490 27 25 and reductions, and the instant case comes within that class. Repara- 
520 miles and over 500 27.5 25 tion is denied, except on certain shipments from Chanute to Way- 
540 miles and over 520 28 25.5 noka_ hereinafter discussed, 
a a ot oo. ae The reparation case mentioned in the preceding paragraph 
600 miles and over 580 29.5 27.6 had no controlling weight on the question of the rate adjust- 
630 miles ane ever po e. 38 ment to be made and the discussion “hereinafter” promised in 
mules ° 
ia8. sllen-auah omer Bae 33 39.5 that paragraph, for that reason, is omitted. 
680 miles and over 660 32.5 29.5 
700 miles and over $80 33 30 REPARATION ON CASKS 
bo ee egos feontenlie = ae The Commission, in No. 13192, Lucas E. Moore Stave Co. 
760 miles and over 740 35 32.5 vs. Director-General, Atchison, Topeka & Santa Fe et al., opin- 
es a pee ead 3 ag Ss ion No. 9221, 87 I. C. C. 5034, has found that 85 carloads of 
320 miles and over 800 37 34 wooden casks, shipped in May and June, 1919, from New Or- 
840 miles and over $20 a8 -. leans to St. Paul and South St. Paul, were overcharged. It 
Tes ane Over 4. found the charges at second class were illegal to the extent 
te oe ove ae ed a they exceeded charges based on class B and awarded repara- 
920 miles and aves $00 3 a8 35.5 tion. The carriers contended that because the casks were 
mules an +) . . large they were ratable as vats. Vats were not carried in the 
(ede ne Be ih = 4 classification of cooperage, but casks were. The trade, the 
1,000 miles and over 980 ........ 35 42.5 38.5 Commission said, referred to the containers as pickling or 
1,020 per se and over nee srishialecited = 42.5 38.5 curing casks. 
1060 alien Sudk-aves 1040 eit: © 13.5 ri Commissioner Meyer dissented from the interpretation of 
1,080 miles and over 1,060 ........ 37 44 40.5 the tariff made by the Commission. 
1100 =— on over ates 38 a b SOE ASR ie 
i, miles and over 1, : 4 
1,140 miles and over 1,120 «... 46 42.5 WOODEN CRATE RATES 
1,160 miles and over 1, woes 4 In a report on No. 12569, Chevrolet Motor Company of Michi- 
ies wiles sand over Lies = 3 gan vs. Director-General, Atchison, Topeka & Santa Fe et al., 





*For application in connection with a carload minimum weight of 
50,000 pounds subject to marked capacity of car, but not less than 
40,000 pounds. 

We further find that the circumstances and conditions surround- 
ing the transportation of cement, interstate and intrastate, within 
Kansas and Oklahoma, and from the Kansas gas belt, including 
Dewey, Bonner Springs and Sugar Creek to points in Oklahoma, and 
from Ada to points in Kansas are substantially similar. 

We further find that the rates from points in the Kansas gas belt, 
including Dewey, to points in Oklahoma:-are unduly prejudicial to 
said Kansas gas-belt points and Dewey over interstate routes and 
to shippers therefrom, and unduly preferential of Bonner Springs, 
Sugar Creek and Ada and of Dewey over intrastate routes and to 
shippers therefrom, and of intrastate traffic in a to the 
extent that the rates from points in the Kansas gas belt, including 
Dewey, exceed or may exceed the corresponding rates contempora- 
neously maintained for like distances from Bonner Springs and Sugar 
Creek and upon intrastate traffie from said Oklahoma producing 
points to said destinations; and that any greater difference or dis- 
parity in the rates from points in the Kansas gas belt and Dewey on 
the one hand, and Ada and Dewey over intrastate routes, on the 
other hand, results and would result in unjust discrimination against 
interstate commerce from 2 mn in the Kansas gas belt and Dewey. 
The above findings are subject to the grouping of the Kansas gas- 
belt points, including Dewey, over both interstate and intrastate routes 
and of Bonner Springs and Sugar Creek, as hereinafter authorized. 
These findings as to grouping Kansas gas-belt points are without 
prejudice to the conclusions that may hereafter be reached in Dockets 
Nos. 14801 and 14911. 

We further find that the rates on cement from Ada to points in 
Kansas are and for the future will be unduly prejudicial to Ada and 
to shippers therefrom and unduly preferential of Bonner Springs and 
shippers therefrom and of intrastate traffic in Kansas, to the extent 
that the rates from Ada exceed or may exceed the corresponding 
rates contemporaneously maintained for like distances on intrastate 
traffic from said Kansas producing point to said destination; and 
that any greater difference or disparity in the rates from Ada, on 
the one hand, and Bonner Springs, on the other hand, results, and 
would result, in unjust discrimination against interstate commerce 
from Ada. As the intrastate rates from Bonner Springs to points in 
Kansas are on the basis of the rates herein found reasonable from 
Ada to the same destinations the unjust discrimination and undue 
prejudice will be removed by the establishment of the maximum rea- 
sonable rates herein prescribed from Ada. The alleged preference 
of Hannibal and prejudice of Ada to Kansas points will be removed 
when the maximum reasonable rates prescribed herein are established 
and that allegation of the complaint in No. 12704 (Sub. No. 3) need 
not be considered. 

We further find that in applying the rates prescribed herein, dis- 
tances should be computed over the shortest possible routes embrac- 
ing as a maximum the lines or parts of lines of not more than three 
catriers via existing connections for the interchange of carload traffic, 
Subject, however, to the basis followed for four and five line hauls 
and for 25-mile destination blocks.and basing points set forth in the 
appendix attached hereto, which basis was used as a formula for com- 
puting distances and checking in rates under the decisions in the 
Western Cement case. 

The grouping of the Kansas gas-belt mills, including Dewey, on 
traffic to points in Oklahoma beyond 80 miles of the nearest group 
Point should be established subject to any readjustment that may be 
required in the rates from said group to points in other territories 
as the result of the cases hereinbefore mentioned in which the pro- 
priety of the grouping of the Kansas gas-belt mills is under attack. 
ba rates from the Kansas gas-belt mills should be based on the 

istances from Chanute to all points beyond 80 miles from the nearest 
mill in the group, with the group rates observed as maxima at inter- 
mediate points. The rates to points 80 miles or less from the nearest 
group Point should be graded consistently from each origin int 
Cr group of origin points. The rates from Bonner Springs and Sugar 
Kiet to Oklahoma points should be based on the distances from 
hi ine City, Mo., which basis now applies to other destination terri- 


belt ne complainants herein, with mills at points in the Kansas gas 
Con including Dewey, ask reparation on shipments to Oklahoma. 


the Diainant at Ada does not ask! reparation. The establishment of 
aulit — herein approved as reasonable and non-prejudicial will re- 


terri & comprehensive and systematic readjustment of rates in this 
is r ery, including both reductions; and increases. This readjustment 
Substantially similar to the readjustment made under the Western 
ent case. Reparation was den in Sunderland Bros. Co. vs. A. 


opinion No. 9224, 87 I. C. C. 517-20, the Commission found the 
rates applicable on empty wooden crates, knocked down, in car- 
loads, from Oakland, Cal., Fort Worth, Tex., and St. Louis, to 
Flint, Mich., unreasonable to the extent they exceeded, exceed or 
may exceed the rates and minimum weights contemporaneously 
maintained by the carriers on lumber from and to the same 
points. It further found that the complainant, on shipments mov- 
ing since December 4, 1918, paid and bore the charges and was 
entitled to reparation to that basis. 


BOX BOARD DECISION AFFIRMED 


In a report on reconsideration, the Commission has affirmed 
its original report on No. 13249, Seneca Fibre Products Com- 
pany vs. Director-General, opinion No. 9225, 87 I. C. C., 521-2. 
The original report was in 78 I. C. C. 311. It found the min- 
imum fifth class rate charged on many carloads of paper box 
board, between June 25, 1918, and April 14, 1919, by the New 
York Central from Skaneatles Junction, N. Y., to Seneca Falls, 
N. Y., unreasonable to the extent it exceeded 7 cents, the min- 
imum sixth class rate from Skaneatles Junction to Seneca Falls. 
Fifth class, the Commission said, was the Official Classification 
rating on paper box board but under New York Central excep- 
tions it was given sixth class, prior to June 25, 1918. The 
board moved to Skaneatles Junction-over the Skaneatles Rail- 
road, not under federal control. On-some-shipments the sixth 
class minimum of 7 cents was applied and on others the fifth 
class of 9 cents was imposed. -The Commission said the fifth 
class minimum was applicable and that therefore undercharges 
were outstanding. However, inasmuch as it held the fifth 
class minimum of 7 cents would have been reasonable, repara- 
tion must be made to that basis: 


RESHIPPING RATES CONDEMNED 


The Commission, in a mimeographed report on I. and S. 
Nos. 1946 and 2015, has found not justified increased and re- 
duced reshipping rates on grain and grain products, from Chi- 
cago and Peoria, other points in Illinois, and points in Wiscon- 
sin to destinations in central and northern Indiana, and local 
rates on grain byproducts from Peoria to such Indiana points, 
and required the cancellation of the twenty-one suspended tar- 
iffs. The tariffs were filed with a view to putting Ft. Wayne 
and Indianapolis on a parity and to keep Chicago and Peoria 
on terms of equality as gateways. The Commission recognizing 
the delicacy of the adjustment declined to make any effort to 
say what rates would be proper but contented itself with con- 
demning the effort made by the railroads. 








EXPRESS CASE ADVANCED 


The Supreme Court of the United States, February 25, 
granted a motion of the government to advance numbers 666, 
667 and 668, the United States vs. the American Railway Ex- 
press Company, and related cases, and set them for argument 
April 14. These cases grew out of the order of the Commission 
requiring the American Railway Express Company to make 
through route and joint rate arrangements on traffic, from New 
York and New England with the Southeastern Express Com- 
pany, between’ Washington and Atlanta. The American Rail- 
way Express Company appealed to the courts and obtained an 
injunction in the lower courts. 














































SWITCHING CASE DISMISSED 


An order of dismissal has been recommended by Examiner 
John C. Donnally in No. 13623, Arkansas City Sand Company et 
al, vs. St. Louis-San Francisco. He said the Commission should 
find the rates charged by the St. Louis-San-Francisco since 
June 30, 1920, for switching interstate shipments at Arkansas 
City, Kans., between complainants’ industries and its connec- 
tions not unreasonable. The complainants alleged that by 
maintaining higher switching charges at Arkansas City than at 
many Other points in Kansas and Oklahoma, the St. Louis-Son- 
Francisco subjected them to undue prejudice and unduly pre- 
ferred their competitors at such other points. 

Donnally said that in the absence of any evidence as to the 
nature and extent of the services at the points said to be ac- 
corded undue prejudice a finding on that issue could not be 
made, It was a fair assumption, however, he said that at some 
of the points the service equaled that at Arkansas City. There- 
fore, he said, the defendant’s switching charges in the general 
territory involved should be adjusted to avoid undue prejudice 
and preference. 

For the same reason, the absence of testimony, a finding 
could not be made in respect to the allegation that by main- 
taining switching charges on interstate shipments at Arkansas 
City, higher than on traffic within the state, at other Kansas 
points, defendant unjustly discriminated against interstate com- 
merce. The examiner said the complaint contained a like alle- 
gation in respect of the relationship between the switching 
charges on interstate as compared with intrastate traffic at Ar- 
kansas City where the service was identical whether or not the 
destination of the shipment was beyond the state line. For 
the same switching service, he said, the St. Louis-San Francisco 
charged $6.30 on shipments in interstate commerce and $2.25 
on shipments in intrastate commerce. 

As has been remarked, he said, there were other points in 
Kansas where it was likely that the switching service equaled 
that at Arkansas City and where both the interstate and intra- 
state charges were substantially lower than at Arkansas City. 
He said the complainants showed no damage from the past or 
present relationships between interstate and intrastate switch- 
ing charges at Arkansas City. No finding, he said, should be 
made at this time in respect of the alleged discrimination 
against interstate commerce. He said the complaint did not 
bring into issue the relationship between the switching rates 
at Arkansas City on interstate shipments and the switching 
rates in Oklahoma on intrastate shipments. 


INDIANA COAL RATES 


In a supplemental report on No. 11894, Indiana rates, fares 
and charges, Examiner John H. Howell said no finding as to 
rates on coal for intrastate hauls in Indiana of 30 miles or less, 
in effect in the period that the order in 60 I. C. C. 337 was in 
force was necessary, as that order specifically excepted rates 
for such distances. The case to which reference has been made 
was one in which the Commission prescribed rates for all freight 
service, except on coal for distances of 30 miles and less, for 
intrastate application in Indiana that would remove the undue 
prejudice found to exist against persons and localities outside 
the state and unjust discrimination found to exist against inter- 
state commerce. 

In a supplemental report, Howell said, the Commission 
found, among other things, rates on coal for distances of less 
than 30 miles and their relation to rates applicable intrastate 
in Indiana for distances of 30 miles and more and their relation 
to rates applicable on interstate traffic, no reason to modify 
its prior order in the proceeding, that is, no reason for amending 
the order to include hauls of 30 miles or less. 

Upon petition of the Daugherty Coal Company and other 
coal interests, the proceeding was reopened for further hearing 
in respect of rates on coal from mines within the Terre Haute 
yard limits and switching limits of the Big Four to points 
within those yard limits and switching limits. The petitioners, 
Howell said, desired a finding either that the ‘rates in question 
were not covered by the order or that the rates were not unduly 
prejudicial to or unjustly discriminatory against interstate com- 
merce, in order that the rates might be considered by the Indiana 
commission. The railroads moved to dismiss the petition on 
the ground that the Commission’s order did not require the 
carriers to make any change in short-haul coal rates prescribed 
by the Indiana commission. 

The federal commission order, dated January 28, 1921, was 
vacated April 7, 1922. At the time of its vacation there was 
outstanding an interlocutory injunction issued ‘by the United 
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States court for the district of Indiana enjoining the Indiana 
commission from taking any action whatsoever against the car- 
riers for applying the rates prescribed in the order of January 
28, 1921. On June 30, 1922, that court entered a final order 
dissolving the injunction as to the period from and after April 
7, 1922, but making it permanent as to the period prior thereto, 
with the proviso that the Indiana commission should not make 
any order such as to cause any undue preference for state com- 
merce and undue prejudice against interstate commerce. 

In conclusion, Howell said: “The Commission should find 
that ‘its order of January 28, 1921, did not require any change 
in coal rates for hauls of 30 miles or less within the state of 
Indiana and that there is, therefore, no necessity for any finding 
or order by it in this proceeding at this time.” 


RELEASED RATES DENIED 


Denial of released rates on stone has been recommended 
by Examiner J. O. Cassidy in a report on No. 14830, Released 
Rates On Stone in the Southeast, which case was originated by 
the Commission on its own initiative. The carriers sought 
authority to establish released rates on the transportation of 
marble, granite and other kinds of stone in various states of 
manufacture and finish, from, to and within the southeastern 
part of the United States. Cassidy said that from 1888 to 1912 
the ratings in Southern Classification were subject to limited 
carrier liability, the maximum declared or agreed value being 
generally 20 cents per cubic foot for rough stone and 40 cents 
for finished stone. He said there was great confusion in the 
law as to the validity of such limitation. In disposing of the 
case, Cassidy said the Commission should say: 


The range of value of rough-quarried, sawed, sand-rubbed and 
polished granite or marble is not so great that the carriers cannot 
estimate with a reasonable degree of accuracy what their liability 
will be in the event of loss or damage in transit. There is, there- 
fore, no necessities for the establishment of released rates on these 
commodities. It is only where the marble or granite has _ been 
carved that the variation in value becomes extreme, and it is only on 
these highly finished and valuable commodities that claims for loss or 
damage are at all material, in “proportion to the freight charges 
collected. Released rates on carved granite or marble may be proper 
and desirable, but the record is not sufficiently definite in regard 
to these commodities to enable the Commission to prescribe a _reason- 
able, basic value, or the relationship that should exist between 
released and unreleased rates. The proposal of the carriers is, to 
condition the application of their commodity rates, on carved granite 
and marble upon an agreement of the shipper to accept from 40 cents 
to $1 per cubic foot in satisfaction of claims for loss or damage, or, 
in other words, from 3 to 23 per cent of the average actual value, 
leaving him the alternative of paying the class rates in the event 
he does not wish thus to relieve the carrier from liability, which 
rates, according to an exhibit filed by the carriers, are from 18 to 
240 per cent higher—and this notwithstanding that the difference 
between full liability and total exemption from liability for claims, 
if translated into a difference in the rate, would very probably be 
less than 5 per cent. As to this proposal, it is enough to say that 
it was the existence of such inequitable adjustments that led to the 
enactment of the Cummins amendment, voiding all limitations on 
carrier liability then in force and prohibiting the establishment of 
any in the future without the express approval of the Commission. 
The Commission should deny the applications. 


SUGAR BEET RATES 


In a report on No. 14881, Continental Sugar Company Vs. 
New York Central, et al., Examiner John Howell, said the Com- 
mission should find that the interstate rates on sugar beets 
between points in Michigan and Ohio, assailed in the complaint, 
and intervening petitions, were unreasonable and unduly pre 
judicial to the extent they exceeded the present intrastate rates 
for the same distances over the same number of carriers within 
the state of Michigan. He said an order requiring the establish- 
ment of the “said rates” should be entered. 

Since the hearing, he said, supplemental complaints asking 
reparation on behalf of the complainants and certain of the in- 
tervening shippers had been filed and that additional hearings 
would be necessary. 

Complainant, a corporation manufacturing sugar from sugar 
beets, with factories at Blissfield, Mich. and Fremont and 
Findlay, O., by complaint, alleged that the rates for the inter- 
state movement of sugar beets to the mills from points in Ohio 
and Michigan were unjust, unreasonable, unduly preferential and 
prejudicial and unduly discriminatory in favor of intrastate 
commerce on the one hand and against interstate commerce 
on the other. The Commission was asked to prescribe just 
and reasonable rates for the future, 

Michigan and Ohio commissions intervened, as did also the 
Michigan State Farm Bureau, Michigan Sugar Company, Holland- 
St. Louis Sugar Company, Columbia Sugar Company, Mt. Clem- 
ens Sugar Company, West Bay Sugar Company, Owosso Sugar 
Company, Toledo Sugar Company and the Ohio Sugar Company. 
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The Pere Marquette, Ann Arbor, four roads of the Grand Trunk 
System, and the Detroit & Toledo Shore Line intervened in 
behalf of the defendant. 

The present single line intrastate rates, the examiner said, 
were based on the so-called C. F. A. beet sugar scale established 
in 1908. It was established, he said, when the sugar beet 
industry was in its infancy and the evidence was that no other 
scale was ever promulgated by the Central Freight Association 
lines which started at so low a figure as 40 cents per ton for 
the first 25 miles, which was the initial figure in this single line 
beet sugar scale. Howell said there was no regularity as to 
joint line rates, some being made full combination of inter- 
mediates and others by the use of arbitraries. The only re- 
duction in interstate rates shown by the record, Howell said, 
was the 10 per cent reduction of July 1, 1922. 

_ As a result of proceedings before the state commissions, 

Howell said, intrastate rates in Michigan and Ohio were reduced 
in October, 1921. The Ohio scale starts with 70 cents for 25 
miles or under and 2 and 3 line rates are made uniformly 15 
and 25 cents, respectively, higher than the single line rates 
of the same length. The Michigan scale starts with 60 cents 
for 15 miles and 70 cents for 25 miles and the arbitraries are 
12 and 20 cents respectively for 2 and 3 line hauls. Beets 
originating within five miles of the factory, the examiner said, 
were originally hauled by team of truck or truck and for 
a single line haul of between 5 and 15 miles the Michigan rate 
is 10 cents lower than the Ohio rate. The Michigan scale was 
estimated by the defendants to be 5 per cent lower than the 
Ohio scale, 

The carriers contended that the rates prescribed by the two 
state commissions were unduly low and subjected interstate 
commerce to unjust discrimination. They proposed a scale 
starting with 75 cents for 10 miles or less and proposed that 
two line and three line hauls should be made uniformly 20 and 
30 cents, respectively, higher than single line hauls. Howell 
summed up the case as follows: 


The carriers make no contention that the present rates are not 
unduly prejudicial to complainant and the intervening shippers ship- 
Ping under interstate rates; they contend that the intrastate rates 
subject interstate commerce to unjust discrimination in violation of 
section 13 of the interstate commerce act. 

Complainant and the intervening sugar millers contract for cer- 
tain acreages of beets and the price is fixed f.o.b. the shipping 
stations. The price paid the farmers is affected by the amount of 
the freight charges, and the record is clear that there is no trans- 
portation condition justifying higher interstate than intrastate rates 
for hauls of the same length. Obviously the existence of a higher 
interstate scale is unduly prejudicial to interstate shippers. 

_ Almost 93 per cent of the movement of beets in Michigan and 
Ohio is intrastate, and the rates thereon have been fixed by state 
tribunals after hearings. The carriers established the reduced rates 
but now contend that they unjustly discriminate against interstate 
commerce. Their evidence, however, is not convincing on this point. 
The Michigan scale appears reaSonably compensatory for traffic of 
this particular nature, and as the undue prejudice complained of is 
largely based on lower rates intrastate in Michigan than on inter- 
state traffic, it should be removed by the establishment of the Michi- 
gan scale for interstate application. 

The Commission should find that the interstate rates between 
Points in Michigan and Ohio assailed in the complaint and inter- 
vening petitions are unreasonable and unduly prejudicial to the 
extent that they exceed the present intrastate rates for the same 
distances over the same number of carriers within the state of 


Michigan. An order requiring the establishment of said rates should 
be entered. 


DETROIT TERMINAL APPLICATIONS 


Attorney-Examiner C. E. Boles and Engineer-Examiner E. 
Gray, in a report on the application of the Detroit Connecting 
Railroad for a certificate authorizing the construction and op- 
eration of a line of railroad by it, said the Commission should 
deny the application because the’ public convenience and neces- 
sity had not been shown to require construction and operation 
of a line in Wayne, Oakland, Macomb and St. Clair counties, 
Michigan. 

The proposed line would extend from Delray, in Detroit, by 
way of Ecorse, Eloise and Perrinville, in Wayne county, Farm- 
ington Junction, Orchard Lake and Pontiac, in Oakland county, 
Utica and Mt, Clemens, in Macomb county, to Marine City, in 
St. Clair county, a distance of 86.7 miles, all in Michigan. 

Most of the route between Delray and Mt. Clemens closely 
parallels the Detroit Grand Belt Railroad Company’s projected 
line, says the report of the examiners. The chief purposes of 

€ two projects were the same, the examiners said. The pro- 
Posed line, they said, was to be an independent connecting rail- 
road designed to handle heavy freight tonnage by electricity. 
It was intended primarily for interchange traffic that entered 
Detroit largely with the view to diverting traffic around that 
city. It was also expected to originate-tonnage and aid in the 
advancement of industrial development. As projected it would 
cross every trunk line entering or passing through Detroit. The 
applicant proposed to connect with each of the trunk lines and 
also with the Port Huron & Detroit railroad at Marine City. 

The examiner said that none of the country along the pro- 
agen route was underlaid with minerals and the only timber 
a Tegion was that found in small wood lots. The chief 
Rdustries, the examiner said, were farming and manufacturing. 


THE TRAFFIC WORLD 531 


After canvassing the physical situation, the examiners said 
that on the whole it was safe to say that the proposed line would 
be of little use for interchange of business local to Detroit and 
would not be a material factor in relieving congestion at that 
place, either by reason of such interchange or by diverting 
through traffic from the congested area. As a route in connec- 
tion with other railroads between Pontiac and Detroit, the pro- 
posed line would have little other than competitive use, the 
examiners said. No doubt, they said, some competitive service 
for Pontiac would be desirable, but they pointed out it had 
built up an important industry and outstripped many points 
where there was competition. 

As a through route in connection with the Ironton, the Bay 
City and the Detroit & Mackinac, for coal traffic to northern 
Michigan, the line would be impracticable because of its circuity, 
the examiners said. Even if Detroit must be avoided at all 
costs, they said, existing routes were shorter. Moreover, the 
availability of the Bay City railroad, as a link in such a route, 
was uncertain. The examiners said that engineers of national 
reputation who had studied the situation agreed that by 1930 
Detroit would have a population of 2,000,000. To care for that 
growth, they said, it would be necessary not only to increase 
terminal facilities in and about Detroit, but to open up addi- 
tional territory for industrial expansion. They said the line of 
the Detroit Terminal was 5% miles, and that of the Pennsyl- 
vania 7% miles, from the center of Detroit. The proposed line, 
from where it left the Detroit River to the line between Oak- 
land and Wayne counties was approximately 15 miles from the 
center of the city, they said. The territory which it would open 
was further away from the center of Detroit than the territory 
recently opened by the Ironton cut-off. The proposed line, in 
the course of time, they said, would attract industries, but with 
available sites on other railroads closer to Detroit, it would be 
natural that until these were exhausted there would be little, if 
any, development along the proposed line because of lack of 
service of necessary public utilities. 

The same examiners recommended the denial of the appli- 
cation by the Detroit Grand Belt Railroad Company of a cer- 
tificate of public convenience and necessity for the construc- 
tion of a line in Wayne, Oakland and Macomb counties. Objec- 
tion to the grant of a certificate was made by the Detroit Con- 
necting, certificate for the construction of which the examiners 
said should also be denied.. They said the facts of record were 
not sufficient to show the need for the proposed line, its utility or 
its prospective earning power. The facts, they said, did not in- 
dicate that the project had been sufficiently studied or that it 
was promoted by persons whose experience in such matters 
would give much weight to their mere opinion. The examiners 
said there was no substantial information as to the financial 
plan that would be adopted. ; 


COILED HOOPS CASE 


A finding of unreasonableness, without reparation, has been 
recommended by Examiner J. P. McGrath in No. 14681, Ozark 
Cooperage & Lumber Company vs. Aberdeen & Rockfish et al. 
The complaint alleged that the carload minimum weight of 
60,000 pounds prescribed in Countiss’ westbound I. C. C. 1101, 
on coiled elm hoops, was unreasonable and that the minimum 
on this traffic from group E points to South Pacific terminals 
was unduly prejudicial, in violation of sections 1 and 3, and the 
Commission was asked to require reparation on one carload of 
hoops shipped September 26, 1921, from Chaffee, Mo., to San 
Francisco. McGrath said the Commission should find that the 
60,000 minimum was unreasonable to the extent it exceeded, 
exceeds or may exceed, for cars not over 36 feet 6 inches in 
length, inside measurement, 34,000 pounds, and for cars over 36 
feet 6 inches in length, graduated minima computed in accord- 
ance with the basis employed in Rule 34 of the Consolidated 
Classification. On that basis, the 50 foot car used in making 
the shipment from Chaffee to San Francisco would have been 
55,080 pounds. He said the Commission should further find 
that the minimum, on the car involved in this complaint, was 
unreasonable to the extent it exceeded 55,080 pounds, at the 
rate of $1.065. The examiner said the complainant was neither 
the consignor nor consignee of this shipment. The evidence 
showed, he said, that he was acting as selling agent for the 
consignor and that the latter bore the freight charges. He said 
that complainant asked for reparation on his own account and 
not on account of the consignor. The latter, he said, was not 


a party to the proceeding. Therefore, reparation should be 
denied. 


COTTON TO GEORGIA 


Rates for carrying cotton from Arizona to the cotton fields 
and factories in Georgia have been recommended by Examiner 
Henry C. Keene in. a report on No. 14550, Southwest Cotton 
Company vs: Arizona Eastern et al. He said the Commission 
should find the rates from Phoenix, Ariz., to Columbus, Eatonton, 
Macon and Thomaston, Ga., unreasonable, prescribe new ones 
and award. reparation. He also said the Commission should. 
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deny authority to the carriers to continue rates on cotton, com- 
pressed or uncompressed, from Phoenix and other points in 
Arizona, to the four Georgia points mentioned and other points 
in that state, higher than contemporaneously carried on like 
traffic to more distant points. 

The points of origin are near Phoenix, in the Salt River 
Valley, where fine, long staple cotton, more valuable than the 
upland cotton of Texas and other states, is grown, although 
some short staple cotton, the examiner said, was being grown 
in that valley. 

Arizona, the examiner said, was grouped with California in 
rates on cotton to points in Georgia and other states east of 
the Mississippi. Generally speaking, he said, the rates were 
graded according to distance, but in the case of the Georgia 
points that that was not true. Lower rates, he said, were made 
to points north and east of the points in Georgia to which the 
complaint related. The complainant contended that the rates 
should not be higher than those to Pittsburgh, namely, com- 
ga $1.55; compressed in transit, $1.74; and uncompressed, 


The complaint alleged violations of sections 2 and 3, but the 
examiner said that that allegation was not sustained by the 
evidence. He said the Commission should find the rates as- 
sailed were, are, and for the future will be, unreasonable to 
the extent they exceeded, exceed or may exceed the following: 


Amounts per 
(1) Prior to July 1, 1922: 100 pounds 
Se Gee CREE “CONOR os loc tcce ba cevocevceceee 
(b) On uncompressed cotton, with privilege to car- 


ON Ne IN. Sv ves cdeces. orden coneesccbericweees 1.935 
) Om UNCOMTORBER. COLTON 2... ccvcccccccvccvcccviacs 2.235 
(2) On and after July 1, 1922: 
CEP De GOUT ONNON COLOR, 5. oc tic iicscccwcsvcvccctecs 1.55 
(b) On uncompressed cotton, with privilege to car- 
OO 1.74 
CG) UIMGUMIBPORNEE GOCEON 6 oc cccccctcccccccccccectece 2.01 


In addition he said: 


The Commission should further find that complainants made ship- 
ments as described and paid and bore the charges thereon at the 
rates herein found unreasonable; that they have been damaged in 
the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; and 
that they are entitled to reparation, with interest. Complainant 
should comply with Rule V of the Rules of Practice. 

Applications No. 349 of R. H. Countiss, Agent; 1024 of Atlanta 
& West Point R. R. Co.; 972 of Atlanta, Birmingham & Atlantic Ry. 
and B. L. Bugg, Receiver; 1530 of Central of Georgia Ry.; 3918 of 
Georgia Railroad; 2045 of Illinois Central R. R. Co.; 1952 of Louis- 
ville & Nashville R. R. Co.; 2234 of Macon & Birmingham Ry. and 
R. B. Pegram, Receiver; 458 of Nashville, Chattanooga & St. Louis 
Ry.; 1573 of Seaboard Air Line Ry; 1548 of Southern Railway Co.; 1021 
of Western Railway of Alabama, and 2043 of Yazoo & Mississippi 
Valley R. R., wherein authority is sought to continue for the trans- 
portation of cotton, compressed or uncompressed, from Phoenix, and 
other points in Arizona to Columbus, Eatonton, Macon, Thomaston 
and other points in Georgia, rates which are higher than the rates 
contemporaneously maintained on like traffic to more distant points 
and such other fourth section departures as existed in any of the 
rates involved were set down for hearing with the complaint. As 
provioucts stated, the defendants operating east of the Mississippi 

iver made no appearance at the hearing. No effort was made by 
those defendants which did appear to justify such departures from 
the provisions of the fourth section as may exist. The applications 
for relief should be denied to the extent that they are involved here. 


UNDERCHARGES ON GRAPES 


Undercharges on grapes were properly collected, Examiner 
©. I. Kephart has advised the Commission and, therefore, he 
said, it should dismiss No. 15064, B. F. J. Odell vs. Michigan 
Central. The grapes in question were shipped from Decatur, 
Mich., to Chicago and other points in 1921. The examiner said 
the undercharges collected were in accordance with the ap- 
plicable tariff provisions and not unreasonable. The grapes 
were billed at 18 pounds per basket and charges at a rate of 
55.5 cents, minimum 20,000 pounds, were paid under an ap- 
plicable tariff provision. The examiner said, in the absence 
of actual weights being submitted by the shipper, grapes in 
the styles of basket used in this instance were to be billed at 
an estimated weight of 20 pounds. Undercharges were col- 
lected. The examiner said the weighing slips of the complain- 
ant’s cars were not introduced in the record. He said the 
billing weight used by him seemed to have been below the 
average weight of baskets as determined by the weighing bu- 
reau. He said that if the complainant was not satisfied to ship 
under the estimated-weight provision of the tariff he should 
have entered into a weight agreement and thereby have been 
enabled to move the shipments at their actual weight, as pro- 
vided in the tariff, 


RUBBER SOLE RATES 


Attorney-Examiner F. C. Hillyer has advised the Commission 
to dismiss No. 14782, Tomahawk Shoe Company vs. Chicago, 
Milwaukee & St. Paul et al., on a finding that the rate on rub- 
ber soles was applicable on carloads of “textan” soles from Nash- 
ville, Tenn., to Tomahawk, Wis. The examiner said the ship- 
ment was described as “220 cases rubber soles” and a combina- 
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tion of $1.45, said to be the rate applicable on boot and shoe 
findings, was imposed. The examiner said the applicable com- 
bination on those commodities was $1.46. The complainant con- 
tended that the commodity shipped came within the description, 
“fibre, chemically hardened, flexible or hard, such as fibroid, 
leatheroid or vulcanized fibre, forms or shape, N. O. I. B, N.,” 
on which a combination rate of 99% cents was applicable. The 
examiner said the contention that the rate on rubber soles was 
not applicable, apparently, was based on the ground that the 
“textan” soles were not pure rubber, but a composition of rub- 
ber, fibre and filler. It estimated the crude rubber content as 
from 5 to 15 per cent. The complainant urged that the soles 
were invoiced as fibre soles; that they had no appreciable elas- 
ticity, due to the fibre content, and that they were attached to 
shoes with nails, which would have been impossible if they had 
been rubber soles. It submitted samples of the fibre sole and 
a rubber heel for inspection and pointed out that it was necessary 
to set metal washers into the latter through which to drive the 
nails. The railroads claimed that soles, such as the textan, were 
known commercially as rubber soles. The examiner said the 
Commission should hold that the boot and shoe findings rate 
of $1.46 was applicable. 


STEEL TANK CASE DISMISSED 
Assistant Chief Examiner Charles F. Gerry has advised the 
Commission to dismiss No. 14956, Southland Cotton Oil Com- 
pany vs. Missouri, Kansas & Texas et al., on a finding that 
the rate of $1.485, imposed on steel tanks, K. D., in carloads, 
from Hopewell, Va., to Oklahoma City, on shipments made in 
1922, is not unreasonable. 


COAL CASE DISMISSED 

An order of dismissal has been recommended by Examiner 
Bronson Jewell in No. 14289, Lincoln Chamber of Commerce et 
al. vs. Arkansas Central et al., on a finding that rates on coal in 
the period from August 26, 1920, to July 1, 1922, from mines in 
Kansas, Missouri, Arkansas and Oklahoma to Lincoln and Have- 
lock, Neb., were not unreasonable and no damage was shown as 
the result of any undue prejudice which might have existed. He 
said the Commission should hold the present rates not unrea- 
sonable or unduly prejudicial. As phrased by him, Jewell said 
“the Commission should find that the rates assailed on coal in 
carloads to Lincoln prior to April 11, 1923, were not unreasonable 
and that complainants are not shown to have been damaged by 
reason of any undue prejudice which may have been caused by 
the publication prior to July 1, 1922, of such rates more than 20 
cents per ton higher than the contemporaneous rates to Omaha 
and 18 cents per ton after that date.” 


RATE ON WATERMELONS 


A finding of unreasonableness, an award of reparation, and 
an order for the future have been recommended by Attorney-Ex- 
aminer John McChord in No. 14930, W. M. Fain Grocery Com- 
pany vs. Louisville & Nashville et al., as to rates on watermelons 
in carloads from Atlanta, Ga., to Murphy, N. C. McChord said 
the Commission should find the sixth class rates of 47 cents 
before July 1, 1922, and 42.5 cents after the latter date, unreason- 
able to the extent they exceeded, exceed or may exceed 21 cents 
per 100 pounds on a 24,000 pound minimum, and award repara- 
tion to that basis. 


FUEL OIL REPARATION 


Reparation based on a finding of unreasonableness has been 
advised by Attorney-Examiner William B. Hunter, in No. 14278, 
Miami Copper Co. vs. Arizona & Eastern et al., as to a rate 
of 59.5 cents en fuel oil, in tank cars, shipped between August 
10 and November 15, 1921, from Gainesville, Tex., to Miami, 
Ariz. He said the rate should be found unreasonable to the 
extent it exceeded a rate of 50 cents contemporaneously in 
effect from southern Texas and subsequently published from all 
producing points in Texas and Oklahoma. 


REPARATION ON ALFALFA MEAL 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. P. McGrath, in a re 
port on No. 14982, Denver Alfalfa Milling & Products Co. VS. 
Director-General, as to a rate of 37.5 cents on alfalfa meal, from 
Melina, Colo., to St. Louis, Mo., imposed on’ shipments made 
in November and December, 1918. The examiner said the Com 
mission should hold the rate, a joint commodity publication, 
unreasonable to the extent it exceeded 37 cents, the aggregate 
of intermediates. 


SECOND-HAND RAIL RATE 

Examiner John B. Keeler, in a report on No. 14460, Cal 
casieu Long Leaf Lumber Co. vs. Director-General, said the 
Commission should condemn as unreasonable a rate of 34 cents 
on shipments of second-hand steel rails and fastenings, made 
in March and April, 1919, from Doucette, Tex., to Fulton, La. 
He said it should find that rate unreasonable to the extent it 
exceeded the aggregate of the intermediates and award repara 
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tion to the basis. He said it did not appear that the violation 
of the fourth section had been removed since the end of federal 
control and that the corporate carriers should be required to 
remove it and to advise the Commission within thirty days as 
to what they had done. 


ICE COMPLAINT DISMISSED 


Examiner E. L. Gaddess had recommended the dismissal 
of No. 15090, Holcombe & Sons vs. Central Railroad Company 
of New Jersey et al., on a finding that a rate of 10 cents on 
ice, in refrigerator cars owned and furnished by the complainant, 
from Tobyhanna, Pa., to Trenton, N. J., is not unreasonable. 
The complaint alleged it was unreasonable because it equaled 
the rate on ice in refrigerators furnished by the defendant 
and exceeded the rate on ice in box cars. At the hearing 
counsel for complainant contended, the examiner said, that the 
charge should not have exceeded $1.80 per ton, the rate ap- 
plicable on ice in box cars, and that the railroad should have 
made an allowance of .6 cent per mile for the use of the com- 
plainant’s refrigerator cars, the same as the allowance made 
under the defendant’s tariffs for the use of privately owned 
box cars. The examiner said there was no allegation in the 
complaint to cover that contention and no attempt was made 
at the hearing to amend the complaint. He said that upon 
this record the Commission should find that the charges as- 
sessed on the refrigerator cars owned and furnished by the 
complainant had not been shown to be unreasonable. The 
higher rate in refrigerator cars was established in accordance 
with the Commission’s decision in Mountain Ice Co. vs. D. L. 
& W., 15 I. C. C. 305, on the ground that service where re- 
frigerators were used was more valuable. 


COTTONSEED HULL RATE 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner W. M. Cheseldine in No. 
14668, Pinson Brokerage Company vs. Columbus & Greenville 
(A. T, Stovall, Receiver) et al., as to a rate of $6.25 per net 
ton from Greenville, Miss., to Marietta, Ga., imposed on six 
carloads of cottonseed hulls shipped in January and February, 
1921. Cheseldine said the Commission should find the rate 


unreasonable to the extent it exceeded the aggregate of the 
intermediates. 


REPARATION ON CLAY 

Reparation on a finding of unreasonableness has been ad- 
vised by Examiner C. I. Kephart in a report on No. 15036, 
Midland Terra Cotta Company vs. Pittsburgh, Cincinnati, Chi- 
cago & St. Louis et al., and a sub-number thereunder, North- 
western Terra Cotta Company vs. Same. Kephart said the 
Commission should find unreasonable a rate of $2.24 per ton 
to the extent that it exceeded $2.11, imposed on shipments of 
clay from Center Point, Ind., to Chicago, between October 28, 
1920, and June 1, 1922. He said reparation amounting to 
$292.38 should be made to the Midland Terra Cotta Company 
and $1,338.51 to the Northwestern Terra Cotta Company. 


APPLE REPARATION 

Reparation based on a finding of unreasonableness as to 
rates on apples has been recommended by Examiner J. O. Cas- 
sidy, in a report on 14962, Gilinsky Fruit Company vs. Director- 
General. The examiner said the Commission should find rates 
charged on two carloads of apples from Fort Sumner, N. M., 
to Omaha, in September, 1919, were unreasonable to the extent 
they exceeded 93 cents on a minimum of 25,000 pounds. 


COAL COMPLAINT DISMISSED 

_ Attorney-Examiner F, C. Hillyer has recommended the dis- 
missal of No. 14779, Great Western Paper Company vs. Chicago 
& Eastern Illinois et al,, on a finding that rates on bituminous 
coal from points in Illinois and: western Kentucky, to Ladysmith, 
Wis. are not unreasonable or unduly prejudicial. The com- 
Dlainant alleged the rates were unduly prejudicial in compar- 
ison with rates to Eau Claire, where its principal competitor 
in the manufacture of pulp and pulp products was located. The 
difference in the rates as between Ladysmith and Eau Claire 
arose from the fact that they were made on the group basis. 
The examiner said the Commission had often upheld the mak- 
ing of rates on that basis, although it necessarily involved 
equalities at and near the group boundaries. 


COTTON LINTERS RATE 


A finding of undue prejudice and an order to remove it have 
been recommended by Attorney-Examiner John McChord, in a 
Teport on No. 15083, Galveston Commercial Association vs. 
Abilene & Southern, and a sub-number, New Orleans Joint 
Traffic Bureau vs. Same, as to rates on cotton and cotton 
linters from points in Texas, Oklahoma, Arkansas, Louisiana 
bm Missouri to New Orleans and Galveston, for ship-side de- 
ivery. McChord said the Commission should find the rates un- 
duly Preferential of Houston and Port Houston and unduly 
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prejudicial against New Orleans and Galveston to the extent 
they exceed by more than 4.5 cents per 100 pounds the rates 
for depot delivery. The gravamen of the complaint, McChord 
said, was that the rates in excess of the depot rate on cotton 
and cotton linters consigned for shipside delivery were half a 
cent higher at Galveston and New Orleans than at Houston 
and Port Houston, thereby causing discrimination. The com- 
plaints also alleged that the rates were unreasonable in and 
of themselves. It was stipulated, McChord said, that the rates 
were not otherwise assailed. The difference in the rates for 
ship-side delivery at the respective points, the examiner said, 
was due to the fact that the wharfage charges at Houston and 
Port Houston were usually half a cent less than at Galveston. 


COTTONSEED OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner H. W. Johnson, in No. 
14815, Los Angeles Soap Company vs. Director-General and 
Southern Pacific, as to a rate of 34.5 cents, imposed on 34 
carloads of refined cottonseed oil, shipped between August 12, 
1918, and February 25, 1920, from Los Angeles to San Fran- 
cisco and South San Francisco. The examiner said the Com- 
mission should find the rate applied was unreasonable to the 
extent it exceeded 28 cents and award reparation to that basis. 


WASTE PAPER COMPLAINT 


Examiner Henry C. Keene has advised the Commission to 
dismiss No. 14948, National Association of Waste Material Deal- 
ers, Inc., vs. Delaware, Lackawanna & Western, on a finding 
that the defendant’s refusal, under appropriate tariff provision, 
to accept shipments of waste paper and rags (except when in 
compressed covered bales) at its pier freight station in Man- 
hattan Borough, New York, was not unreasonable, or to subject 
complainants to undue prejudice. The complaint alleged that 
refusal to accept the shipments except at specified points, while 
accepting other commodities without such restriction, consti- 
tuted undue prejudice. 


GROUND IRON ORE RATE 


An order of dismissal has been advised by Examiner Henry 
C. Keene in No. 14615, W. J. Stahlberg, doing business as Win- 
ters’ Metallic Paint Company vs. Chicago, Milwaukee & St. Paul 
and seven sub-numbers thereunder, same against various com- 
binations of carriers, on a finding that rates on ground iron ore 
to Neda, Wis., to various interstate destinations are not unrea- 
sonable, unjustly discriminatory or unduly prejudicial. The ex- 
aminer said the volume of movement of ground iron ore used in 
the making of paint was not sufficient to warrant rates lower 
than the established classification basis. The rates under assault 
were 14 cents to Chicago and Bensonville, Ill., and 23 cents to 
East St. Louis. The examiner said they were equivalent to the 
class D basis, which was prescribed by the Commission on 
ground iron ore from Iron Ridge, Wisconsin, to points in Western 
Trunk Line Association territory, in Winters’ Metallic Paint 
Company vs. Chicago, Milwaukee & St. Paul, 16 I. C. C. 587. 


DEMURRAGE CASE DISMISSED 

Examiner J. Edgar Smith has recommended the dismissal of 
No. 15132, Burns Brothers vs. Pennsylvania Railroad Company, 
on a finding that the charges for car detention on cars con- 
structively placed short of destination, are neither unreasonable 
nor illegal. The complaint was against constructively placed 
cars, which had been consigned to Thirty-seventh Street Station, 
New York, at Greenville, N. J., in the period, February 22, 1922, 
to May 31 of that year. Demurrage amounting to $3,124 was col- 
lected. Smith said there might be some significance to the fact 
that a coal strike was anticipated at the time the cars were 
accumulated. He said that holding of cars at Greenville pre- 
vented greater congestion at the Thirty-seventh Street Yard. 


REPARATION ON GRAPES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell in a 
report on No. 14986, Pioneer Fruit Co. et al. vs. Central Cali- 
fornia Traction Co. et al., as to rates of $1.08 and 99 cents im- 
posed on 19 carloads of grapes shipped in 1920, 1921 and 1922 
from Micke, Calif., to Seattle, Wash. He said the rates should 
be found unreasonable to the extent they exceeded 90.5 cents 
prior to July 1, 1922, and 81.5 cents thereafter. 


CHAFFEE RAILROAD DIVISIONS 


Placing of the Chaffee Railroad Company under the terms 
prescribed by the Commission in Birmingham Southern vs. 
Director-General, 61 I. C. C. 551, has been recommended by Ex- 
aminer Warren H. Wagner in a report on No. 15233, Chaffee 
Railroad Co. vs. Western Maryland et al., as to its relation- 
ship with the Western Maryland, its trunk-line connection. He 
said the Commission should find that the just, reasonable and 
equitable division to be received by the Chaffee out of the joint 
rates on coal originating on that railroad, would be 20 cents 
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per ton out of the rates prescribed -by—the Commission in 


Hamill Coal & Coke Co. vs. W. Md. Ry.81-4.-C..G,-72. In that 


last mentioned case the Commission found -the-Chaffee to -be 
and to have been since May 1, 1921, a common carrier subject 
to the interstate commerce act. It was further found that the 
rates on coal from mines on its lines to interstate destinations 
were unduly prejudicial to the extent they exceeded rates 
contemporaneously maintained on like traffic from the Cumber- 
land-Piedmont district of the Western Maryland. The undue 
prejudice was ordered removed on or before October 8, 1923. 


COAL CASE DISMISSED 


Examiner Paul O. Carter has recommended the dismissal 
of No. 15065, La Fayette Box, Board & Paper Co. vs. Cleveland, 
Cincinnati, Chicago & St. Louis, on a’ finding that the rate of 
$1.96 on 161 cars of soft coal, from Harrisburgh, Ill., to La 
Fayette, Ind., between October, 1922, and June, 1923, was and 
is not unreasonable. 


AWARDS OF REPARATION MADE 

In a report on further hearing in No. 11846, Oklahoma 
Publishing Co. vs. Director-General et al., Examiner Harris 
Fleming said the Commission should award reparation on ship- 
ments of certain kinds of paper and paper articles from points 
in Minnesota, Ohio, Kansas, Wisconsin, Illinois, Indiana, Mis- 
souri, Michigan, Fort Frances, Sturgeon Falls and Sault Ste. 
Marie, Ont., and points basing thereon to~- Oklahoma City, 
Okmulgee, Wichita and various other destinations. The report 
also includes a sub-number of the same case, Times Publishing 
Co. et al. vs. Director-General et al., and No. 11864, Oklahoma 
Paper Co. et al. vs. Director-General et al. He said that the 
award of reparation should run as to all shipments of com- 


plainants and interveners not barred by the statute of limita- 
tions. 


AGRICULTURAL IMPLEMENT RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell in No. 
14863, T. McCleland Hardware Co. vs. Illinois Central, as to 
a commodity rate on agricultural implements, carloads, from 
Memphis, Tenn., to Jackson, Miss., used on shipments made 
December 10, 1921, and January 10, 1922. A rate of 55 cents 
was imposed. The complainant contended it was unreasonable 
to the extent it exceeded the sixth class rate of 48 cents and 
the examiner recommended a finding to that effect. 


HAY CASE DISMISSED 

Examiner F. E. Early has recommended the dismissal of 
No. 15174, National Hay & Milling Co. vs. Chicago, Burlington 
& Quincy, on a finding that the rate of 46.5 cents charged on 
16 carloads of alfalfa hay, shipped between January 1 and 
February 15, 1922, from Keenesburg and Hudson, Colo., to St. 
Louis, was not unreasonable. The complaint alleged it was 
unreasonable and unduly prejudicial to the extent it exceeded 
40.5 cents, the rate contemporaneously in effect from Colorado 
common points, and in violation of section 4, long-and-short-haul 
clause. The examiner said the Commission should find that 
the complainant was not shown as having been damaged by 
reason of any unjust discrimination or undue prejudice which 
might have existed. 


NUT COAL REPARATION 

A finding of unreasonableness and an award of reparation 
have been advised by Examiner T. E. Pyne, in a report on No. 
14641, Midland Coal Co. et al. vs. Missouri Pacific, Director- 
General, et al., as to a class D rate of $3.50 per ton on nut coal, 
from Cornell, Kan., to Fairview, Mo., imposed on one carload 
shipped September 9, 1918. Pyne said the Commission should 
find it unreasonable to the extent it exceeded $2.10. No evi- 
dence was submitted in defense of the rate, the examiner said. 
It was admitted, he said, the rate was unreasonable to the 
extent it exceeded a rate of $2.10, made by the use of the rule 
for making rates by combination. 


CEMENT RATE UNREASONABLE 


Examiner Henry C. Keene, in a report on No. 14676, River- 
side Portland Cement Co. vs. Director-General, Los Angeles & 
Salt Lake et al., said the Commission should find unreasonable 
the rate charged on cement from Crestmore, Calif., to San 
Pedro, Calif., for export, to the extent that it exceeded 6 cents 
per 100 pounds and award reparation. The complaint alleged 
the rate was unreasonable, unjustly discriminatory, unduly 


prejudicial and in violation of the combination rule of the. 


fourth section. The applicable joint domestic rate of 9.5 cents 
was charged on the shipment. 





REPARATION ON ANTHRACITE 
A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Henry C. Keene in No. 
14987, Weston Dodson & Co. vs..New York, Ontario & Western 
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et.al.;-as to arate of $3 per long ton charged on 65 cars of 
birdseye anthracite shipped from Winton, Pa., to North Adams, 
Mass., in April, 1920. Keene said the Commission™should find 
the rate was unreasonable to the extent it exceeded $2.60 per 
ton. The complainant contended that the rate of $3 was un- 
reasonable to the extent it exceeded $2.40 per ton. At the date 
of the shipment a rate of $2.40 was in force from Winton to 
North Adams by way of the New York, Ontario & Western, 
West Shore, Boston & Albany and the Boston & Maine for 
switching delivery at that point. The Boston & Albany route 
was embargoed, hence the coal was routed via “O. & W.- B. & 
M.” The examiner said the complainant bore the charges in 


excess of $2.40 per ton and was entitled to reparation to the 
basis of $2.60. 


MANURE COMPLAINT DISMISSED 


Examiner John H. Howell has recommended the dismissal 
of No. 15022, Max Wedeles Tobacco Company vs. Director-Gen- 
eral, Central of Georgia et al. He said the Commission should 
find unreasonable, rates on manure from an army camp at 
Keyton, Ala., to Quincy and Mount Pleasant, Fla., during Sep- 
temper, October and November, 1918, but that the complainant 
was not entitled to reparation because it had not proved that 
it paid and bore the charges. He said the rate should be 
found unreasonable to the extent that it exceeded $2.60 per 
ton to Quincy and $2.70 per ton to Mount Pleasant. 


SLACK BARREL RATES 


Examiner John H. Holwell has recommended the dismis- 
sal of No. 13663, J. D. Hollingshead Company vs. Missouri, Kan- 
sas & Texas et al., on a finding that rates on slack barrels, from 
St. Joseph, Mo., to points in Oklahoma, are not unreasonable or 
unduly prejudicial. The allegation, in the complaint, was that 
the rates were unreasonable, unjustly discriminatory and unduly 
prejudicial to the extent they exceeded or exceed rates contem- 
poranously in effect from Dallas, Oak Cliff, Fort Worth and North 
Fort Worth, Tex., to the same destinations. The rates from 
Fort Worth and the other points which are in the Dallas switch- 
ing district, are made on the Shreveport scale basis. The exam- 
iner said there were no facts of record which would justify the 
extension of so low a scale as that from St. Joseph and other 
points, to Oklahoma and that the evidence was not convincing 
that the lower rates from Fort Worth and Dallas resulted in any 
substantial damage to the complainant. The position of com- 
plainant, the examiner said, was that the discrimination should 
be ordered removed by reductions from St. Joseph and not by 
increases from the points alleged to be unduly preferred. 


RATES ON SOLDER 


Examiner Henry C. Keene has recommended the dismissal 
of No. 14882, Union Smelting & Refining Company, Inc., et al. 
vs. Central Railroad of New Jersey et al., on a finding that the 
rate of 32 cents on solder, carloads, from Newark, N. J., to Buf- 
falo, Black Rock and Lockport, N. Y., and points taking the 
same rates, is not unreasonable, unjustly discriminatory or 
unduly prejudicial. 


STONEWARE READJUSTMENT 


Examiner John H. Howell has recommended the dismissal 
of No. 14832, Western Stoneware Company et al. vs. Chicago, 
Burlington & Quincy et al., on a finding that the readjustment 
proposed by the carriers would result in rates on stoneware in 
carloads from Monmouth, Macomb and Whitehall, IIl., to points 
in eastern Montana which would be reasonable and non-discrimi- 
natory. The hearing in this case was prior to the Commission’s 
report and order in Earthenware or Stoneware from Red Wing, 
81 I. C. C. 64, in which a reduction on earthenware or stoneware 
from Red Wing to north Pacific coast and intermediate trans- 
continental territory from $1.35 to $1.28 was found justified. 

SETTLEMENTS WITH CARRIERS 

The Railroad Administration reports the following final 
settlements, and has paid out and received from the several 
roads the following amounts: 

Kansas City Terminal Railway Company, $275,000; Litchfield & 
Madison Railway Company, $225,000; Peoria Railway Terminal Com- 
pany, $1; Paducah & Illinois Railroad Company, $1; Monongahela 
Railway Company paid Director General, $1,900,000; Lorain, Ashland 
& Southern Railroad Co., paid Director General, $75,000; Minnesota 
Transfer Railway Company paid Director General, $12,400; Memphis, 
Dallas & Gulf Railroad Company acknowledged indebtedness to Di- 
rector General of $60,000; Pittsburg, Shawmut & Northern Railroad 


Company, $95,000; Statenville Railway Company, $600; Wichita North- 
western Railway Company paid Director General, $50,000. 


The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items, as between the railroad companies and the ad 
ministration in the twenty-six months: of federal control. 


GUARANTY CERTIFICATE 
The Commission has certified to the Secretary of the Treas- 
ury that $1,274.44 is due the Nezperce & Idaho in final settlement 
of the guaranty for the six months after federal control. 
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March 1, 1924 


GOODING BILL HEARINGS 


The Trafic World Washington Bureau 


When rumors to the effect that the witnesses from inter- 
mountain territory presented to the Senate interstate commerce 
committee by Senator Gooding in behalf of the Gooding long- 
and-short-haul clause bill had been subpcenaed by the committee 
and were to receive mileage allowances from the government 
to cover their expenses in coming to Washington to urge 
passage of the Gooding bill were brought to the attention of 
Chairman Smith of the committee, February 22, he declared the 
witnesses had not been subpoenaed and that they would not 
receive mileage allowances. He declared that the witnesses 
were not even sworn when they appeared before the committee. 

At hearings held before the committee in the preceding 
session of Congress, when Senator Cummins was chairman, 
witnesses were usually sworn before they testified. Chairman 
Smith said the witnesses were merely notified to attend the 
hearings. 

The rumors referred to were in circulation among those 
attending the hearing. A congressional committee may sub- 
pena a witness and pay him mileage allowances to cover his 
railroad fare and other necessary expenses in connection with 
his appearance before the committee, but this course is followed 
ordinarily only when a committee desires to hear the testi- 
mony of someone who would not otherwise appear. So far as 
known, it has not been the practice of committees to granf 
mileage allowances to witnesses urging enactment of legisla- 
tion particularly desired by them. 

Two intermountain state commissioners attending the hear- 
ing, when asked if they had been subpoenaed and if they were 
going to get mileage allowances from the committee, said they 
had not been subpcenaed and that, as usual, their expenses in. 
connection with attending the hearing were being paid by their 
state commissions. 

Chairman Smith has directed the secretary of the committee 
to keep a record of the actual time consumed by witnesses for 
the bill so that those oppbdsed to it may be limited to the same 


amount of time. When asked if those opposing the bill, other 


than the railroads, would have an opportunity to be heard, the 
chairman said their time would have to come out of the total 
amount of time assigned to the opposition. 


Says Violations Hurt Idaho 


With Chairman Smith and Senators Gooding, Pittman and 
Couzens present, the committee heard additional witnesses Feb- 
ruary 22 in support of the Gooding bill. The committee then 
took a recess until Monday, February 25, when Senator Gooding 
said three more witnesses for the bill would appear. 

Reilly Atkinson of Boise, Idaho, engaged in the wholesale 
paper and package business and formerly secretary of the 
Boise Chamber of Commerce, said any violation of the fourth 
section in favor of the haul from Group D points, such as 
Chicago, to Pacific coast points, would have a definite and abso- 
lute influence on wholesale and manufacturing in Idaho that 
would be very detrimental. Continuing, he said, in part: 


In 1910 Congress passed its first amendment to that section, 
and in 1918 all violations from Group D points to Portland, Ore., 
were done away with. Previous to 1910 I personally made a survey 
of the wholesale business in Boise and the total volume at that 
time was about one and a half million dollars a year. 

In 1920, a committee, of which I was chairman, made a second 
survey of the wholesale business in Boise, and the volume was six 
and a half million. Between the time of the first survey and the 
second the population of our territory is shown to have increased 
Somewhere around ten or twelve per cent while the volume of our 
business has increased about 330 per cent. Allowing for the increased 
value of the same items and the increase in population, it is con- 
servative to state that the abolishment of fourth section violations 
Increased the wholesale business of Boise 150 per cent. 

_,J am reasonably familiar with the wholesale situation at other 
distributing points, which include Pocatello, Twin Falls and Idaho 
Falls, Weiser and Lewiston, Idaho, and believe that the same effect 
has been felt at all those points. 

I believe that if the fourth section is again violated in favor of 
Portland, Ore., our wholesale business will immediately go back to 
a point somewhere around two million dollars per year, which is 
about where it would be, based upon the normal increase of population 
and the difference in the cost of merchandise now in comparison to 
What they were about 1910. 

4 I am submitting to the committee an exhibit which indicates 
eflitely just how a point like Boise will be damaged. 

t Un page 1, covering the commodity ammunition we are now able 

i distribute ammunition to La Grande, Ore., under a disadvantage of 
% cents per hundred as against Portland. We can stand this dis- 
eee, but under the proposed rates we would have to absorb 

% cents per hundred, which is clearly impossible. 
ai On page 4 we have packing house products, which are not only 
patributed but are largely manufactured in Boise, Gooding and 
pcatello. Even at Twin Falls, which is 100 miles east of us, and 
about 600 miles east of Portland, we would have an advantage 
Wie Portland of only 24 cents whereas we now have 64 cents. 
M. = their great storage facilities and their very much larger 
be ume of business the distributors at Portland are in a position to 
sveort our advantage of 24 cents and still have a profit left so they 

eet us on an equal footing, though their distance from Twin Falls is 
ve times greater. 

a above arguments apply with equal force to all the com- 
a ities shown in this exhibit and to all other commodities with re- 
me on to which the railroad company seeks permission to violate 

€ fourth section. A similar bam aoe Pea will also arise as to the 


qrher distributing points named above, and their business be hurt 
€ same as ours, * * * : 
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In 1918, when. fourth section violations were done away with we 
felt that our fight was over, but for the last several years we have 
been obliged to spend a great deal of money in maintaining the In- 
termediate Rate Association in order to keep the railroads from 
putting us back where we once were. . Now the railroads have filed 
this new petition with the Commission and while we feel that the 
Commission will reject the application, yet the interests at stake 
are so great and so vital that we are called upon to spend more 
time and money in coming to Washington to fight again. This is 
not fair to the west, which is ‘paying the bills. The western roads 
are spending our money in the employment of attorneys to fight us 
and we have to spend more of our money to resist the attack. 

Fourth section violations are so unjust and so discriminatory that 
the people of this country are not likely to permit them much longer, 
especially when they realize that the ultimate object of such viola- 
tions is to drive commerce off the seas, and we feel we are entitled 
to ask of Congress that it put an end to these continued attacks, 
to the tremendous expense involved and to our own doubt and un- 
certainty through the passage of a law which will settle the question 


forever. 
Rejected Article Entered in Record 


Thetus W. Sims, former member of Congress and of the 
House interstate commerce committee, made a long speech be- 
fore the committee on railroad securities, rates of interest, free 
passes and other matters. He submitted an article on the rail- 
roads which he said had been rejected by the Saturday Evening 
Post. The committee accepted the article for publication in the 
record on the fourth section hearing. 

Senator Couzens finally asked what the discussion of Mr. 
Sims had to do with the lond-and-short-haul clause. Sims said 
he was coming to that subject in a minute and continued his 
argument, finally winding up with an appeal for passage of the 
Gooding bill. 

Hugh H. Williams, chairman of the State Corporation Com- 
mission of New Mexico, appeared in support of the Gooding bill, 
the enactment of which he said would do much to encourage 
the industrial and commercial development of the Rocky Moun- 
tain region. He said fourth section violations had retarded the 
growth of the west. 


“When it comes to water competition,” he said, “I not only 
favor a hard and fast application of the long-and-short-haul rule, 
but I believe Congress should go further and place all inland, 
coastwise and intercoastal water carriers under the jurisdiction 
of the Interstate Commerce Commission to the same extent as 
the railroads are at the present time. The Commission would 
then be in a position to give affirmative effect to the policy of 
Congress as declared in section 500 of the transportation act, 
1920, ‘to promote, encourage, develop, water transportation serv- 
ice, etc.’ By requiring water carriers engaged in interstate com- 
merce to first obtain a certificate of public convenience and neces- 
sity, the Commission could limit or restrict the number of ves- 
sels plying between certain ports and with control over the 
rates of both rail and water-borne traffic ruinous competition re- 
sulting from rate wars could be avoided. There would be no 
necessity for penalizing the intermountain territory which must 
depend entirely upon overland transportation by compelling the 
shippers and receivers of freight located therein to pay higher 
rates than exacted on like kinds of freight at farther distant 
points having the advantage of both rail and water competition. 
Under such circumstances, each community, large or small, 
would be given the benefit of its geographical location and not 
deprived of this advantage by a discriminatory rate adjustment 
as is so frequently the case under our present rate structures.” 

Mr. Williams then went into detail as to the effect of fourth 
section departures on New Mexico points. 

He called attention of the committee to the fact that Cham- 
bers of Commerce in New Mexico that had adopted resolutions 
favoring a “hands-off” policy with respect to the transportation 
act had rescinded such resolutions and were in favor of enact- 
ment of the Gooding bill. Senator Gooding asked whether there 
was good deal of railroad propaganda in the state to the end that 
“hands-off” resolutions would be adopted. Mr. Williams said he 
did not know who was back of the resolutions. 


A. J. Bidwell, representing the Chamber of Commerce of 
Ogden, Utah, told the committee business was uncertain in 
Ogden because of the possibility, under the present law, of fourth 
section discriminations being revived as the result of the fourth 
section applications on file with the Commission. He said he 
had received letters from a number of Chicago shippers saying 
that Ogden should not have to pay a higher rate than the rate 
to the coast. He also said Ogden interests had threatened to 
boycott Chicago if the applications were approved. 


Senator McNary of Oregon submitted for the record pro- 
tests of the West Coast Lumbermen’s Association, the Pacific 
Coast Co-operative Wool Growers and the Portland Chamber of 
Commerce and Portland Traffic and Transportation Association, 
forwarded by Joseph N. Teal, against the Gooding bill. In a let- 
ter to the senator, Mr. Teal said the shortness of time and the 
long distance to Washington and the expense of the trip made 
necessary the filing of statements. He said many of the agricul- 
tural, industrial and commercial interests on the Pacific coast 
were opposed to the Gooding bill, feeling that competition by 
rail with water within the limits now allowed by the law under 
the rules and procedure of the Commission was beneficial in its 
effect on the income of the carriers and on rates and service, and 
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that the public interest would be served better by leaving the law 
as it was than by making it substantially absolute. 

With Chairman Smith and Senator Gooding present, the 
committee resumed its hearings on the Gooding long-and-short- 
haul clause bill, February 25. Later Senators Bruce, Couzens, 
La Follette, Dill and Pittman came in. 


McGehee Speaks for Tennessee 


Senator Gooding called A. J. McGehee, of Jackson, Tenn., 
Secretary and attorney of the Southern Interior Traffic Associ- 
ation, as a witness in behalf of the bill. Mr. McGehee explained 
that the purpose of the organization he represented was to ob- 
tain equalization of rates as between interior points and coast 
and river cities. After a long review of fourth section history 
in the south, the witness said he was telling the committee 
about the situation, so that it would realize the difficulty of 
obtaining a fair rate adjustment unless the Gooding bill were 
enacted into law. He said progress had been made in obtain- 
ing relief but that it was slow. 


Referring to the southern class rate investigation, the wit- 
ness said Commissioner Eastman said the report in that case 
was in the printer’s hands and that he intended to hold a con- 
ference shortly with southern state commissioners with regard 
to the effect of the proposed decision on intrastate rates. 


Senator Gooding asked whether the witness saw any chance 
of southern interior cities developing as long as there were 
fourth section violations. The witness replied there was not 
the slightest chance. 


Mr. McGehee related how he obtained relief for Jackson 
as to a rate on steel and iron from Pittsburgh. He said Mem- 
phis had had an advantage of 17% cents over Jackson in the 
rate and that he finally obtained a readjustment resulting in 
Jackson getting a rate 2 cents lower than Memphis. 

“The fight we have is not so much against the railroads 
as between the interior people and the low-rated people,” the 
witness said. 

Mr. McGehee said enactment of the Gooding bill would not 
affect the carrier’s revenues—that it would permit an equaliza- 
tion of rates through the lowering of some rates and increases in 
other rates. He said the carriers were not resisting the read- 
justments sought in the south, but that it took a long time under 
present methods to get results. He said the shippers were get- 
ting results through conferences with the carriers and by not 
going to the Commission. Senator La Follette asked why the 
conference method was resorted to. The witness said when the 
carriers knew what the law was it was not difficult to get along 
with them—that the shippers and carriers were really partners 
in business. Senator La Follette remarked to the effect that 
when the shippers would not stand for a violation of the law 
by the railroads, the latter would co-operate with the shippers. 


The government barge lines on the Mississippi were called 
to the attention of the committee by Mr. McGehee. He said he 
had tried to obtain the reason for the making of rates on the 
barge lines 20 per cent below the rail rates, but had been unable 
to do so. He said he had asked Theodore Brent, the manager of 
the barge lines, and Col. Ashburn, chief of the inland waterways 
division of the War Department, for the reason and that the 
answer from the latter was that if the water rates were not about 
20 per cent lower than the rail rates, the people “won’t fool 
with the barge lines,” and that it took at least that much of a 
cut to interest people in the barge lines. He said the barge lines 
were being run at the expense of the people living at the interior 
points and on “a senseless arbitrary under the rail rate.” He 
said no sensible railroad was going to join in a barge line rate 
20 per cent under the rail rate and that the Commission had no 
right to ask a railroad to. join in a rate that was not reasonably 
compensatory. His contention was that nobody knew whether 
the barge line service could be operated profitably on rates 20 
per cent below the rail rates and that if the barge lines were to 
be continued in service the cost of the service should be deter- 
mined. He said the committee should. consider carefully the 
question of continuation of the barge lines. He suggested the 
appointment of a sub-committee to go into that question. He 
said the barge lines benefited only the water points and did not 
serve the interior points. He said the latter points used the 
railroads because the barge line service was so uncertain. He 
also referred to the large appropriations made by Congress for 
the development of the inland waterways and said the advocates 
of those appropriations were keeping a check on how the mem- 
bers of Congress voted. 

J. A. Ford of Spokane, Wash., secretary-treasurer of the In- 
termediate Rate Association, and appearing also for the Spokane 
Chamber of Commerce and the Spokane Merchants’ Association, 
urged enactment of the Gooding bill. He read from numerous 
telegrams and petitions of intermountain organizations, as well 
as organizations in Oklahoma and Arkansas, urging enactment 
of the Gooding bill. He said those for whom he spoke were seek- 
ing to preserve the present rate status and prevent repetition of 
the fourth section violations of the past and as now proposed by 
the + pemacsepraeergen lines from Chicago to Pacific coast ter- 
minals. 
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Attacks Traffic World 


When Chairman Smith and Senator Gooding resumed the 
hearing of testimony February 26, Senator Gooding asked that 
the editorial published in The Traffic World last week under 
the heading, “Campbell, The Advocate,” be printed in the record 
of the hearings. The transcript of the remarks then made by 
Senator Gooding and Chairman Smith follows: 


Senator Gooding: Mr. Chairman, the article that I have just 
handed you there, from the Traffic orld, is one making an attack 
on prepa canal Campbell, that I would like to have inserted in the 
record, 

I will say that Mr. Campbell appeared before this committee on 
invitation of the chairman, and at the request of members of the 
committee. My understanding is that it has always been customary 
for someone from the Interstate Commerce Commission to appear 
here before the committee at these long-and-short-haul hearings. I 
see that it is a railroad magazine, largely supported by advertise- 
ments from railroads. I suppose they have the right to attack Mr. 
Campbell if they want to, but as it has been the custom in the past 
for the other side to be heard, it seems to me that this article is 
rather unfair after all, and I doubt whether such an article as that 
has the endorsement of the railroads themselves. We must hear both 
sides, and I understand we are to have another member of the Com- 
mission this morning. I want to hear both sides. I do not want to 
pass this fourth section matter if it is going to be detrimental to 
the railroads of the country. Nobody understands any better than I 
do that the railroads are important not only to every state in the 
Union but important to civilization itself, and they must be sup- 
ported and kept in a reasonably prosperous condition. 

The Chairman: I want to state, in behalf of the committee, that 
Mr. Campbell’s presence was solicited by members of the committee, 
to give his views with reference to this matter, as he had already 
set them forth in a minority report, or dissenting opinion. It was 
neither at the personal solicitation of the chairman nor at Mr. Camp- 
bell’s request. It was the ordinary method of the committee in ob- 
taining information, as in their judgment they saw fit to do. 


It was understood that Chairman Hall, of the Commission, 
probably would appear on behalf of the Commission but other 
witnesses occupied the time given to the hearing February 26. 

Senator Gooding submitted for the record a telegram from 
the Chamber of Commerce of Boise, Idaho—the senator’s state 
—taking exception to a statement made by the senator in the 
course of the hearings to the effect that 50,000 people had left 
Idaho in the last two years, the Chamber of Commerce con- 
tending there had been a net increase in population rather 
than a decrease. Senator Gooding said: ss 


The mistake I made in that statement, which I want to correct, 
and so advised the Commercial Club of Boise, is that I should have 
said the state of Idaho has lost 60,000 of its citizens since 1920, in- 
stead of 50,000 in the last two years, and I advised them that I 
would correct that statement. My information came to me from an 
actual census that took place by the Pope Publishing Company of 
Seattle, Washington. They made it in my town, and when they 
had completed Gooding county, they advised me that Gooding county 
has lost 17 per cent since the census of 1920, and in other adjoining 
counties had lost as high as 26 per cent. So the statement that 
Idaho has gone backwards in population was made advisedly and from 
an actual census of the state. 


Commercial Club Protests Figures 


The telegram from the Chamber of Commerce of Boise 
follows: 


Understand Senator Gooding testified before Interstate Commerce 
Commission in fourth section application cases today that 50,000 
people had left Idaho during the last two years, meaning to indicate 
that Idaho had sustained heavy loss in population. We believe the 
senator’s statement to be entirely erroneous. Record at Secretary of 
State’s office shows that in 1922 there were 53,874 automobiles regis- 
tered in Idaho and in 1923 62,379, an increase of nearly 10,000 cars. 
Idaho Power Company shows gain in customers in 1921 of 1,654, in 
1922, 968, and in 1923, of 1,998 in territory between Blackfoot and 
Huntington. It may be that some people have left Idaho, but more 
have come in, resulting in net increase in population instead of 
decrease. Will greatly appreciate it if you will on behalf of_ our 
chamber and of the state present these facts to the Interstate Com- 
merce Commission. 


“I might say here, Mr. chairman, that I have made this 
statement all over southeastern Idaho, and there have been 
some exceptions to it, by the Boise Commercial Club before and 
by others, but I do not believe that it is possibile for Idaho 
to go on and grow and develop with the freight rate that they 
are paying now at the present time,” Mr. Gooding said. “That 
is one reason why I introduced a bill for the absolute violation 
of the fourth section. I think that is all I have to say, Mr. 
chairman.” 

While the telegram referred to the Interstate Commerce 
Commission, the Chamber of Commerce evidently was referring 
to the Senate interstate commerce committee hearing on the 
Gooding bill. ? 

J. F. Shaughnessy, member of the Nevada state commission, 
said he was authorized to represent many interior Nevada 
and some interior California points in support of the Gooding 
bill. He also submitted the resolutions of the state commis- 
sions favoring an absolute fourth section. He reviewed history 
of the fourth section situation as affecting Nevada and the 
intermountain country. Continuing, he said, in part: 


It may be interesting to answer a query at this point; and that. 


is, if the rates are maintained on a uniform level, will not the raf 
lines be required to forego a certain amount of business they wee 
otherwise secure and at substantial loss to them. In our view this 
is not correct for the reason that by tipping the rates down S 
the water ports, from distances inland ranging anywhere from 2 


Mar« 


to 1,5 
loss it 
rate, 
gaine 
and i 
rail r 


‘js ob 


are n 
this ! 
furth: 
stant: 
missi 
was | 
to th 
then 


Boise 


nerce 
50,000 
licate 
e the 
ry of 
regis- 
cars. 
54, in 
t and 
more 
ad of 
f our 
Com- 


| this 

been 
e and 
Idaho 
they 
“That 
lation 
r, Mr. 


merce 
erring 
n the 


ission, 
evada 
yoding 
mmis- 
istory 
d the 


ad that. 


he ra 
would 
Ww - 
ywn to 
om 250 


March 1, 1924 


to 1,500 miles, has the necessary effect of causing such a substantial 
joss in the rail revenues, that would otherwise be gained on a uniform 
rate, as to more than offset the increased revenues which might be 
gained by taking some of the traffic away from the water lines; 
and in this connection, it is impossible to state just how low the 
rail rates might have to be reduced at the water ports, because it 


.jg obvious that the water carriers with a large investment involved 


are not going to forego the traffic which it has without a fight, and 
this means a substantial lowering of the present water rates and 
further lowering of rail rates if the railroads are to secure any sub- 
stantial volume of tonnage. Further, the Interstate Commerce Com- 
mission made an inquiry in this behalf in 1921-22, and assuming there 
was a movement of 1,000,000 tons of iron and steel from Pittsburgh 
to the Pacific Coast Ports, and when it was proposed to reduce the 
then rates from $1.66% to $1, it mathematically appeared that there 
was a loss in railroad earnings of $6,650,000. Assuming that the rail 
lines could secure enough additional tonnage to make an increase in 
railway gross earnings of $5,000,000, it was found that the out-of- 
pocket cost would be $4,150,000, or a net gain of the traffic taken 
away from the water lines of $850,000, compared, with which, as 
above. noted, there would be a loss on the million tons of all rail 
traffic, amounting to $6,650,000. This calculation it will be noted is 
predicated on an assumption covering the movement of 1,000,000 
tons of iron and steel articles, or only one commodity. If it be 
assumed that all of the tonnage reaching Pacific Coast terminals 
aggregates 10,000,000 tons, and there was anything like this amount 
of reduction, there would be a loss of $66,500,000. I think the as- 
sumption of 10,000,000 tons reaching the Pacific Coast terminals is 
about right, but I am unable, of course, to state what the aggregate 
of the reduction will be, because of varying rates and difference in 
the volume of the traffic. 


It is of record that the tonnage passing through the Panama 
Canal for the fiscal year ending June 30, 1923, is 2,600,000 tons. This 
is not half as much as the increase which took place in the tonnage 
of one of our western lines, namely, the Southern Pacific Company, 
which shows an increase of 6,888,000 tons for the year 1923 over the 
year 1922. In this behalf it may be noted that the Pacific system 


of ~-ag © uaapeatan Pacific Company handled 35,667,000 tons during the 
year , 


This is sufficient to show that the real effect of long and short 
haul rates for the purpose of meeting water competition, so-called, 
is really for the purpose of destroying water competition rather than 
increasing the rail lines’ revenues. In this behalf it must also be 
emphasized that the tipping down of the rate at the water ports, 
and holding the rates on a higher level at the intermediate points, 
results in requiring the intermediate sections to make up these 
deficits, such as the aforesaid loss of $6,650,000 shown by the Inter- 
state Commerce Commission. Or, in other words, it requires the in- 
termediate sections, while being taxed to construct and build great 
national waterways, to not only make good such losses, but to pay 
more than their proportionate share toward the return on the car- 
riers’ property as provided for in Section 15-A. 


In concluding his testimony, Mr. Shaughnessy advocated 
regulation. of the intercoastal water carriers by the Commis- 
sion. He said protection was necessary against unfair railroad 
competition and likewise against unfair water competition. He 
wend the water lines carried their rate schedules in their hip 
pockets. 

Mr. Ford, secretary of the Intermediate Rate Association, 
in completing his statement, referring to the contention of the 
railroads as to empty westbound car movements, said that con- 
tention was merely an excuse. He said when one excuse failed 
the railroads picked up another and called it a reason. He sub- 
mitted figures showing the net railway operating income of the 
carriers in support of his contention that the railroads were in a 
prosperous condition. He said because of the continued threat 
of rate discrimination against the intermountain country it had 
been necessary to keep the people in that territory mobilized so 
as to be ready to combat the efforts to restore lower rates to the 
coast than to intermediate points. 

In examining Mr. Shaughnessy, Senator Gooding asked 
whether the railroad policy with reference to the intermountain 
country rates did not make bolshevists of “some people,” and 
the witness replied affirmatively. Mr. Shaughnessy said’ a satis- 
ed clientele was the best thing for which the railroads should 
strive. The only change he said should be made in the Gooding 
bill was the elimination of section 2 relating to water competi- 
tive rates being increased after elimination of water competition. 


Chairman Hall Testifies 


_ Chairman Hall, of the Commission, appeared before the com- 
mittee February 27 at the request of Chairman Smith. In addi- 
tion to the chairman, Senators Pittman, Gooding, Couzens, Bruce 
and Wheeler were present. Mr. Hall said he wished to explain 
that he was before the committee in résponse to the chairman’s 
tequest that the Commission be represented at the hearing. He 
Said he wags not there because he had dealt especially with 
fourth section matters, as he had not given that any more spe- 
Za attention than other matters under the interstate commerce 


“How have you generally voted on fourth section relief?” 
asked Senator Gooding. 

Chairman Hall replied that occasionally there was difference 
of opinion in the Commission as to application of the statute to 
Particular cases and that he could not say how often he had 
dissented. In general, he said, there had been no difference of 
pinion as to what the fourth section required—that the only 
difference of opinion was when applying the fourth section to a 
Particular cage. 

Chairman Hall said he was before the committee to repre- 
sent the Commission in so far as it had already expressed its 
Views in its annual reports to Congress and in its published de- 
“sions with reference to its application of the fourth section. 

So far as this bill is concerned,” said he, “the Interstate 
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Commerce Commission has not been asked to make a report and 
whatever I may say with reference to the pending bill will be 
my individual views entirely.” 

“You don’t think there is anything wrong about you ex- 
pressing your individual views?” asked Senator Gooding. 

Chairman Hall said it had not occurred to him that there 
was anything wrong in that. 

Senator Gooding then said The Traffic World had censured 
Commissioner Campbell in connection with his appearance before 
the committee. 


“We are in a country where liberty of the press obtains,” 
replied Chairman Hall. 


“And some license,’ interjected Chairman Smith of the 
committee. 

Senator Gooding remarked that he thought Chairman Hall 
might be criticized and the chairman replied that he would not 
be disturbed by that. 

Senator Couzens asked why Chairman Hall had been called 
before the committee. Chairman Smith replied to the effect that 
the committee might have the views of the Commission as to 
— action on applications for relief from the fourth sec- 

on. 

“Then Chairman Hall is here to present views in opposition 
to Commissioner Campbell’s views,” said Senator Couzens. 

Chairman Smith said “or to present the views of the Com- 
mission” as to the granting of fourth section relief. 

Chairman Hall then said he wished to state what seemed to 
him to be the occasion for his appearance before the commit- 
tee. He said it was that the Commission had been called upon 
to deal with the fourth section as it had been changed from 
time to time. He said he had not understood that the Commis- 
sion was asked to be represented before the committee on the 
pending bill, but for the purpose of giving the committee a 
summary of what the Commission itself had reported to Congress 
or in its published decisions. He said he had not called the mem- 
bers of the Commission together to canvass their views. As to 
the pending bill he said neither the legislative committee nor 
the Commission itself had been asked to prepare and make a re- 
port, and he reiterated that any views expressed by him on the 
bill would be his personal views. He then began a historical 
review of fourth section history from the time of its inception in 
1887. He referred to the words “investigation” and “hearing” in 
connection with fourth section matters. He said the only “hear- 
ing” provided for was with reference to a carrier not being per- 
mitted to increase rates reduced on account of water competi- 
tion until after hearing by the Commission. As to granting of 
relief from the fourth section he said the wording stood as it 
did now—“after investigation.” 

Chairman Hall said in considering the problem the trans- 
portation needs of the country as a whole had to be taken into 
consideration. 

The committee adjourned at 11:45 a m., February 27, to 
attend the memorial services for the late President Harding. The 
question arose as to whether Chairman Hall would come back 
for an afternoon session. Mr. Hall said he was under the care 
of a physician as the result of his illness recently and under 
orders not to devote more than a part of each day to his work. 
He said he might obtain permission from his physician to testify 
at the afternoon session. 

Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, said Lewis J. Spence, director of traffic of the 
Southern Pacific, could go on the stand at the afternoon session 
if the committee desired. It was decided that Mr. Spence would 
be heard at the afternooon session and that Chairman Hall could 
continue his statement the following day. 


Spence Defends Present Practice 


Mr. Spence, after referring to the relation of the first and 
third sections of the act to the fourth section and the his- 
torical development of the fourth section, and the limitation 
placed on the discretionary authority of the Commission, said 
that, as a question of legislative policy, it would seem that 
the issue before the committee was not whether the Commis- 
sion had acted in an individual] case in the manner in which 
the members of the committee would have acted, but whether 
the principles which the Commission had prescribed for its 
own guidance in the exercise of the discretion entrusted to it, 
supplementing and re-enforcing the limitations added by the 
transportation act, did not amply safeguard the purpose of 
the act and protect the interest of all parties. 

Continuing, he said, in part: 


Those who contend that the Commission should be deprived of its 
administrative discretion in connection with this class of rates must 
base their argument either upon the ground that the Commission can- 
not be entrusted to administer the law fairly and in such a way as 
to subserve the best interest of the country at large, or upon the 
ground that the making of a lower charge for the service to a more 
distant point is so manifestly unjust that it should not be permitted. 
Such a contention is an indictment of the Commission’s judgment and 
fairness inasmuch as the Commission has recognized that there are 
cases in which it is to the interest of the country at large as well as 
to the interests of the carriers that relief should be accorded under - 
conditions which have been imposed as. heretofore explained. 

The whole argument that it is conclusively unjust to permit a 
lower charge at the more distant point is based upon the assumption 
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that any rate which the carrier can afford to make at the more dis- 
tant point for a greater service must be reasonable for a lesser service 
at the intermediate point. Such an argument fails to distinguish 
between reasonable rates and rates which, although much lower than 
reasonable, do cover and more than cover the additional expenses 
incurred in handling the traffic to which they apply and therefore 
contribute to net revenue... All students of rates are familiar with 
the fact that rates are not and cannot be so adjusted that each rate 
will pay the haulage cost and contribute ratably its proportion of all 
overhead and constant expenses and return on investment. As fre- 
quently pointed out, the results of such a rule would be that many 
commodities could not be moved at all, or, if moved, could be carried 
but short distances, because they could not bear the exaction of such 
a rate, with the result that competition in markets between producers 
as well as between transportation agencies would be curtailed and the 
commerce of the country would be seriously circumscribed. The 
whole classification of freights is built up upon the basis that, while 
no traffic should be carried at a loss, some traffic must be carried at 
a rate which will contribute less proportionately to the constant 
expenses and obligations of the carriers than other traffic contributes. 
That this is not only just and reasonable, but necessary to the stimu- 
lation of industry, as well as of traffic, is recognized by everyone 
familiar with the transportation question. There are, therefore, many 
rates which, although much lower than reasonable, nevertheless con- 
tribute revenue above the cost of handling. For. example, the Colum- 
bia Steel Company has recently located a steel plant in Utah, where 
the ore and coking coal are found for the production of pig iron, 
which will be shipped to California for the manufacture of finished 
steel products. To enable this plant to compete with pig iron from 
Europe and other sources of supply that is delivered at Pacific ports 
by water, a rail rate has been made of $5.25 per gross ton, equivalent 
to $4.68 per ton of 2,000 lbs. for a distance of more than 800 miles. 

The principal industry of Arizona is copper mining. Low out- 
bound rates are required on the products of the mines and low inbound 
rates on the fuel to enable this industry to thrive. The agricultural 
posseetios of the state are naturally limited by the scarcity of water, 

ut the railroads are giving every encouragement to the development 
of these agricultural possibilities. Reference has been made here to 
the production of 1,300 carloads of lettuce last season. To market this 
production the railroads have made a rate to Chicago, a distance of 
1,953 miles, equivalent to $292 per car, and a rate to New York, a 
distance of approximately 2,061 miles, equivalent to $350 per car. 

Idaho produces potatoes in large volume. Texas is an important 
potato market in which Idaho must compete with potatoes grown in 
Minnesota. The rate from Minnesota to Ft. Worth is 96c per 100 lbs. 
for a distance of a little more than 1,000 miles, but for a distance of 
1,510 miles from Idaho Falls, Idaho, to Ft. Worth, Texas, the rate is 
made no higher than from Minnesota, although 500 miles more service 
are performed. The rate from Greeley, Colorado, to Ft. Worth, a 
distance of 852 miles, is 82c per 100 lbs.. and the rate from Idaho 
Falls, Idaho, a distance of 1,510 miles, is only 14c per 100 lbs. higher. 
In other words, for an increased distance of 77% the rate from Idaho 
is only 17%% higher than from Greeley, Colorado. 

These illustrations serve to demonstrate that the same encourage- 
ment is being given to production in the intermountain country as a 
railroad habitually extends to production elsewhere on its line, which 
is an elementary part of every railroad man’s education. 

Every such rate, whether made to meet water competition or to 
meet market competition, or whether made independently of competi- 
tion for the purpose of extending the market of any article over the 
widest possible area and of putting it within the reach of the greatest 
number of people, not only involves no loss to the carrier and casts 
no burden upon other traffic, but, if made for the purpose of attract- 
ing to the carrier in question business which would not otherwise 
move, relieves other traffic of a portion of the burden it must other- 
wise bear. A case in which permission is sought to charge less for 
the longer haul than for an intermediate shorter haul is merely a 
species of the general class of cases described. Where there is no 
element of long and short haul involved, no one would contend that 
any rate of the class described would shed any light whatsoever upon 
the question as to what would be a fully remunerative rate for any 
distance. Neither can it be contended that a rate made for the 
longer service to the more distant point, which, although less than 
reasonable, contributes revenue above the additional cost of handling, 
is, in itself, any measure of a reasonable rate for any lesser inter- 
mediate distance. 

The error of those demanding a change in the law, therefore, 
lies, first, in assuming that any rate which contributes more than the 
cost of handling over the longer haul must be fully remunerative for 
the shorter haul, and, second, in the assumption that to the extent 
that the long haul rate is less: than reasonable, a higher rate is 
imposed at intermediate points than. would otherwise. be charged. 
The reverse of both propositions is true. Considered solely with re- 
gard to the interests of the carrier, on the one hand, and the inter- 
mediate point, on the other, it. is obvious that the railroad should 
not only have the right to take this additional business if it can make 
something more than the cost of handling it, but that it is to the 
interest of the intermediate point that it should be permitted to do 
so and thereby- lessen the burden which would otherwise be imposed 
upon other traffic. 


Senator Gooding said, with reference to the statement re- 
lating to rates on potatoes from Idaho, that that was an ex- 
ception, and that similar treatment was not given other com- 
modities from Idaho points. The senator asked how the inter- 
mountain points could retain their jobbing interests if there 
were fourth section departures. Mr. Spence said the reason 
these points were at a disadvantage was that their competitors 
on the coast were on the water. He contended the railroads 
did not create the discrimination—that it resulted from the 
ocean. He declared if the railroads did not participate in the 
traffic to the Pacific coast terminals, the intermountain points 
would still be subject to discrimination. 


Senator Gooding asked whether Mr. Spence thought the 
Commission should regulate the water rates. Mr. Spence said 
while he had never advocated such regulation he was inclined 
to agree with Mr. Shaughnessy, of the Nevada commission, 
that such regulation would be beneficial He said by such 
regulation a stability of rates would be obtained not now 
possible to obtain. 


Mr. Spence insisted the railroads desired to develop the 
intermountain country when asked by Senator Gooding why 
the railroads did not turn their attention to developing that 
part of the country. Mr. Spence said he was impressed by 
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Mr. Shaughnessy’s statement to the effect that the railroads 
should seek the good will of the intermountain people, but that 
the real question was whether it was fair—whether it was 
good policy—to ask the railroads to buy the good will of the 
intermountain country by sacrificing participation in traffic com- 
petitive with the water lines to Pacific coast terminals. 

Mr. Spence said some of the effects of the amendment pro- 
posed by Senator Gooding’s bill, other than depriving the car- 
riers of the right to meet water competition, would appear 
to be the following: 


That permission may be granted only to a common carrier or 
carriers by rail to meet the rate of a shorter rail carrier or rail 
carriers between the same points, instead of to any common carrier 
subject to the provisions of the act. This would appear to deprive 
the Commission of authority to permit a longer route composed partly 
of water and partly of rail to meet the competition of a shorter all- 
rail route, or to permit a longer water and rail route to meet the 
competition of a shorter water and rail route between more distant 
common points. It is not believed to have been the intention to thus 
eliminate mixed water and rail routes from the competition for such 
traffic, in view of their great service to the public at all times and 
the relief which they afford in times of congestion, and in view of 
the declared policy of Congress to foster and preserve both rail and 
water transportation; 

That the relief contemplated may be authorized only after a 
public hearing. The practice of putting the facilities of more than 
one route at the service of important common points is so generally 
accepted as a public benefit that it would seem more expedient to 
facilitate the exercise of the Commission’s authority than to retard it. 
Furthermore, I believe it will make the last clause of paragraph one 
of the amendment impracticable, as hereafter mentioned; re 

That the additional limitations ‘imposed upon the Commission in 
the exercise of this authority will be a great handicap in general 
adjustments of reasonable rates which are ordered by the Commission 
from time to time and are necessarily carried through higher rate 
territory by some of the participating routes. They will also handicap 
the Commission in their efforts to afford relief to weak lines, such as 
the Kansas City, Mexico & Orient Railway. This is a line extending 
from Wichita, Kansas, to Alpine, Texas. To keep this line in opera- 
tion for the accommodation of shippers located thereon—and especially 
the livestock shippers—the Commission asked connecting carriers to 
establish through rates over that line differentially lower to common 
markets than by more direct lines in order to influence increased 
traffic to that route as a measure of assistance and support of a weak 
line. To have correspondingly reduced the rates to all of the local 
stations on that line would have required it to sacrifice more revenue 
than it gained by the increased traffic to points beyond. Therefore, 
if the Commission had not been empowered—as I understand it would 
not be under this amendment—to authorize the maintenance of higher 
rates to the intermediate points this measure of assistance and sup- 
port would have been impossible; . 

That the last clause of paragraph one would require a new order 
of the Commission, entered under the provisions of this new amend- 
ment, to legalize any of these rates and such an order could only be 
made after a public hearing covering each of the countless adjust- 
ments throughout the country. To say nothing of the enormous cost 
of printing new tariffs that would be involved, a compliance with this 
provision by the carriers'in the physical revision and publication of 
tariffs within a brief length of time would be impracticable and I am 
equally confident that the Commission would find it impracticable, but 
as to this I would earnestly suggest that an inquiry be submitted to 
the Commission before such a provision is enacted. 

While this amendment recognizes the propriety.of continuing the 
authority of the Commission to permit a longer rail line to meet the 
rates of a shorter rail line between important terminals, it does not 
continue similar authority to permit common carriers subject to the 
interstate commerce act to meet the competition of unregulated water 
lines, although both rest upon the same economic principle. That 
principle is that the cost of transportation fluctuates inversely to the 
volume of freight transported, that the greater part of the cost of 
maintenance of way, some part of the cost of maintenance of equip- 
ment and all overhead expenses are constant—that is to say, they 
do not vary with the volume of traffic handled. 


Mr. Spence went into detail as to the effect of water com- 
petition on the transcontinental lines. He submitted illustra- 
tions to support his contention that the Commission was not 
accepting the judgment of the carriers as to what rates should 
be made to meet water competition, but was exercising its 
own judgment “with ultra-conservatism.” He cited examples 
of where the Commission had not authorized dates as low as 
those asked by the carriers with the result that the carriers 
did not get business away from the water lines. He said it 
would be a serious mistake to limit the maintenance and ex- 
tension of railroad facilities to the requirements of' traffic that 
could not be moved by water. In conclusion, he said: 


The prosperity of the western country depends upon its produc- 
tion and its ability to market its products. It would therefore seem 
that its paramount interest is in the maintenance of a basis of rates 
upon its outbound products that will stimulate their production and 
extend their markets. The western lines have sought to establish 
and maintain such a basis of rates upon the outbound products of the 
western states, including the inter-mountain states; but it is obvious 
that, if they are permanently deprived of the ‘revenue that can be 
derived from participation in all traffic competitive with water lines, 
their efforts in that direction will be handicapped or arrested, their 
ability to provide the required facilities for the upbuilding and expan- 
sion of the western country will be impaired, and their efficiency and 
usefulness will be seriously undermined, instead of being “fostered 
a preserved in full vigor” as contemplated by the declaration of 

ongress. 

Under the protection afforded by the law, through the administra- 
tion of a governmental agency that is charged with the duty of pre- 
venting undue discrimination and maintaining reasonable rates, the 
carriers subject to the interstate commerce act should therefore be 
permitted to compete for all the business that can be secured at some 
profit and to expand their traffic in every legitimate way, thereby in- 
creasing their usefulness as agencies of transportation and indis- 
pensable instrumentalities of commerce. 


Chairman Hall Resumes 


With Chairman Smith and Senators Pittman and Gooding 
present, the committee resumed its hearing February 28. Later 
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Senators Bruce and Couzens appeared. Mr. Spence was ex- 
amined briefly by Chairman Smith and Senator Gooding. The 
witness explained to the chairman that the railroads did not 
propose lower rates to the Pacific coast terminals for the ben- 
efit of those ports but to get a part of the business moving to 
{hose ports by water. He emphasized the fact that the rates 
in fact were made by the water lines. 

Referring to Mr. Spence’s remarks with reference to regu- 
lation of the water carriers, Senator Gooding said when the 
railroads were regulated consideration might then be given to 
regulation of the water lines, adding that there had not been 
much regulation of the railroads so far as the intermountain 
country was concerned. 

Chairman Hall, of the Commission, resumed his recital of 
the history of the manner in which the Commission had dealt 
with the administration of the fourth section. He referred to 
the methods adopted by the Commission after the 1910 amend- 
ment to deal effectively with the fourth section, the creation 
of a fourth section committee of members of the Commission 
and the establishment of the fourth section board with Henry 
Thurtell, at that time a member of the Nevada commission, as 
the head of the board. Mr. Hall mentioned that Mr. Thurtell 
finally left the Commission and Senator Gooding asked what 
employment he took. This developed that Mr. Thurtell had be- 
come commerce counsel for a group of southern railroads. In 
the discussion Senator Pittman made a remark to the effect- 
that “that’s a natural evolution,” and Chairman Hall said while 
he had no record to substantiate the statement his impression 
was that the majority of employes or officials of the Commis- 
sion who resigned their positions, became counsel for shippers 
rather than the railroads. 

Senator Pittman brought out that there were fourth sec- 
tion applications affecting points in the southeast pending be- 
fore the Commission. He said he did so to develop that the 
southeast was interested in the matter before the committee. 
Chairman Smith, of the committee, is from South Carolina, and 
his questions have indicated a sympathetic attitude toward the 
Gooding bill. 

Senator Pittman engaged in quite a long discussion with 
Chairman Hall as to the applicability of section 3 of the act. 
The senator said Ogden, Utah, had developed its business un- 
der existing rates because the rates to Ogden were no higher 
than those to San Francisco. He said there was an effort be- 
ing made to change that condition. His questions indicated that 
he held the view that if fourth section departures were per- 
mitted to the more distant California points a violation of sec- 
tion 3 would result. Chairman Hall emphasized that there 
were a number of factors to be considered in reaching a con- 
clusion in such a case, and contended that the Commission had 


to decide each case on the facts developed by the record in 
the case. 


Chairman Hall said the Commission, in administering sec- 
tion 4, was guided by sections 1, 2 and 3 of the act. He cited 
in this connection the decision of the Commission in Railroad 
Commission of Nevada vs. Southern Pacific et al., 21 I. C. C., 
wherein the Commission was sustained by the Supreme Court 
of the United States. 

Senator Pittman raised the question as to hearings on 
fourth section applications. Chairman Hall said temporary re- 
lief from the fourth section had been granted without hearing 
testimony of interest@d parties but that the Commission had 
hever denied a hearing to anyone who had asked for a hearing 
on any fourth section application before the Commission. Sen- 
ator Pittman thought that the Commission, sitting as a court, 
should have held hearings. Chairman Hall said he did not 
think the senator realized the volume of the traffic of the coun- 
try and the manifold phases in which it presented itself to the 
Commission. He said if each of the thousands of fourth section 
applications had been set down for hearing, he did not know 
how many years it would take to dispose of them. 


Senator Pittman remarked that that was not the Commis- 
sion’s concern, adding that if harm was worked it should be on 
those who had the burden of proof on them. Chairman Hall 
Temarked that there were several assumptions in the senator’s 
Statement, and reasserted that anyone who desired to be heard 
had had an opportunity to do so. 

J. J. Underwood submitted a statement for the Seattle 
Chamber of Commerce protesting against enactment of the 
Gooding bill. The chamber said the principle of fourth section 
relief had been recognized by Congress for many years despite 
the many. attacks of its enemies. The effect of the proposed 
amendment would be to defeat the expressed policy of Congress 


to foster and preserve in full-both rail and water transporta- 
tion, the chamber declared. 


UPHOLD FOURTH SECTION 


The Trafic World New York Bureau 


The Merchants’ Association of New York is opposed to any 
change in Section 4 of the long and short haul charge of 
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the Interstate Commerce Act which would limit the relief af- 


forded by the section, according to a statement issued by the 
association this week. 


Two measures now pending in Congress, introduced by 
Senators Borah and Gooding of Idaho; were considered by the 
Transportation Committee of the Association, of which C. S. 
Keene is chairman. The report of this committee, which was 


approved at the last meeting of the Board of Directors, is as 
follows: 


At a meeting of the transportation committee of the Merchants’ 
Association of New York, held at the offices of The Association, 233 
Broadway, on Monday, February 11, 1924, consideration was given 
to Bills S.187 and S.2327 introduced by Senator Gooding of Idaho and 
$.940 introduced by Senator Borah, also of Idaho. 

These bills would amend the long and short haul clause of the 
Interstate Commerce Act by adding new language which would in 
effect limit 4th Section relief to cases in which one rail carrier 
has a longer route than another to reach the same point. The bills 
also provide that within six months after their enactment into law 
all 4th Section departures except as provided above would be 
unlawful. 

After consideration, it was recommended that the following 
resolution be adopted as an indication of the position of The 
Merchants’ Association with respect to this propos legislation: 

Whereas, The flexible provisions of the 4th Section of the Inter- 
state Commerce Act as now administered by the Interstate Commerce 
Commission are essential to the stimulation and preservation of com- 
petition between carriers and for the protection of the shipping 
public, be it. 

Resolved, That The Merchants’ Association of New York, vigor- 
vusly oppose any change in the present provisions of the 4th Section 
of the Interstate Commerce Act, such as are specifically proposed by 
Bills S.187, 8.940 and §.2327 resulting in a rigid application of the 
long and short haul rule. 


SHIPPING BOARD ON FOURTH SECTION 


The Shipping Board, February 28, adopted a resolution pro- 
testing against the Commission granting fourth section relief to 
carriers, aS asked in fourth section application No. 12436 on 
the ground that such action would be destructive “of the favor- 
ble and economical competitive transportation of commerce 
from the Pacific to the Atlantic seaboards through the Panama 
Canal,” and injurious to the public interest. The resolution re- 
cited that the application by the rail carriers was an effort to 
divert to them certain traffic now moving by boat lines in the 
intercoastal service, and that it was believed by the Board that 
the application of the rail carriers was made in contemplation 
that it would drive the ocean carriers from “this competitive 
trade through diversion of the commerce now being so carried 
in fair competition.” i 


LOSS AND DAMAGE CLAIMS 


The Trafic World Washington Bureau 


Two joint resolutions authorizing the President to pay just 
and meritorious claims for loss or damage to freight in the 
period of federal control and declaring such claims to be “debts 
of honor” of the United States and as such not outlawed by 
any technical construction of section 206-a of the transporta- 
tion act have been introduced in the House by Representative 
Cleary of New York and Representative Dyer of Missouri. They 
are H. J. Resolutions 196 and 198. Similar resolutions were 
submitted at the last session of Congress, but no action was 
taken with respect to them. 


The resolution offered by Mr. Dyer follows: 


Resolved by the Senate and House of Representatives of the 
United States of America in Congress assembled, That section 206 (a) 
of Transportation Act, 1920, in providing that “actions at law, suits 
in equity, and proceedings in admiralty may, after the termination 
of Federal control, be brought against an agent designated by the 
President for such purpose,’’ and in further providing that such actions, 
suits, and proceedings should be brought “not later than two years 
from the date of the passage ef the said Act,” shall not forbid the 
payment under the provisions of the first sentence of section 202 of 
Transportation Act, 1920, of just and meritorious claims for loss 
of and/or: damage to freight in transportation which were duly and 
seasonably filed according to the law in effect at the time of the 
filing for the payment of which no actions at law were brought before 
February 28, 1922, and all such claims which are just and meritorious 
shall be paid by the President as soon as practicable. 

Sec. 2. That it is the intent of Congress that all such just and 
meritorious claims for loss of and/or damage to freight in transporta- 
tion during Federal control, under section 202 of Transportation Act, 
1920, after due proof thereof, shall be paid as debts of honor by the 
President without imposing upon the injured claimants the further 
injury resorting to legal action to enforce the payment thereof. 


The resolution offered by Mr. Cleary, different in language 
than that submitted by Mr. Dyer, follows: 


Resolved by the Senate and House of Representatives of the 
United States of America in Congress assembled, That section 206a 
of Transportation Act, 1920, in providing that actions at law, suits in 
equity, and proceedings in admiralty may, after the termination of 
Federal control, be brought against an agent designated by the 
President for such purpose, and in further providing that such actions, 
suits, and proceedings should be brought not later than two years 
from the date of the passage ot the said Act, shall not be construed 
to forbid the payment of just and meritorious claims for loss of 
and/or damage to freight in transportation, which claims were duly 
and seasonably filed with the railroad or the Railroad Administration, 
according to the law in effect at the time of the filing, for the col- 
———. es which no actions at law were brought before February 

, a ) 
ec. 2. That all such claims so filed, of which due proof was 
filed according to law at the time of filing such proof, or of which 
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due proof shall be filed hereafter within two years next succeedin 
the date of the adoption of this joint resolution, which were just an 
meritorious and which would have been legal as against the railroad 
on which the loss endive damage occurred, and should have been 
aes by such railroad if not at the time under Federal control, or, if 

ransportation Act, 1920, had not been enacted, shall be paid by 
the President, or by the agent of the President, upon the same proof 
of validity that would have been legally required by such railroad 
in the absence of Federal control or of Transportation Act, 1920. 

In the absence of due proof satisfactory to the President, or the 
agent of the President, due proof in the meaning hereof shall be proof 
by affidavit duly made before and taken by any justice of any United 
States court: Provided, That the probative value of such affidavit shall 
not have been conclusively destroyed by valid counteraffidavit made 
by Officials of such railroad having personal knowledge of the facts 
in sen to such claims denying that such loss and/or damage oc- 
curred. ‘ 

In the absence of such counteraffidavit such proof shall not be 
questioned and any such claims so proved shall be paid as soon 
as practicable. 

Sec. 3. That it is the intent of Congress that all such just and 
meritorious claims for loss of and/or damage to freight in transporta- 
tion during Federal control, after due proof thereof, shall be re- 
gar as, and are debts of honor of the United States and as such 
shall not be outlawed by any technical construction of the provision 
of section 206a of Transportation Act, 1920, or otherwise. 


LA FOLLETTE RESOLUTION CON- 
DEMNED 


F. W. Sargent, vice-president and counsel for the Chicago 
Northwestern Railroad, speaking before the Kiwanis Club of 
Baraboo, Wis., last week, discussed the resolution for freight 
rate reductions on agricultural products, introduced into the 
Senate by La Follette. Mr. Sargent undetook to show what 
would be the effect of a 33% per cent, such as the resolu- 
tion proposes, on the Northwestern. 


The author of the resolution intends, without saying so, to have 
the railroads so reduce their expenses that they can continue to 
render the service demanded by the people of Wisconsin notwith- 
standing the proposed reductions in revenues. 

We are therefore led to inquire by what process these reductions 
in expenses can so reduced that the terms of the resolutoin can 
be complied with and the railroads continue to function. 

In 1922 each dollar received from patrons of the Chicago & North 
Western Company was used as follows: 


Paid for materials ........... okt TS he a SOA ee ee ee 32.66 cents 
De BOR CMON, oc ce iiic veces pee varies bib adiae Shen e¥ieve.estotels 6.16 cents 
EE I . e ccen meses nes bale aheat a ioial acca ecatbne e'g sa ela Heian ood 48.92 cents 
(as as «a ko a aca phlei tid Mini quehe @iataieele Calon e deere a eae 7.67 cents 
i}  cugcelcget dee ba ewe et he cow nbe theese eeeeeee -59 cents 
Paid for dividends ............ Mb-tidie a Bbae' + Gwe bedacessg baie oe on 4. cents 

rar Ge Racnn.oonig bene Reese sho unate Aiea eueee 100. cents 


Looking at the foregoing table, pick out the items where it would 
be possible to make the reductions required by the resolution of your 
senior senator, in order to enable the railroads to continue to render 
to you the transportation service which you require. 

The largest item of expenditure is that for wages. Assuming, there- 
fore, that the senator is in good faith and that he is entirely familiar 
with the problems of the railroads, we are driven to the conclusion 
that he is demanding a reduction in rates, which of necessity con- 
templates a reduction in the wages of railroad employes. 

It is also well known that some of our brotherhood leaders have 
been the senator’s ardent supporters in this program to reduce rates 
—the only thing the railroads have out of which to pay wages. 
Therefore, the logic of the situation would seem to force the conclu- 
sion that the senator, aided by some of the railroad employes’ organi- 
zations, is inviting us to make reduction in rates, which can only be 
accomplished by reductions in wages. e 

I, for one, am not led to accept the invitation to reduce wages, 
because I do not believe, upon the whole, that railroad employes are 
overpaid, and F think any thorough study of the general level of prices 
of those things entering into the cost of living and a study of the 
wages paid employes in other comparable industries, will support the 
conclusion that there is, to say the least, no general excessive wage 
scale as now applied to employes in the transportation service. 


STATUTORY RECUSING RULE 


Senator Robinson of Arkansagg in a bill introduced by him 
(S. 2688) has proposed to enact into statute, the judicial re- 
cusing rule. It would require a member of the United States 
Tariff Commission, the Federal Trade Commission and the In- 
terstate Commerce Commission to recuse himself if and when 
a matter came before the body of which he was a member 
in which he had a special or private interest, or in which any 
member of his family, related within four degrees, had such 
interest. The bill makes the members of such body the judges 
of the qualification of a member to sit in any particular 
matter, when such question shall be raised. The Arkansas 
senator said it seemed necessary that the rule for the disqualifi- 
cation of the members of quasi-judicial bodies should be def- 
initely estableshed by statute. 

The proposal was called forth by the fact that a member 
of the tariff commission recently insisted upon participating 
in the hearings on sugar duty rates notwithstanding the fact, 
admitted by him, that his wife owned stock in a sugar factory 
in Louisiana. The three sections of the bill, other than the 
one stating the rule, as explained by Senator Robinson, are as 
follows: 





The second section of the bill establishes a process by which 
parties interested in proceedings or investigations before such com- 
missions may test out and have determined by the commission itself 
the alleged disqualification of members of such commission. 

The measure also provides in section 3 that the commission itself 
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shall finally determine questions of disqualification of any member 
and denies the member a question as to whose disqualification is 
raised the privilege of voting on the issue, 

Section 4 makes clear the intention not to disqualify members of 
said commission from participating in proceedings before the re- 
spective bodies of which they are members merely because they shall 
have been interested in or connected with general agricultural, manu- 
facturing, transportation, or other business or with any labor organi- 


zation, but such disqualification must be based on a special or private 
interest. 


The rule proposed for statutory establishment has always 


been rigidly followed by members of the Interstate Commerce 
Commission. 


RAILROAD BILLS IN CONGRESS 

Another bill (H. R. 7147) to prohibit the collection of a 
surcharge on travel in Pullman cars has been introduced by 
Representative Boylan of New York. ; 

Senator Jones, of Washington, has introduced a bill (8.2589) 
providing for a passenger fare of 1 cent a mile for veterans 
of the United States and for parents of deceased veterans 
when traveling to conventions of their organizations or to 
burial places of veterans. 

Representative Sabath of Illinois has introduced a bill pro- 
viding for amendment of section 20 of the interstate commerce 
act with reference to the Commission prescribing. percentages 


of depreciation for railroad and telephone properties. 


Senator Ball has introduced a bill (S. 2592) to prohibit the 
collection of a surcharge on travel in Pullman cars. 

Senator Howell, of Nebraska, and Representative Barkley, 
of Kentucky, February 28, introduced identical bills providing 
for abolition of the Railroad Labor Board and substitution there- 
for of adjustment of disputes between employes and carriers 
by means of conference, a national board of adjustment, and 
finally, if such means fail, by means of arbitration. A state- 
ment issued by a committee representing railroad labor organ- 
izations said the measure had received the unanimous approval 
of the standard railroad labor organizations. It said the key- 
note of the bill was the obligation to negotiate agreements and 
to abide by such voluntary contracts. 





INLAND WATERWAYS BILL 


The House committee on interstate and foreign commerce 
began hearings this week on H. R. 6647, Representative Denison’s 
bill providing for the creation of an inland waterways corpora- 
tion, with capital of $5,000,000, to take over the operation of the 
barge lines on the Mississippi and Warrior rivers. 

Passage of the bill.was urged by James E. Smith, president 
of the Mississippi Valley Association, and Representative New- 
ton of Missouri. 

Secretary Weeks of the War Department suggested that the 
operation of the barge lines should be placed under the super- 
vision of the Department of Commerce rather than the War De- 
partment as provided by the bill. He said if that change was 
not made the rank of Colonel Ashburn, chief of the inland water- 
ways division of the War Department, should be raised to that 
of brigadier-general. 





STATE POWER OVER NEW LINES 


Hugh H. Williams, member of the State Corporation of 
New Mexico, this week submitted his views on state control 
over construction of railroads wholly between points within a 
state to members of the Senate interstate commerce committee. 
He favors enactment ofa bill introduced by Senator Dill (S. 1989) 
reserving to the states authority over proposed lines of rail- 
road within a state. He referred to applications for authority 
to build lines in New Mexico that had been rejected by the 
Commission. 

“It seems to me that the Interstate Commerce Commission 
in administering the provisions of the law relating to certificates 
of convenience and necessity is overcautious and is insisting 
upon the submission of certain proof never intended by Con- 
gress,” said he, adding that, in his opinion, the West would 
not have been developed if such a policy had been followed 
by the federal government thirty or forty years ago. 


CITIZENS’ COMMITTEE OPPOSES ACT CHANGES 


Preservation of the fundamental provisions of the trans- 
portation act and the promotion of a better understanding be 
tween the railroads and the public is the purpose of a plan 
formed at the meeting of the Poughkeepsie Manufacturers 
Association, February 24. Speakers will be secured and their 
addresses broadcasted over the radio in an attempt to give the 
public a clearer understanding of the transportation situation. 
These details were formulated by the association under what 
will be called the “Poughkeepsie Plan” and to aid in its execu- 
tion there will be organized, in the immediate vicinity, a “Citi- 
zens’ Regional Railroad Advisory Group” to work for the im- 
provement of transportation facilities through the support of 
and co-operation with the railroads. 


Marc 
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Although he is no longer the government’s “load heavy” 
man, as he was while the railroads were under federal control, 
W. J. Manley, general traffic manager of the Pittsburgh & West 
Virginia, has found what he believes to be the heaviest load 


ever put on a single freight car—and not on his own railroad 
either. The shipment, made by the Westinghouse factory in 
Pittsburgh to Brooklyn, on Pittsburgh & Lake Erie flat No. 
6886, weighed 234,000 pounds. The skid or cradle of the elec- 
tric machine alone weighed 19,000 pounds, or more than the 
ninimum on many classes of commodities. The weight of the 
car was 73,800 pounds and its marked capacity 200,000 pounds, 
The overload was greater than the 10 per cent allowed by the 
classification rule, but in cars of the type used car builders 


CAREFUL CROSSING WINNERS 


The Trafic World Washington Bureau 


The special committee to determine the winners in the 
contest conducted by the American Railway Association for the 
most appropriate poster and slogan to be used in ccennection 
With the intensive campaign that association will coiduct in 
an effort to reduce the number of grade crossing accidents and 
Which considered the posters at a meeting held in Washington 
has announced the following winners: 


Winner of the first prize of $500 for the best poster, and also the 
tah prize of $100 for the most appropriate slogan, Martin H. Gam- 
bee, 118 Willoughby avenue, Brooklyn, New York. 

Second prize of $200 for second best poster, R. S. Feeley, Bald- 
Winsville, New York. 


Third prize of 100 for third best poster, H. Day Lowry, Rich- 
mond, Virginia. 


The winning poster carries the slogan, “Wait! You may 
lose,” and shows an automobile which has been stopped beside 
arailroad track while a large locomotive pulling a heavy train 
seeds over the crossing. The poster, which is in yellow, red 
aid black colors, shows the contrast between the heavy train 
and the light automobile and the superiority in power and 
Veight of the steel monster compared with the lighter means 
of transportation. 2 

In making the awards the committee considered 5;000 post- 
ts made by artists in all parts of the country and more than 
20,000 slogans, according to tabulations made after the com- 
mittee had completed its work. 


The date for opening the intensive campaign to reduce the 
lwmber of grade crossing fatalities has so far not been deter- 
mined, but will be announced shortly. It is estimated that 


Nore than 2,500 persons or more than 200 a month will be. 


ed at grade crossings in 1924, due almost entirely to auto- 
obile accidents, while approximately 6,000 persons will be 

lured, or about 500 a month. 

The members of the committee selected by the American 

Way Association to select the winners in the contest called 
% President Coolidge February 25. It was understood that 
® President commended the committee for the efforts to 
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Heaviest Load Ever Knownpr 


have allowed such a great factor of safety that the 10 per cent 
rule, enforced on ordinary type cars, is not considered controlling. 
The journals are such as to carry any conceivable weight that 
could be put on them. 

Three photographs were taken of the car, one showing the 
skid, one showing the machine without housing to protect it 
from the elements and the third to show the machine covered 
with housing, the latter lettered to show that the machine was 
the largest of its kind in the world, and its weight of 117 tons. 

The freight charges were $877.83. The shipment moved via 
the Pennsylvania. Paul K. Schultz, supervisor of traffic of the 
Westinghouse plant, from which the shipment was made, made 
the plan for making this exceptional shipment, which, in other 
days, probably, would have had to go forward in parts and be 


reduce such accidents. President Aishton of the association 
accompanied the committee. The members of the committee 
were as follows: 


Cc. C. McChord, member of the Interstate Commerce Commission; 
H. G. Taylor, president, National Association of Railway & Utilities 
Commissioners; Thomas P. Henry, president, American Automobile 
Association; L. iA. DeBlois, president, National Safety Council; 
Charles Clifton, president, National Automobile Chamber of Com- 
merce; A. B arber, Department of Transportation, United States 
Chamber of Commerce; H. A. Rowe, chairman, Committee on Pre- 
vention highway Crossing Accidents, American Railway Association. 


AGAINST CHANGES IN THE ACT 


Representatiave Leavitt, of Montana, has submitted to the 
House a petition of the Helena (Mont.) Commercial Club oppos- 
ing amendment of the transportation act at this time “since 
it is believed that to do so would be detrimental to the public 
interest and retard the development and prosperity of the coun- 
try generally and of Montana in particular.” He submitted a 
similar petition of the Glendive (Mont.) Chamber of Commerce. 

Additional petitions from employes of Santa Fe protesting 
against amendment of the transportation act have been sub- 
mitted by Senators Curtis and Capper of Kansas. Senator 
Curtis submitted a resolution adopted by the Wichita (Kans.) 
Board of Trade protesting against the making of any substantial 
changes in the transportation act. 

Representative Raker, of California, has submitted resolu- 
tions and petitions from various California Chambers of Com- 
merce and other oganizations protesting against changes in 
the transportation act. 


Representative Robinson, of Iowa, has submitted a petition 
of employes of the Chicago, Rock Island & Pacific at Cedar 
Falls, Ia., favoring continuation of the transportation act without 
amendment or repeal. 


Representative Fuller has submitted to the House a petition 
signed by citizens of La Salle county, Ill., opposing any amend- 
ment of the transportation act. Senator Capper has submitted to 
the Senate a similar resolution of the Horton Community Cham- 
ber of Commerce of Horton, Kan. 
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UPHOLD OCEAN RATE ADVANCE 
The Trafic World New York Bureau 


Asserting that an advance in ocean rates is necessary if 
the ship lines.are to maintain adequate services, and denying 
that the increase effective March 1 will penalize the farmers, 
two statements were issued February 26, giving the reaction 
of the shipping industry to the recent statement of Secretary of 
Commerce Wallace saying that the raise was “unwarranted.” 
One of these was from President Alfred Gilbert Smith of the 
American Steamship Owners’ Association, who made public a 
letter addressed to Secretary Wallace. The other was from the 
North Atlantic-United Kingdom Freight Conference, represent- 
ing all of the lines in that trade. 

Both pointed out that the increase applies to packing house 
products, as against such commodities as grain and flour, which 
are not subject to conference control, and amounts only to one- 
tenth of one cent a pound. 

“Unfortunately an attempt has been made to create the im- 
pression that the North Atlantic-U. K. Freight Conference has not 
given sympathetic consideration to the difficulties of the farmer,” 
said the conference statement. “First of all, it should be made 
clear that the rates on bulk grain and flour are free from all 
conference regulation and the advances effective March 1 do 
not affect grain and flour, which, it must be conceded, :are the 
principal farm products.” The statement continued: 


“The agitation with regard to the advance on packing house prod- 
ucts was, we understand, instigated by the American Institute of 
Meat Packers, which embraces the large western organizations, all 
of which, it is reported, have had a most prosperous year, whereas 
the freight steamers operating to the Unit Kingdom by the North- 
Atlantic-U. K. Freight Conference Lines during the past year have 
all suffered severe losses, and to overcome to some degree these 
losses and to continue the operation of steamers an increase in 
freight revenue is absolutely necessary. It will be noted that while 
the ten cent increase means 25 per cent advance in the steamer’s 
revenue, it represents only one tenth of a cent per pound in the 
selling price of the meat products, and it must be clear to every 
fair mind that if the steamers are to continue to serve the shipping 
public, particularly in the light of increased expenses for stevedoring, 
labor, etc., a fair and adequate return must be granted to the 
ocean carriers. 

The advance in rates was announced in December, 1923, to be- 
come effective on March 1, and applied approximately at the same 
natio to all manufactured articles, of which packing house products 
such as bacon, beef, casings, animal grease, hams, lard, lard substi- 
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The shipowners and grain-growers of our country are poverty stricken 
because of unfavorable world conditions. 

I trust you will please bear in mind that no change has been 
made in the principal farm product rates and for some time past 
the ocean freight rates on wheat, corn, rye, barley, oats, flour have 
been axnsotinely low—the rate in some cases being less than the 
actual cost involved. 


I feel sure that these facts will appeal to you as being sound 
and fair and that you will be convinced that the proposed increases 
are reasonable and do not work any hardships on our farmers; and 
that if the United States is to have a Merchant Marine facts such 
as herein outlined must be given due consideration. 

The rates which are objected to by Secretary Wallace are 
as follows: Ocean rates to the United Kingdom on provisions, 
ordinary stowage; bacon, beef, casings, animal grease, hams, 
lard, lard substitutes, oleo oil, oleo stock, pork, stearic acid, 
stearine, tallow, vegetable compound; large packages, in tierces, 
barrels and half barrels, boxes weighing over 35 pounds gross, 
rate advanced from 40 to 50 cents per 100 pounds; small pack- 
ages, in boxes, weighing 35 pounds gross or less, or when 
packed in tubs, buckets, pails and kegs or other round pack- 
ages weighing not more than 100 pounds, gross 10 cents per 
100 pounds additional. 

Rates in addition to ordinary stowage: Refrigerator cargo, 
N. O. S., requiring a temperature of 25 degrees or lower, 65 
cents additional per 100 pounds; requiring a temperature of 
25 degrees or over, 35 cents additional per 100 pounds. 

Manufactured cereals, breakfast foods, such as cream of 
wheat, wheatina, postum, etc., in boxes, rate advanced from 
30 to 40 cents; in cases, from 35 to 45 cents; breakfast foods, 
light, including corn flakes, puffed and shredded wheat, in 
bags, rate advanced from 45 to 60 cents; in cases, from 50 to 
65 cents. 

It is understood here that the packing interests are behind 
the attack on the rates. Strictly farm products, such as grain 
and flour, are not subject to conference control, but fluctuate 
according to supply and demand. 





Washington.—President Coolidge has referred to the Ship- 
ping Board, for investigation, protests made to him against the 
increase of 10 cents in the ocean rate on fresh pork and pork 
products, proposed by the steamship lines operating in the north 
Atlantic, which Secretary Wallace, of the Department of Agricul- 
ture, has announced he would oppose. Senator King, of Utah, 


as 
N 
ve 
tutes, oleo oil, oleo stock, pork, stearic acid, stearine, tallow and who has also become interested in the matter, said he would w 
Yossived and piven careful consideration, but no reasoks were ad. i2troduce a resolution calling on the Shipping Board for in- C 
vanced to show that the packing interests could not contribute their formation on the subject. The Shipping Board referred the bi 
small proportion to the much needed increase in revenue. matter to the Fleet Corporation for consideration. R 
A In vagy ag _, bana — — — _~ goon age prod- —_ 
ucts was per hundr ounds an ere has been a continuous 
downward revision from that time, while operating expenses have KING’S OCEAN RATE RESOLUTION hi 
practically been continuously in the ‘reverse direction. 2 ef 
: This conference is governed entirely by the principle of fairness The Trafic World Washington Bureau $1 
of rates, maintenance of sta y, and recognizing the fac at a : : . 
mutual relationship must necessarily exist between the exporter _ Senator King of Utah has introduced in the Senate a reso be 
and the steamship owner. Therefore, it is a self-evident fact that lution (S. Res. 170) calling on the Shipping Board for informa- th 
regularity and frequency of sailings, which after all is the most tion respecting ocean rate agreements. It follows: ir 
essential thing to the shipping community of this country and par- . 
Ss the packers, cannot be maintained unless a fair and adequate ~ Resolved, That the United States Shipping Board is directed to 
return is received. inform the Senate whether the board, through the Iamergency Fleet . 
: P orporation or otherwise, is a member of or is represented in the } 
Mr. Smith, in his letter to Secretary Wallace, said that the North Atlantic and United Kingdom Conference. East Bound, having th 
, increase of 10 cents a 100 pounds on ocean shipments-of packing an office at No. 8 Bridge street, New York City; whether said board 


house commodities to the United Kingdom will make no differ- 
ence at all in the price which the farmer receives. The letter 
read as follows: 


In the first place the advice is entirely justified and, in the 
second place, as the commodities affected are principally manufac- 
tured packing house products the price received by the farmers can- 
not in any way be affected. . 

That the advances are justified is demonstrated by the fact that 
practically every freight ship in the United Kingdom trade during the 
past year has shown large operating losses, and to prove this state- 
ment I would urge you to call for the voyage accounts of Govern- 
ment ships operated by the ene Board in the trades affected 
by the freight advances referred to and examine and make public 
their voyage losses with the view of determining whether the pro- 
posed increases in the rates could possibly be called excessive. I 
would urge you at the same time to have a comparison made be- 
tween these losses and the very profitable earnings of the packers 
for the last vear. 

As you are doubtless aware, increases in wages of longshoremen 
have been made on both sides of the Atlantic and as the steamers 
in the trade were losing money before the increases were made it 
is self-evident that the traffic carried will have to bear its portion 
or share of the cost of such increase. 

The proposed advance in rates means much to the shipowners 
in that it partially overcomes operating losses, while on the other 
hand an analysis will show that such an advance on packing house 
products such as lard, bacon, hams, etc., representing only one-tenth 
of a cent per pound in the selling price abroad will not be reflected 
in the selling price of the hog on the hoof. I further suggest that 
you consider carefully whether any ocean freight reduction in the 
past has ever reflected any particular benefit to the farmer in the 
sales of his live stock to the packers. 

Shortly after the increase in rates -was announced the ocean 
lines received protests from the packers to which an immediate reply 
was sent outlining in detail the reasons and the necessity for the 
increase, but the packers have failed to answer the communication 
or even attempted to refute the arguments given for the increase. 

President Coolidge in his Lincoln day address stated that the 
American industries were all in a very prosperous condition except 
the farming interests and rightly asked for patient consideration of 
their situation. No one hearing him could fail to be impressed with 
the sincerity and strength of his statement; but the President might 
without fear of contradiction have made another exception by in- 
cluding the steamship owners in the class deserving consideration. 


has participated through said conference in raising the rates on 
ocean freight from American ports or in restricting or attempting to 
restrict ports of sailing of Shipping Board vessels for the purpose of 
diverting trade from American ports to Canadian ports or otherwise; 
whether said conference is maintaining charges for the transportation 
of ocean freight, particularly on American agricultural products, at 
higher charges than would be paid on open competitive rates; whether 
the board regards the arbitrary fixing of rates by said conference as 
a violation of the anti-trust laws of the United States; whether the 
board has prevented or attempted to prevent operators of vessels 
owned by the board from withdrawing from said conference; whether 
the board has knowledge that the British Board of Trade discrimi- 
nates by rebates or deferred rebates to British shipping through said 
North Atlantic and United Kingdom Conference, East Bound: and 
whether the board has knowledge of discrimination against American 
shipping by withholding insurance from American shipping or by 
granting preferential rates to British shipping by British insurance 
companies; and that said board is further directed to transmit to the 
Senate all documents, correspondence, and records in its possession 
relating to the premises, including the minutes of meetings of said 
North Atlantic and United Kingdom Conference, East Bound, in which 
said board or its representatives have participated. 


OCEAN RATE TREND STILL UPWARD 


The Trafic World New York Bureau 


Despite the news indicating an end of the British dock 
workers’ strike last week, no weakness in ocean charter rates 
developed and it was apparent that the underlying trend was 
still upward. Shippers were inclined to believe that the higher 
rates would show a tendency to decline, but this was offset by 
the prevailing scarcity of steamers and the refusal of shipown- 
ers to lower their prices. There was some indication that or 
ders which had been deferred during the strike would come 
into the market and that in fact rates would be stronger that 
during the strike period. Cables ‘from London to New York 
shippers said that no weakening of the charter market had bee? 
observed. 


It is recalled here that upon the end of the British railway 
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strike recently, charter rates declined temporarily but soon re- 
sumed their advance. The rate level at present is quiet but 
firm and as soon as the unsettlement has definitely come to an 
end further increases are expected. 

The grain market last week was unusually dull. Cargo 
rates were nominally unchanged, with no fixtures reported. 
Quotations on berth steamers to the United Kingdom were a lit- 
tle stronger, but rates to Liverpool, Bristol and East Coast ports 
were slightly lower. 

More inquiries were noted in the coal trade but these have 
not yet developed into definite business. Quotations fo Italy 
and Greece showed a slight advance over previous quotations. 
One vessel was reported closed to West Italy at $3.20 a ton. 

The sugar market was fairly active, with a good demand 
for ship tonnage for March loading from Cuba to the United 
Kingdom at 23 shillings, six pence to 24 shillings a ton, and at 
one shilling more from San Domingo. 

The intercoastal lumber market was strong. Rates were 
up to $14.50 to $15 a. 1,000 feet, equalling the highest prices of 
the last two years, and in some instances smaller lines were 
holding out for as much as $17. 

Information from Washington that the Secretary of Agri- 
culture had attacked the 25 per cent increase in North Atlantic- 
United Kingdom rates, effective March 1, as “unwarranted,” 
failed to disturb. the shipowners, as did also the proposed reso- 
lution of Senator King calling for an investigation and inti- 
mating that the anti-trust laws might be invoked against the 
conference. The shipowners took the attitude that an increase 
in rates was necessary. .to cut down operating losses, and that 
the approval of the Shipping Board made the agreement entirely 
legal, as provided in the Shipping Act of 1916. 

A growing demand for tank steamer tonnage was reported. 
A recent charter trans-Atlantic was made at 50 shillings a ton 
against 24 shillings, six pence about three months ago. ‘The 
intercoastal rate has advanced from 65 and 70 cents a barrel 
several months ago to well above 80 cents at present. 

The New York & Cuba Mail Steamship Company, known 
as the Ward Line, announced resumption of their services from 
New York to Vera Cruz, Mexico, with fast passenger and freight 
vessels. Advices received from Mexican agents said that rail- 
way service had been restored between Vera Cruz. and Mexico 
City, and that they were authorized to issue through interline 
bills of lading from the seaport to all points on the Mexican 
Railway and the Interoceanic Railway. 

Steamship officials of the Far East Lines said that business 
had improved since the short reaction in January. Further ben- 
efits are expected from the successful flotation here of the 
$150,000,000 loan to Japan. The effect of this financing will not 
be felt for several months, but. the steamship lines are confident 
that by May or June exports to Japan will show a substantial 
increase. 

Shipping lines with vessels at Yokohama report the harbor 
there still congested. Ships are required to discharge to light- 
ers or floats, with the result that delays are frequent. Many of 
the steamers are unloading at Kobe, which has good rail con- 
nections to the interior. 


TO APPLY SECTION 28 


The Trafic World Washington Bureau 

Reviving consideration of Section-28 of the Jones’ merchant 
marine act, the Shipping Board, February 27, adopted a resolu- 
tion, offered by. Commissioner Thompson, providing for applica- 
tion of-the provisions of the section to-all commerce other than 
grain between ports. of the United States and. certain: foreign 
ports specified in the resolution. The opinion prevailed at the 
board that the resolution would not be-made effective until some 
action had been taken to. that end by the Commission. The 
provisions of Section 28, which. provide, in effect, for application 
of export-and import rail rates only to shipments. carried to or 
from the. United States in American vessels, have been inopera- 
tive since June, 1920, when the Jones’ act was passed, the Ship- 
bing Board having certified to the Commission that shipping 
facilities under the American flag were not adequate to take 
care of the foreign commerce of the United States. Under the 
Provisions of the section the Commission then suspended the 
operation of the provisions. 

Considerable opposition developed to Section 28 in hearings 
held by the board some time ago. The Commission, in its annual 
see to Congress in 1922, recommended. modification of the 

on. 

Commissioner Thompson, in discussing the action of the 
board, gave as an illustration the following as to the benefit to 
American ships that would accrue under application of the sec- 
tion: _The through export rate on passenger automobiles from 
Detroit to the United Kingdom, via New York, is $2.02%. The 
domestic rail rate from Detroit to New York is $1.22. The ocean 
Tate from New York to the United Kingdom is $1.20. Ship- 
ments of automobiles from Detroit to United Kingdom ports via 
New York in American vessels will take the rate of $2.02% as 
against the total rate of $2.42 on such shipments if they move 
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in foreign vessels. Commissioner Thompson said the saving 
on flour would be 5% cents a hundred pounds. 
_The following statement was issued by the board: 


The United States Shipping Board on February 27 adopted a 
resolution proposed by Commissioner Frederick I. Thompson that 
will have the effect of granting to ships under American registry 
the preferential treatment embraced in section 28 of the merchant 
marine act, 1920. 

Commissioner Thompson, the proponent of the resolution, stated 
that the effect of the certification, when action had been taken by 
the Interstate Commerce Commission, would be to grant shippers the 
benefit of the through export rate only when foreign commerce moved 
in American flag vessels in the zones prescribed in the resolution, 
commerce moving in vessels other than American registry taking 
the domestic rail rate to seaboard outlet and the ocean rate from 
such seaboard destination. 

“This will establish,’”’ said Commissioner Thompson, “a distinct 
advantage for the shipper to use American flag ships in that, with 
certain exceptions, the through export rate is less than the domestic 
rate to seaboard destination with the ocean rate added. It should 
F clgye increase the movement of American commerce in American 
flag ships and prompt wider utilization of American flag vessels for 
foreign export. Section 28 was a wise provision of the merchant 
marine act, and now that there is an adequacy in tonnage in op- 
eration under the American flag the time is opportune to utilize this 
provision of the American Congress. It is. but a statutory aid that . 
previously was utilized by foreign shipping lines under contractural 
agreement with American railroads.’’ 

The resolution adopted 4 the board was: 

_ Whereas, Adequate shipping facilities to handle the transporta- 
tion of all commerce other than grain between ports of the United 
States and ports of Great Britain and Northern Ireland and the Irish 
Free State, the ports of Continental Europe north of and including 
Bordeaux and the east coast of Asia, the Islands of the Pacific ocean. 
Australia and the East India Islands and the ports of Central and 
South America; are now afforded by vessels documented under the 
laws of the United States; 

Be It Resolved, That the United States Shipping Board certify 
to the Interstate Commerce Commission that the operations of the 
provisions of Section 28 of the merchant marine act of 1920 should 
not be further suspended by said Interstate Commerce Commission 
so far as relates to all commodities except grain transported between 
ports of the United States and Great Britain and Northern Ireland, 
and the Irish Free State; the ports of Continental Europe north of 
and including Bordeaux and the east coast of Asia, the Islands of 
the Pacific ocean, Australia and the East India Islands and the ports 
of Central and South America; and 


Be It Further Resolved, That the order of the Interstate Commerce 
Commission made on the 11th day of December, 1920, should be con- : 
tinued in force except as modified pursuant to this certification. 

In its thirty-fifth annual report to Congress, the Commis- 
sion pointed out to Congress some of the results that might 


‘flow from application of the section as it stood. Reference was 


made to grain shipments, but the Shipping Board’s resolution 
excepts shipments of grain at this time. The Commission made 
the following comment on section 28 in its report and in later 
reports called the attention of Congress to that comment: 


Section 28 of the merchant marine act, 1920, provides that no 
lower rate, fare, or charge shall be charged, collected, or received for 
the transportation within the United States of persons or property 
in foreign commerce than is charged for like transportation in domes- 
tic commerce, unless the water transportation from or to the port of 
export’ or import shall have been or is to be in a vessel documented 
under the laws of the United States. It also authorizes us, upon the 
certification of the Shipping Board that adequate shipping facilities 
are not afforded by vessels documented under the laws of the United 
States, to suspend the operation of the provisions of this section, and 
to terminate the suspension. upon--further-eertification of the Shipping 
Board that adequate. facilities are so afforded. Upon appropriate 
certifications received: from that Board, we have suspended. the opera- 
tion of the provisions of this section indefinitely. ns 

The effect which the operation of section 28 may have upon the 
flow of commerce through different ports, and the possible resultant 
injury to-some ports,. merit. the serious consideration of the Congress. 
Rail carriers, in making export..or import rates, frequently group 
the ports in a given region, such, for instange, asthe gulf region, and 
the lowest domestie rate to or from any port in the group upon the 
particular description -of traffic under consideration is published as 
the export or import rate on that.traffic to or from all ports within : 
the group. The grouping is of benefit to shippers as well as to 
the ports affected, each. one’ of whieh is nearer to some points of 
origin, and more: distant from others,-than any of the other ports: - 
It follows: that between certain origins and certain ports export or. 
import and domestic rates are on a substantial parity. Even in the 
absence of such grouping the difference between the export or import 
and domestic: ratés to or from various ports is materially’ greater in 
some. instances than. in. others. When section 28 becomes operative-:. 
itis probable that export and import shipments moving in foreign - 
vessels will seek the ports saree one lowest domestic rates and at 
these ports the foreign vessels will be ablt to compete upon practically - 
equal terms. with the United States vessels. The ultimate effect of 
section 28 may be merely to divert traffic from certain ports to others 
with little or no gain in tonnage for United States vessels. 

The adequacy or inadequacy of shipping facilities afforded by 
vessels documented under the laws of the United States may vary 
from time to time dependent upon market conditions and the hazards 
of operation. It may become desirable, when adequate shipping facil- 
ities at particular ports are afforded by vessels so documented, to 
terminate the suspension of the operation of section 28 with re-. 
spect to those ports but not as to others. Subsequent developments 
may make renewed suspension necessary. The construction and 
maintenance of port facilities are costly, and if the use of ports 
is to be made variable and shifting under the operation of this sec- 
tion that cost will be reflected in varying proportions in the charges 
to be borne by the shipping public. 

Another aspect also merits careful consideration. A large part 
of our exports of grain, for example, move by rail under transit 
arrangements which permit of elevation, storing, grading, or other 
treatment within a limited period, as for instance 12 months, at the 
transit point, and forwarding on the balance of the through rate in 
effect at the time and from the place of original movement. If 
section 28, now suspended, should become operative shipments of 
grain could thereafter be carried in the same train from the same 
elevator to the same port for the same foreign vessel, on some of 
which the balance of the through export rate, which was in effect 
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perhane a year before, will be collected, and on other of which the 
igher domestic rate must be collected. If for some cause the sus- 
pension should be renewed, grain which had left the country ele- 
vator while section 28 was operative would still take the domestic 
rate from the transit point and grain originally shipped during 
the new suspension would take the export rate, although moving 
together from the same market to the same port for the same 
foreign vessel. The difficulty of policing such situations will be 
eat. Moreover, grain dealers at primary markets name prices to 
oreign purchasers on grain delivered at the port. The purchasers 
arrange for the vessel and the dealer can not tell, in naming his 
price, whether or not a foreign vessel will be selected by the pur- 
chaser. Obviously the dealers’ risk of loss will be great, and the 
effect upon commerce most prejudicial. 
In our judgment the Congress should take such action with respect 
to this section as may be necessary to obviate unnecessary conflict 
with the needs and usuages of inland transportation. 


Just how the Commission would proceed under the reso- 
lution of the Shipping Board had not been determined when this 
was written. 


PROTEST U. S. COAST SERVICE 
The Trafic World New York Bureau 


Strong protests to President Coolidge, the Shipping Board 
and to members of Congress against continuance of government 
competition with private American vessels in the intercoastal 
trade have been made by the American Steamship Owners’ As- 
sociation, it was learned this week. W. L. Marvin, vice-presi- 
dent of the association, admitted that such a letter had been 
sent. It is understood that while no definite reply has been 
received, the Shipping Board has indicated its intention of with- 
drawing this service. The Board pointed out that one of the 
two refrigerator vessels operated by Elder & Mittnacht, the 
Neponset and Wheaton, has already been taken out and that 
the other will probably be withdrawn shortly. 

The shipowners protested especially against the four gov- 
ernment vessels allocated to the North Atlantic & Western 
Steamship Company and asked that they be taken off the serv- 
ice on March 1. The owners first objected to this government 
line two years ago, but at that time the Board refused to make 
a change. Instead it said that a reasonable time would be al- 
lowed the Nawsco Line to buy the ships. The ships operated 
by the Nawsco Line are the Blue Triangle, Lehigh, Cold Har- 
bor and Artigas, each about 7,800 deadweight tons. 

The shipowners pointed out that private lines, forced by 
economic conditions to withdraw from the overseas trade to the 
protected coastwise service, are now maintaining adequate facil- 
ities for all shipments, and said further that as a result of the 
decline in business more than 25 vessels have recently been 
withdrawn by their lines. 

Another point stressed by the owners was that the gov- 
ernment vessels are losing money on every trip, and that if 
economies are to be made by the Fleet Corporation these should 
start where the competition is keenest against private American 
ships. The letter said that the Garland Line has taken eight 
steamers off the intercoastal route, the American-Hawaiian eight 
and other lines various numbers up to a total of 25 to 30. 


GERMAN TREATY OPPOSED 
The Trafie World New York Bureau 


Declaring that ratification of the proposed commercial 
treaty with Germany as now drafted would prove a further 
obstacle to the upbuilding of the American merchant marine 
and would work untold harm to shipping, shipbuilding and 
allied industries of this nation, the Atlantic Coast Shipbuilders’ 
Association has sent a protest to the Senate foreign relations 
committee against that section of the covenant which would 
surrender: all-righs of the United States to aid its shipping 
through preferential duties. 

It.is pointed out by the shipbuilders that the proposed pact 
is in direct conflict with the law as laid down in the merchant 
marine act of 1920, which requires the amendment to com- 
mercial treaties so as to permit of discriminating duties, ton- 
nage dues and railway rates in favor of cargoes carried in 
American ships. Although this section of the law has never been 
enforced, the present treaty would tie the hands of the country 
for at least ten years. 

In a letter to Chairman Lodge of the Senate committee and 
seventeen other members, Clarence Samuel King, secretary of 
the Atlantic Coast Shipbuilders’ Association, asks that there 
be eliminated from the treaty article 7, as contrary to the Jones 
act. He points out that the shipbuilders have invested millions 
of. dollars in American shipbuilding facilities and that these 
funds will be lost unless steps are taken to aid the American 
merchant marine. The policy of preferential duties was said 
to be the most effective method yet proposed, and that the 
Senate should not take any steps which would prevent the 
adoption of such a system. 

The National Merchant Marine Association, which is op- 
posed to the provisions of the proposed commercial treaty with 
Germany prohibiting either the United States or Germany 
invoking the use of discriminating duties against the ship- 
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ping of the other, believes that the Senate foreign relations 
committee will report the treaty with an amendment eliminating 
the provisions in question. 

“Opposition to the vicious terms of the proposed commer- 
cial treaty with Germany has been so strongly manifested on 
the part of American commercial and shipping interests, that 
it is believed that the foreign relations committee of the Senate 
will strike from the agreement the provision under which it 
would be impossible for ten years to come to extend any pref- 
erential aid to the American merchant marine,” the association 
says. 

The association pointed out that Chairman Jones, of the 
Senate commerce committee; Senator Fletcher, of Florida, 
ranking Democratic member of the commerce committee; Sen- 
ator Ransdell, of Louisiana, and president of the National 
Merchant Marine Association, and Vice-Chairman Plummer, of 
the Shipping Board, had appeared before the foreign relations 
committee in opposition to the treaty as drawn. 


LOVE LEAVES FLEET CORPORATION 


The Trafic World Washington Bureau ° 


President Palmer of the Fleet Corporation announced, Feb- 
ruary 25, he had accepted the resignation of W. J. Love, vice- 
president and general manager. The resignation will be effective 
at the earliest possible date, it was said. - Mr. Love gave as 
reasons for his resignation that the condition of his health 
and finances required such action. Announcement of a reduc- 
tion in Mr. Love’s salary from $25,000 to $18,000 was made 
last week. When the came with the board, in 1921, he re- 
ceived $35,000. This was cut to $25,000 later by congressional 
action. Mr. Palmer said he accepted the resignation with 
regret and commended Mr. Love for his efficient work. It was 
reported that Vice-President Sheedy also has resigned, but 
officials said they had received no word from him. His salary 
also was cut from $25,000 to $18,000. He is in New York, in 
connection wieh the reconditioning of the Leviathan. 

‘T. H. Rossbottom, manager of the United States Lines, 
the Fleet Corporation’s agency for operating Shipping Board 
passenger vessels in the north Atlantic, has been appointed 
general manager of the United States Lines by President 
Palmer of the Fleet Corporation. He will take over the duties 
of W. J.. Love, whose resignation was accepted this week by 
President Palmer. No other successor to Mr. Love will be ap- 
pointed, it was said, and Mr. Rossbottom, who receives a salary 
of $15,000 a year, will continue to receive that salary. It was 
expected that Mr. Love would complete his work about the 
middle of March. 


CONSOLIDATION OF SERVICES 


President Palmer of the Fleet Corporation will proceed to 
consolidation of the East Baltic services of the corporation be- 
fore taking up the services from north Atlantic ports to United 
Kingdom ports. This was announced, following a conference 
this week with representatives of the East Baltic Steamship 
Company, C. H. Sprague & Co. and Moore & McCormack, man- 
aging operators for the corporations in the East Baltic services. 
Each of the lines will file briefs in support of the request of 
each company that it be selected as the managing operator for 
the consolidated service. Twelve vessels are in the East Baltic 
services and this number may be reduced to eight, it was said. 


SHIPPING BOARD NOT MOVING 

Chairman O’Connor, of the Shipping Board, answering 
a resolution of inquiry adopted by the Senate, has advised that 
body that that Board has no plans for moving the offices of 
emergency fleet corporation to New York, nor is the matter 
being considered. He also said the president of the fleet cor- 
poration advised that that corporation had no such intention. 

The Senate, at the instigation of Senator Norris of Nebraska, 
has adopted resolutions (Sen. R. Nos. 173, 174, 175, 176, 177, 
179 and 179) calling on the secretary of the treasury, of state, 
interior, war, and navy and the Shipping Board for information 
as to the appearances before them as agents or attorneys of 
former members of Congress and former members of the cabinet. 





SALE OF BOARD VESSELS 

The Shipping Board announced, February 28, publication of 
a general advertisement for the sale of all the vessels compris- 
ing the government fleet. It was announced that the advertise- 
ment was designed primarily to comply with the law governing 
the sale of the Board’s vessels and was not a sudden effort to 
force the sale of the vessels. The Board said it decided the 
fleet should be advertised at this time, so that the public would 
have notice that the ships were available for sale, as provided 
by law. 





BRITISH COLUMBIA RATE DECISION 
The British Columbia freight rates case will be decided by 
the Board of Railway Commissioners early in March at its 
Ottawa sitting. . 
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RAILWAYS AND*GOVERNMENT 


The Trafic World Ottawa Bureau 


W. B. Lanigan, genral freight traffic manager of the Canadian 
Pacific Railway, in a recent address at Winnipeg, had some in- 
teresting remarks to make on “Railways and Governments.” 
Freight rates, he said, were now being made the general “goat”; 
not taxes, but tolls, were blamed for all the troubles of the 
Dominion. He said: 

Let us look at the facts. ‘The Canadian carriers earned 
from Canadian traffic in the year 1922, $248,000,000, which repre- 
sents a per capita charge of $27. In return they performed a 
distinct service, not only in bringing to your doors your require- 
ments, but in carrying the products of the country to both for- 
eign and domestic markets. This represented 119,000,000 tons 
carried, over thirty billion ton miles, with a net of 2.79 cents 
on the dollar over operating expenses. For the year ending 
March 31, 1922, the average cost of federal, provincial and 
municipal government per -head to the people of Manitoba was 
$108.75 per annum. Freight tolls have steadily decreased since 
the peak in 1920. They represent a definite and measured serv- 
ice. You may be at some loss to discover the service equivalent 
return for increasing tax payments. Every year since 1920 has 
witnessed substantial reductions in freight tolls; every year since 
1918 has witnessed substantial increases in taxation; every year 
has witnessed substantial economies in railroad expenditure, 
and in operating costs; every year has witnessed increasing 
federal and provincial capital and current expenditures, until 
the augmented burden has become a menace to production, a 
handicap to industry, and the chief factor in the high cost of 
living. The time is at hand when we must investigate our 
political performance with the same thoroughness that we have 
devoted to the lesser matter of freight charges. 


CANADIAN NATIONAL EXTENSIONS 


The Trafic World Ottawa Bureau 


Hon. George P. Graham, Canadian Minister of Railways, in 
an interview at Ottawa, February 27, stated that the government 
was determined to press-on with its branch line railway policy 
as soon as possible after the House opened, and gave some 
reasons why it was necessary to bring down the bill practically 


“ it _ presented to, and rejected by, the Senate, last session. 
e said: 


I do not care to comment on the action of the Senate, but I do 
wish to make clear the position of the government. Last year a 
program to cover three years construction was introduced in a bill 
which passed the Commons. The only real objection taken there was 
by the leader of the opposition who wished to have the items re- 
quired put in the estimates year by year. Under present labor con- 
ditions, this is not practicable, and any business man will see the 
difficulty at once. ies must be got out in the winter, for example, 
but no order can be given for ties or rails or any other necessary 
supply for construction until after the vote passes. That means that 
even the preliminary steps cannot be taken for months after a vote 
is taken. A private corporation can get all similar work done and 
be prepared to go on in the spring. In our case the contractor will 
only get started when the harvest arrives and help will be lost by 
men going to the harvest fields. Little can be done after that be- 
fore frost sets in. During that winter ties can be secured, but 
when the time for spring work comes, a road being built under a 
yearly vote from parliament is at a standstill after March 31, the 
a of the fiscal year, until parliament votes money again, and 
the same process will be repeated as in the previous year. Unless 
pod TS eaeceene continually for this work, it is almost impossible to 
oi Sar ponies _ ~—— poe ent receives 

rt as to operations, an there is an i 
ie = oe can Le repealed. . . i 
e Guysboro ro n Nova Scotia was a rt of railwa: oli 
announced by the Laurier government years tee and poste Me od 
parliament at.that time. One of the lines in that program was built 
y the Conservatives, but this and other lines were dropped. The 
Tentern roads are being built by a bond issue to be guaranteed by 
€ government. Why should this parliament insist on these amounts 
= in ine ete, Se ee oa eal wn sage of former 
undreds of millions of railway bonds without an 
Suggestion that they should go in the estimates? x 


The Minister of Railways is apparently preparing the stage 
for the fight which he knows is coming when this’ bill pam 
reaches the Senate. The members of the Senate who fought 
the bill last year have let it be known that if the bill is pre- 
sented in the same form as last year, they will again reject it, 
and there will be no extensions to the Canadian National for 
a year. It is intimated that at the opening of the Senate, 
; € government will be advised by the Senate junta whieh is 
ye it—and which is practically synonymous with what 
oe nown as “the C. P. R. crowd”—that it will not be acceptable 
pee useless extensions are eliminated and parliamentary 
ea of capital railway expenditures retained.” In the above 

tview Mr. Graham is attempting to meet some of the ob 
jections mentioned. 
= — bill was introduced in the Senate last year on June 28, 
i ays before parliament prorogued it. It covered a branch 
ee of 1,100 miles, at an estimated cost of $28,000,000. 
ane ors who opposed it estimated that, based on the costs of 
Se gu of the Transcontinental railway, the ultimate cost 

be not less than $100,000,000. They claimed that this 


. 
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made a serious departure from parlimentary practice, and was 
equivalent to giving the National Railway directorate a blank 
cheque for three years to construct all the railways they desired, 
borrow all the money they wanted, without referring to or con- 
sulting parliament. This charge could not be substantiated, 
as the directorate presented a complete and minute program 
to the government of the work they intended to carry eut. The 
general practice in Canada has been, however, an annual vote 
on the work proposed to be done. Criticism to the Guysboro 
road has been intense. It is estimated that the road would 
cost not three, but seven millions, and it as almost certain 
that it would create an annual deficit of a considerable sum, 
as it runs through a largely unsettled country to serve the 
shore portions of eastern Nova Scotia, which now have trans- 
portation with the outside world mainly by sea. The Govern- 
ment leader in the Senate put up very little defense for the 
bill, and it was defeated by a vote of 47 to 10, six government 
supporters voting against it. 


CANADIAN FREIGHT LOADING 


The Trafie World Ottawa Bureau 


In the week ending February 16, 53,077 cars of revenue 
freight were loaded at stations in Canada, an increase over the 
previous week of 1,471 cars. Grain fell off slightly in the east, 
but there were increases in both coal and pulpwood in both east 
and west. Compared with the corresponding week last year, the 
increase in car loadings was 13,505 cars, 8,074 in the east and 
5,481 in the west. ; 

For the Week Ended 




















192 
Feb. 2 Feb. 9 Feb. 16 
Cars Cars Cars 
Eastern Canada— 
Commodity 
Grain and Grain Products ............. 2,860 2,927 2,438 
EE IE ics o-soss a aoe ee ae tas tye 8 Cee lpet 1,183 1,043 1,068 
CE 5 be Wr a area > oo Ole arate te Sele aa Sem 1,353 637 1,171 
CE o-U iaers oa amibin bie She abe Ae Ostet 208 319 
NN OOO ER CRE TT 2,202 2,441 2,429 
EE ns dtic ooo ees Corer sete tos 6 3,384 3,706 3,921 
FR Oe I oid ska cede es COUN ba teehee 2,133 1,953 2,177 
Other Forest- Products. 00 sede viicccécwoes 1,720 1,829 1,734 
SRE ie 6 RE ERP Beth, Loe ane 703 653 
pe OR Oe oe A Se ee ee 9,652 9,950 10,005 
DT ona 6 Se He Ts Wink e sic big 9,076 9,017 9,683 
Co ee eee reer 34,450 34,414 35,592 
Total Cars Received from Connections. .30,664 30,684 34,514 
Total Cars Loaded for Corresponding 
i. eR ie reeererte 32,083 31,316 27,518 
Western Canada— 
Commodity 
Grain and Grain Products............. 6,050 6,193 6,449 
Ne RN aod oat ois a C's pe e's Sine 5-6 o's ee 1,063 1,046 926 
CN Sy og cc esa Sees Geld etcs who vew coe 2,717 1,982 2,032 
Ee eee ee eee ce ee ee 46 56 49 
ee ee ere 719 708 854 
I cies aro hc gareia a at ehe.8 5-0. 6/4 hee 396 466 510 
Pe eS errr ey eee 230 285 266 
Other Forest Products © o'.00.. coe o Fase wee 1,704 1,743 1,471 
EAP SRE 9 TIRE AAR RTI Ree an eo 249 282 324 
Wrens Fas 80, Ban So Seo Sic sie ee cis 3,105 2,789 3,093 
BR COTTR OG: «6.5 6-66. 6 Ho '6 6066 0 does 00 we e's y 1,642 1,611 
Kg MS ee a eee 17,970 17,192 17,485 
Total Cars Received from Connections.. 3,264 2,983 2,848 
Total Cars Loaded for Corresponding 
| <7 ear apne aiateheep owes 14,451 13,605 12,054 
Total for Canada— 
Commodity 
Grain and Grain Products............. 8,910 9,120 8,887 
I ao oie > Sis wh othe ore a vis eo eee eu 2,246 2,089 1,994 
Ge ay vo bass + a is Pa ae Seiwa ela bs. e- eles 4,070 2,619 3,203 
CEE oie oF SS SRG K sicwehnttenad +bicae ey 333 264 368 
RS SE EE. OO ta Eee TS 2,921 3,149 3,277 
is ane te:d6 6 ais te etre Sa 0 00g SHH 3,780 4,172 4,431 
Patt WO BS ere reo ei a 2,363 2,238 2,443 
Other Forest Products...............+. 3,424 3,572 3,205 
WN hate aia thine «ae ae wids 6 oT Ale orbs 0% bares 849 985 977 
WSIS, TS. Tae. Sie facie Cc cas 12,757 12,739 13,098 
IE oo 08h 550-0 Siriesgreereealewiewesio's 10,767 10,659 11,194 
Tote? Care Deeded. <..6.0' 6620 vases 52,420 51,606 53,077 
Total Cars Received from Connections. . 33,928 33,667. - 87,862 


Total Cars Loaded for Corresponding . 
WEHCER, MEME o> 60.98 45 spraid-balea bie wee we 46,534 44,921 39,572 


CANADIAN TRUCK TAX PLANS 


The Trafic World Ottawa Bureau 


The province of Quebec proposes to get after the motor 
busses, which do a freight business on the highways of the 
province, with taxation on a very much higher scale than for- 
merly. Two factors are being taken into account. One is that 
the autobus has become practically a public carrier, and ought 
to be taxed on that basis; the second is that they ought to pay 
more for damage caused to the highway. On the first basis the 
argument of the government is that the autobus does a passenger 
and freight business in competition with railway companies 
which buy, build, and maintain their own right of way, the cost 
of building a mile of railway being estimated at around $60,000, 
a mile, and in addition the yearly maintenance. The autobus 
comes in competition with those heavy tax-paying companies, 
using a highway built by funds raised from public taxation. 

First of all there will be regulation as to speed, a limit of 
16 miles an hour being contemplated. The present tax on buses 
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is $25 per ton capacity yearly. It is proposed to tax them at 
the rate of one-half cent per ton per mile, which, on a basis of 
20,000 miles a year means $300;_ $1.50 per hundred for the license 
itself, which is calculated will work out at about $75 per year; 
a gasoline tax of two cents a gallon; liability insurance which 
is expected to be about $500 per year per car; or a total 
cost of operating each bus of from $900 to $1,000 a year. There 
are about 260 busses now running in the province and they are 
protesting vigorously. : 


CANADIAN GRAIN MOVEMENT 


Returns issued by the department of statistics show that 
the number of cars of grain inspected in the five months of 
the current crop year, to January 31, was 246,401, of which 
136,629 are credited to the Canadian Pacific Railway, 108,893 to 
the Canadian National, and 869 to the Great Northern. This 
is an increase over the same period of last year of 21,441 cars 
for the Canadian Pacific, and 14,114 for the Canadian National. 
The movement of grain to Vancouver during the first five 
months of the current crop year was 22,540,353 bushels, as 
compared with, 11,533,000 in the same period last year. Of this 
about two-thirds went by the Canadian Pacific. The increased 
movement through Vancouver seems to have reduced the vol- 
ume through United States ports.. During January only 1,676,- 
000 bushels of wheat went through the latter, as against 4,384,- 
000 in the same month last year. 

Shipments east by rail from the head of the lakes have 
also fallen off. For the five months ending January 31 this year 
they were only 7,250,000 bushels, as compared with 21,037,000 
for the same period last year, although 36,000,000 bushels more 
went into the ports at the head of the lakes. 





CANADIAN MAINTENANCE WAGES 


Officials of the Brotherhood of Maintenance of Way Men are 
making application for a further conference between that organ- 
ization and the Railway Association of Canada, representing 
the railways. This union and their employers have been at 
odds for some time over wages, a board of arbitration having 
made an increase which the railways refused to accept. A bal- 


lot of the members was taken and resulted decidedly in favor of - 


stopping work, but no action has yet been taken along. that 
line. 





CANADIAN NATIONAL PENSIONS 


A superannuation scheme for the benefit of employes of 
the Canadian National is being worked out between representa- 
tives of the employes, the department of railways and the C. N. 
board of directors. The conclusions reached will be submitted 
to the men and to the government and, if it is approved, a 
superannuation act will be presented to Parliament. 


EXPECTS DIVERSION OF AMERICAN TONNAGE 

J. W. Wilkinson, freight traffic manager of the’ White Star- 
Dominion Line at Toronto, predicts an increasing volume of 
freight traffic to Canada, and with the steadily improving fa- 
cilities at Montreal, thinks more and more traffic should be 
diverted from American Atlantic ports to the St. Lawrence. 
“During the coming season,” he says, “it is expected that a 
large amount of American produce, particularly from the Chi- 
cago district, will be routed via Montreal. American shippers 
of produce prefer the Montreal route, because it is cooler than 
the New York route, while quicker rail connections are also 
obtainable.” 


FREIGHT MOVEMENT OVER C. P; 


During February to date general freight movements over 
the’.Canadian Pacific lines have increased 15.2 per cent over 
the same period-last year. On eastern lines the increase has 
been 8.5 per cent and on western lines 25.per cent. The heavy 
increase in the west is due to the fact that: three times as much 
grain is being loaded this year as last, mainly through Van- 
couver. There is little grain moving through Fort William, but 
shipments of forest products, automobiles and flour have in- 
creased heavily over last year. 


CANADIAN RAILWAY EARNINGS 


There were substantial increases in earnings in both Cana- 
dian railway systems for the week ending February 14. Cana- 
dian Pacific traffic earnings were $3,168,000, an increase over 
last year of $629,000, or 24.7 per cent. Canadian National were 
$4,405,497, an increase of $582,179, or 15 per cent.- Gross Earn- 
ings of Canadian National from January 1 to February 14 were 
$27,055,322, an increase of $497,861, as compared with the cor- 
responding period last year. 


CANADIAN PACIFIC IMPROVEMENTS 
The Canadian Pacific Railway has given an order to the 
Algoma Steel Corporation for 50,000 tons of 100-pound rails, 
25,000 tons each for eastern and western divisions. The com- 
pany has also made known its program of improvements and 
betterments for the coming season. It provides for additional 
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yard trackage at the head of #he lakes and extensive improve- 
ments at Winnipeg. To permit the grain movement of 1923 
to be exceeded next year, additions will be made to terminals 
at various points, while there will be heavy extensions to ex- 
isting trackage at many points. In the east there will be 225 
miles of track rock-ballasted. Steel bridges will be built at 
many points to handle the heavier engines now being used. 


CANADIAN EXPRESS RATES 


Express companies operating in Canada and acting through 
the Express Traffic Association have filed notice with the Board 
of Railway Commissioners canceling tariffs covering miscel- 
laneous commodity rates on butter, eggs, poultry, packing-house 
products, fish and other items, applying to various points in 
Quebec and Ontario. They are effective until March 10, when 
it is the intention of the companies to revert to previous higher 
rates. Meanwhile, the Board of Railway Commissioners has 
temporarily suspended the cancellation notices, so that shippers 
interested: may have an opportunity of presenting their views 
before any definite action is taken. The board has suggested 
a meeting at Ottawa on March 6 for the purpose of hearing 
witnesses representing the companies and the shippers. 


CANADIAN NATIONAL EARNINGS 


The statement of operating results for the month of January, 
1924, issued by the Canadian National Railways, shows a net 
of $491,421.14, as compared with a deficit of $596,738.65 for 
the same month in 1923, an improvement of $1,088,159. Gross 
earnings decreased 2.3 per cent, while operating expenses de- 
creased 7.9 per cent. Gross earnings, operating expenses, and 
net earnings for the month compare as follows: 

Gross earnings—January, 1924, $18,328,491; January, 1923, 
$18,765,458, decrease $436,967, or 2.3 per cent. 

Operating expenses—January, 1924, $17,837,070; January, 
1923, $19,362,197; decrease, $1,525,127, or 7.9 per cent. 

Net earnings—January, 1924, $491,421; January, 1923, deficit, 
$596,739; ineréase, $1,088,160. 


SWEDEN HAS MORE STEAMERS 

Norwegian and Danish merchant marines suffered a net 
decline in 1923, the former of about 36,000 gross tons and the 
latter of 24,000 tons, but Swedish shipping gained 57,000 tons, 
almost as much as the loss of the other two together, says 
Acting Commercial Attache Sorenson in a report to the De- 
partment of Commerce. The decline in Norway’s merchant 
marine was due entirely to a reduction in sailing tonnage, 
steam and motor ship tonnage increasing 17,000 gross. tons. 
Denmark’s merchant marine declined because of the sale: of 
$5,000 tons to foreigners. The increase in the Swedish mer- 
chant marine was largely the result of purchases of ships abroad. 

At the end of 1923 the total Norwegian merchant marine 
amounted to 2,515,073 gross tons, of which only 114,000 were 
sailing vessels; Swedish ships aggregated 1,220,077 gross tons, 
practically all steam and motorships, while the Danish. mer- 
chant fleet included 996,816 gross tons, of which 949,352: tons 
were steam and motorships. 


; FINLAND’S SHIPPING IN 1923 ae 
The volume of shipping entering and clearing from: Finnish. 
ports in 1923 inereased approximately 13 per cént over the 
preceding year, says Consul Leslie A. Davis, Helsingfors, -while 
the tonnage‘ of vessels carrying cargo to or ffom. Finnish. ports 
increased 20 per cent. During 1923. a. total. of. 7,647 ships “of. 
3,459,572 net. tons-entered. the ports of Finland, of which: 4.158 
ships; aggregating 1,696,141 net. tons, entered with cargo. The 
number of vessels. departing from Finland in the’ same year. 
was 7,450, and their net tonnage, 3,459;211, of which 5,945 ships, 
representing 3,266,278 tons ‘cleared with- cargo. Ships from- 
German, Swedish and: English’ ports: accounted’ for more: than” 
half of the entrances, while véssels bound for Sweden, England 
and Denmark comprised over half the clearances. 





GREATEST PORT ON CONTINENT 


In spite of disturbed conditions in Europe, and of the gen- 
erally unfavorable shipping situation, commerce through the 
port of Antwerp has continued to grow, says Consul Hugh S. 
Fullerton. Antwerp has now become the greatest port of con- 
tinental Europe, the total of entrances during 1923 reaching 
the impréssive figure of 9,351 ships, of more than 17,000,000 net 
tons. The record established in the year just passed means 
a lead of 1,282 entrances over the total number of vessels enter- 
ing Rotterdam, which, in 1922, occupied first place among Euro- 
pean ports. 


ACQUISITION OF TELEPHONE PROPERTY 
The Commission has approved acquisition by the Illinois 
Bell Telephone Company of telephone properties formerly 
owned by Hiram D. Wagner, deceased, consisting of toll lines 
extending from a point 6 miles west of Peoria, Ill., to a point 
near Farmington, Ill., with branches to Yates City and Cal 
ton, Il. 
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Freight Routing 


(Fifth of a series of articles written for The Traffic World by J. D.«Collier) 


When we approach the subject of inbound routing to a city 
served by three or more railroads, we must do so in a state 
of mind fully comprehensive of the responsibility and size of 
the task before us. A concern which neglects or overlooks 
proper consideration and action in this connection, contributes 
not only to the tremendous terminal problems of their city 
and the carrier, but to a great and needless expense to them- 
selves. It would be interesting to have access to figures, if 
existent, showing the total tonnage and number of less-than- 
carload shipments received inbound at a large center which were 
unrouted by shipper, so that the nearest or most economical 
delivery could be taken by the receiver. The economic waste 
caused by the lack of full routing, especially terminal line and 
station, is most appalling. The public in general, since the 
advent of the motor truck, fully comprehends the term, “ter- 
minal congestion,” but is Slow to realize that the first step 
in its solution is proper routing. This statement would be 
more fully appreciated if a careful study were made of the 
cross-trucking in a large center made necessary by lack of 
either intelligent routing instructions by the receiver or com- 
pliance with them by the shipper. The intensity of this prob- 
lem is admitted, but we must realize that the solution of the 
problem can only be worked out by concerted effort of all 
freight receivers with each other, and especially in their own 
organizations. The time is past in the mind of the thinking 
executive when the solution rests entirely in political action, 
through some divine prophet, or through the advice of some 
soap-box orator who draws a crowd by damning the railroads. 

Let us follow the growth of a large center industrially and 
from a transportation standpoint, so as more fully to realize 
the full scope of the problem it brings into being and the de- 
velopment of transportation to meet the increasing tonnage 
development. We can then more readily ascertain and appre- 
ciate the necessity and importance of getting desired results by 
proper routing. 

The carriers’ freight stations were located generally when 
the city was young; business grew as the community devel- 
oped, and it is most logical that the business district grew 
around the transportation or..freight house center. It follows 
then that land values grew, and in most instances it was prac- 
tically impossible for the carrier to expand its station facilities 
to meet this growing demand. The next step in the industrial 
development required that outlying stations be used—perhaps 
suburban stations—which were eventually enveloped by the 
city in its corporate limits. When this growth was‘stabilized 
it caused many foresighted manufacturers to locate their plants 
farther from the center of the city in order to obtain cheaper 
land and better working conditions. This latter industrial de- 
velopment led to the absorption of carload switching by other 
carriers so as to have access..to an industry located on the 
rails of a competing or belt line, then the absorption on less- 
than-carload shipments in trap or ferry cars, as they are 
sometimes known, under certain restrictions. The industrial 
development in certain locations, including the building of belt 
lines connecting the various trunk line carriers, and they in 
turn having developed industrially by building freight houses 
for shipping and receiving less-than-carload freight, has brought 
into being what is known as the universal freight station. At 
these stations less-than-carload shipments are received from and 
shipped to all points reached by carriers under certain restric- 
tions. We have a further example of the broadening facilities 
by the opening to connecting lines of outlying freight stations 
Within certain industrial or city districts. 


Many other factors, on which it is needless to comment 
here, contribute to the “why” of these broadened terminal fa- 
cilities. Suffice it to say that, in general, the foregoing is how 
the development came about. 


To simplify, and thereby make more easy to comprehend, 
the problem of inbound routing, we may divide terminal prob- 
lems into three classes, the first of which we will term full 
terminal facilities—as in Chicago; second, restricted terminal 
facilities—such as the Twin Cities; third, seaboard city ad- 
vantages of water and pier delivery—such as New York. 


There is no doubt that Chicago has the most complicated 
and comprehensive terminal facilities of all cities. Chicago— 
or, as it is better known from the transportation man’s stand- 
point, the Chicago Switching District—is approximately 28 miles 
long (north and south) and 12 miles wide, and it includes ap- 
proximately 105 stations receiving or shipping less-than-carload 
freight, including ten universal stations. It is tapped by 22 
trunk lines and 9 belt carriers, on which are located approxi- 
mately 3.200 industries having private sidings. In addition, the 
Chicago Warehouse and Terminal Company operates a freight 
subway system having four union stations, and the Merchants’ 
Lighterage Company operates a belt line on the Chicago River 


to the docks of many large concerns. It also has two. less-than- 
carload universal freight stations and one large trunk line, and 
also has river service. Generally speaking, all freight, regard- 
less of to whom it is consigned, or the consignee’s location in 
the city, when received in Chicago is sent for delivery to the 
main inbound freight station by the inbound carrier. 

With this fact in mind, when we consider the vast expanse 
of Chicago as defined in the territorial limits of the Chicago 
Switching District, it becomes obvious that, through improper 
routing or lack of routing, it is possible for a shipment to arrive 
at the downtown freight station of the carrier, which necessi- 
tates ten to fifteen miles of hauling, whereas, through the proper 
routing instructions being given the shipper, and adherence 
thereto, the shipment could be delivered to some point within 
a mile or two of the plant itself. To do this it is necessary, 
of course, that proper investigation be made as to the nearest 
receiving station to the consignee’s plant consistent with the 
relationship of the absorption by the line haul carrier to the 
connecting line carrier, to get this delivery made. Knowing 
this, and routing accordingly, will frequently save several miles 
of hauling, which will result in great economy. It is readily 
recognized, however, that there may be a slight delay beyond 
the line haul carrier in making a specified terminal station de- 
livery; but to most stations, under normal conditions, the delay 
is negligible. 

As previously stated less-than-carload terminal facilities are 
very board and flexible. It is obvious that in order for any 
line haul carrier to do business with the Merchants’ Lighterage 
Company on the river, it be so situated that physical connec- 
tions can be made. This necessarily restricts the shipments of 
the Merchants’ Lighterage Company to certain carriers having 
these physical connections and carrying in their tariffs a pro- 
vision covering: deliveries via the river, so that a full under- 
standing must be had of the complicated rules and regulations 
governing the absorption of connecting lines charges, in order 
that a shipper may avail himself of the full flexibility of the 
terminal facilities offered. 

If sufficient tonnage is-received from any given territory, or 
can be routed and the tonnage concentrated via a certain carrier 
or carriers, inbound, it is possible that enough freight can be 
moved so as to comply with the minimum weight regulations 
of the terminal tariff, and thereby permit the receiver to avail 
himself of the wonderful service offered through the facility 
of inbound trap or ferry cars. If sufficient study is made of 
this situation, and the tonnage is concentrated in such a way 
so that it can be brought in over a specified one or two carrier 
route, it will then be held up at the outer freight station, or 
transfer point, and upon accumulation of a certain amount, will 
be forwarded in a car direct to the plant of the receiver, pro- 
viding he is located on a private siding and this is permissible 
under the terminal rules and regulations, which are in some 
instances restricted, but which are in general very broad. In 
eases of this kind, expense bill are grouned showing the car 
into which the shipments were loaded and delivered to the re- 
ceiver. who is then in a position to check the freight rates, 
weights and extensions, and to check out the car when it is 
received. This feature is not only economical in that it elimi- 
nates inbound drayage. but. by concentration, it allows the car- 
rier to avoid the congestion of its downtown station, not only 
to the extent of the freight so forwarded, but bv eliminating 
the congestion caused by sufficient teams to haul this freight. 
This is the seeond step in the scientific routine of inbound 
less-then-carload tonnage to a large center having’ full terminal 
facilities available. The third step, or phase. reauires a further 
analvsis of the inbound tonnage as to point of origin, evenness 
of flow, and the routes available from a specified territory. 


In order specifically to explain this situation. let us con- 
sider that throughout the New England states a given coneern 
is receiving on the average, most seasons, 8.000 nounds per day. 
In this event it would he nossible to route all shipments so 
that they would pass through a given border line or western 
terminal point. so that arrangements could* be made upon the 
arrival at that noint tn have the shinments loaded into a car 
to he forwarded direct from that noint throush to Chicago and 
delivered without handling to connecting line for placing on 
ecnsisnee’s siding. The establishment of a regular service of 
this kind has pverhans some of the greatest advantages in the 
merchandise line of any, as it is onlv necessarv then to know 
the forwarding date from point of origin and the anvroximate 
time to the enneentration noint, to enable an examination of 
the earrier’s hilline records to ascertain into which car the ~ 
nartiewlar shipment was forwarded. The car being forwarded 
to all intents and nurnoses as a earload (although the combined 
shipments are billed at a less-than-carload rate), tracing of anv 
individual shipment can be made by tracing the car itself, not 
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only outbound from the concentration point, but by means of 
passing reports en route, arrival in the district, and delivery to 
connecting line. By this method it is possible for the receiving 
end of the traffic department to advise the buyer in the purchas- 
ing department, rather definitely, just when the shipment will be 
received, so that intelligent and actual information may be at 
hand on which to predicate local purchases, reorders, or sub- 
stitutions of merchandise. 


In considering the volume of freight necessary to install a 
system of this kind, it is well to consider tonnage which under 
normal conditions would move via express, as it is a well rec- 
ognized fact that speed is not essential if actual information 
of the movement can be had along the route. This again re- 
verts to the possibility of a traffic department, after proper 
consideration, investigation, and co-operation, saving consider- 
able money by routing parts of large orders via freight and 
only a certain portion of them via express. Some of the large 
houses having a great amount of tonnage have been able in 
the past to select a certain route from a large eastern center, 
such as New York, and order all shipments from that territory 
delivered to this line, so that a full package car can be for- 
warded from the receiving station to the plant in Chicago. If 
this is not possible in a city like New York alone, several of 
the carriers having outlying transfer points in Jersey City, and 
concentrating locally from Philadelphia north throughout Greater 
New York, Jersey City, Newark, and the great industrial terri- 
tories in the vicinity, can route these shipments through this 
same transfer point and thereby make it possible to concentrate 
sufficient tonnage to forward these cars. 

In order properly to analyze the possibilities of the tonnage 
necessary to take advantage of these various systems of routing, 
and thereby to obtain the fullest extent of the service obtain- 
able through them, full co-operation with the routing depart- 
ments must be given by the entire organization with which 
the traffic man is connected, especially on future orders, as the 
system is a difficult proposition to work out properly and 
depends to a great extent for its efficiency on the continued 
flow of tonnage through the concentration points ultimately 
selected. 

In order to enable the routing clerk to handle inbound 
routing intelligently, it is suggested that he be fully familiar 
with the methood of routing L. C. L. shipments from all points 
from which large or numerous L, C. L. shipments are shipped 
to his destination, considering whether or not a through car 
is run daily or tri-weekly to his point, and if not via one line 
if this is done by another. Or it may be possible that, if no 
through car is loaded, a better service to a junction point via 
one line than another may be obtained. By co-operating with 
the local chambers of commerce at these points, and also co 
operating with receivers in his own city, it may be possible for 
receivers to select a certain route which can develop a first- 
class service, concentrating the various tonnage, and in ail 
probability, after agreeing upon this route sufficient tonnage can 
be provided for a through car to destination. 

It has been, in the experience of the writer, a sad com- 
mentary on the co-operation of some concerns that in a certain 
territory throughout New England three originating carriers 
were available, each forwarding from two to five thousand 
pounds per day to western termini or border junction points, 
where, by co-operation of the individual concerns at destination, 
they could have routed it all via one line and a through car 
could have been forwarded from the point of origin to destina- 
tion, an advantage not only to themselves but to the carriers. 
That this is not more generally considered is in the estimation 
of the writer due to the lack of inbound less-than-carload routing 
knowledge on the part of a number of concerns, or the placing 
of routing in the hands of some person who is not qualified 
to properly handle it or who has other duties erroneously con- 
sidered more important. 


FINANCE APPLICATIONS 


The Valley Railroad Company has applied to the Commis- 
sion for authority to issue $2,000,000 of first and refunding 
mortgage bonds and the Delaware, Lackawanna & Western for 
authority to guarantee the bonds. The bonds will be delivered 
to the D. L. & W., the lessee of the Valley company. 


The Chicago, Rock Island & Pacific has applied to the Com- 
mission for authority to issue $1,000,000 of 4 per cent general 
mortgage gold bonds and $1,000,000 of 4 per cent first and re- 
funding mortgage gold bonds. The general mortgage bonds will 
be issued to reimburse the company for expenditures from 
income and the other bonds will be issued against the general 
mortgage bonds. 


The St. Louis, Kennett & Southeastern Railroad Company 
has applied to the Commission for authority to issue $150,000 
of first refunding and improvement mortgage gold bonds bearing 
6 per cent interest, to refund, pay and retire a like amount 
of first mortgage bonds. 
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Personal Notes 





B. F. McKibben, formerly traffic manager for the Pacific 
Egg Producers, has accepted the position of execute secretary 
in charge of traffic and executive matters for the Pacific States 
Butter, Egg, Cheese and Poultry Association. 

W. D. Beck, chairman of the Chicago Operating Committee 
of the American Railway Association, has been appointed dis- 
trict manager and manager of the refrigerator department of 
the car service division, succeeding J. M. Egans, resigned to 
become vice-president of the Missouri Pacific. 

W. F. Bollman has been appointed division freight agent 
of the Baltimore & Ohio at Springfield, Ill., vice E. A, Ferguson, 
promoted. 

R. A, Peters has been appointed ‘general agent at New 
Orleans of the Union Pacific. W. A. True has been made in- 
dustrial agent at Kansas City. 

W. C. Stewart has been appointed traveling freight agent 
. aa Winston-Salem Southbound Railway, with office at Phila- 

elphia. 

Gabe A. Fischer has been appointed general agent of the 
Monon, with offices in New Orleans. 

John C. Beale has been appointed commercial agent of the 
Erie, with offices in Chicago. H. F. Bell has been made foreign 
freight traffic manager at New York. 

Philip L. Johnson has been appointed traveling freight 
agent of the Wabash at Houston, Tex., vice C. B. Goins, re- 
signed. T. G. Smith has been made traveling freight agent, 
with headquarters at St. Louis, succeeding B. J. Gannon. 

O. F. Baughman has resigned as district manager of the 
Luckenbach Steamship Company, Inc., at Cleveland. H. H. 
Blackburn has been appointed traffic representative in charge 
of the Cleveland office. He has been connected with that office 
for about a year and is well known to the trade. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Decatur will hold its fourth 
annual industrial banquet March 20. The Honorable Thomas 
R. Marshall, former vice-president of the United States, will be 
the principal speaker of the evening. 





The Traffic .Club of Baltimore will hold its annual election 
of officers at the meeting March 4. A number of entertainment 
features are planned for that night. Colonel Harry C. Jones 
will be the speaker. 





The Traffic Club of Kansas City met February 26 and were 
addressed by George Dallas Dixon, vice-president of the Penn- 
sylvania, on “General Railroad Conditions,” and W. J. Bailey, 
governor, federal reserve bank of Kansas, on “General Business 
Conditions.” 





The Elmira Traffic Club held its annual meeting February 
13, at which the following officers were elected: President L. 
T. Barnes; vice-president, J. C. Field; secretary and treasurer, 
M. J. Wilson. 





The Traffic Club of St. Louis met February 25 and was ad- 
dressed by George W. Dixon, vice-president of the Pennsylvania. 





The Traffic Club of Kalamazoo held its first of a series of in- 
formal social affairs February 21, meeting at dinner at the 
Columbia Hotel. 





The Traffic and Transportation Association of Pittsburgh has 
elected these officers for the current year: President, H. A. 
Dietz; vice-president, H. L. Geyer; treasurer, L. L. Weber; re 
cording secretary, E. J. Siemon; financial secretary, J. A. 
Ferguson, 





The Transportation Club of Evansville met Feb, 20, when 
the members discussed plans for the annual October dinner. 





The Akron Traffic Association has announced its meeting 
dates for the remainder of the year, as follows: March 11, din- 
ner; April 14, luncheon; June 25, all day picnic; August 11, 
road house dinner; Sept. 15, luncheon; October 14, dinner; De- 
cember 10; annual gridiron dinner. 





The Traffic Club of Memphis and the Norfolk-Portsmouth 
Traffic Club have become members of the Associated Traffic Clubs 
of America. 





The Nashville Traffic Club held its third meeting the even- 
ing of February 25 at the Commercial Club. The speakers on 
the regular program were Charles S. Martin, of the Spurlock- 
Neal Company, chairman of the board of the Nashville Traffic 
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Bureau, and Henry A. Palmer, editor of The Traffic World. 
President Whiteford R. Cole, of the N. C. & St. L., was presnt 
and was called on for a few extemporary remarks. He spoke 
of the injustice of the Commission’s order requiring the rail- 
roads fo spend between two hundred and three hundred million 
dollars for safety devices when it was not certain that any de 
vice that might be adopted would be satisfactory and when 
the device itself was only intended to correct accidents by col- 
lision, which caused only six per cent of fatalities on railroads. 
He said efforts were being made to induce the Commission to 
permit a trial of devices on a limited number of roads before 
requiring universal adoption. President Herbert presided. 





The Birmingham Traffic and Transportation Club held its 
first annual banquet at the Tutwiler Hotel the evening of Feb- 
ruary 27. More than two hundred and fifty members and guests 
were at table. The speakers on the regular program were J. 
Mercer Barnett, president of the Packard Motors Company, of 
Alabama, who spoke humorously of a recent trip to Europe, 
and Henry A. Palmer, editor of The Traffic World. A. G. Pat- 
terson, chairman of the Alabama commission, was a guest and 
was called on for a few remarks. The toastmaster was Henry 
L. Badham, president of the Bessemer Coal, Iron, and Land 
Company. The banquet was preceded by the annual election 
of the club—an election in which there were two tickets and 
in which the adherents of each ticket put up a stiff fight, headed 
all kinds of entertaining literature. The “Blue” ticket, headed 
by the retiring president, Geo. H. Wilcox, assistant freight traffic 
manager of the Southern Railway System, was successful. The 
others on the ticket were as follows: First vice-president, J. W. 
Stanfiel (Ind); second vice-president, E. F. Stovall (RR); sec- 
retary, W. G. Kidd (RR); treasurer, J. W. Bryan (Ind). Board 
of Governors, E. J. Burg (Ind), E. M. Cole (Ind), R. W. Daniel 
(RR), Burt Henshaw (Ind), J. H. Settle (RR). The club in 
one year has reached a membership of two hundred and fifty. 





Defense of the Transportation Act of 1920 by W. R. Cole, 
president of the Nashville, Chattanooga & St. Louis Railway, 
was the principal feature of the annual dinner of the Traffic 
Club of New York at the Hotel Commodore, February 21. Mr. 
Cole made a strong appeal for continuance of the provisions of 
the Transportation Act and for rate control as provided in 
the Interstate Commerce Act. He said further: 


No one knows better than the radicals who are so vociferous in 
their advocacy of this proposed confiscation the disastrous effect which 
the successful prosecution of their program would have upon the 
credit of the railroads, and how impossible it would make the task 
of providing the necessary expansion in railroad facilities to meet the 
tremendous growth of the commerce of this country. It is significant 
that none of the remedies which are being offered so promiscuously 
suggest any methods whereby the cost of operating railroads can be 
reduced. They all apparently are aimed at the small percentage of 
railroad revenues, which. represent earnings on the investment on rail- 
road property. As a matter of fact, the railroads today are not earn- 
ing as much as they did in 1916 despite the fact that they have in- 
vested approximately $4,000,000,000 since 1916. And yet it is proposed 
to still further reduce these earnings, which are confessedly inade- 
quate at the present time. 





The Traffic Club of Chicago’s nominating committee has re- 
ported the nomination of officers for the ensuing year as fol- 
lows: For president, George A. Blair, G. T. M., Wilson & Co.; 
first vice-president, Fred A. Butterworth, A. G. F. A., Pere Mar- 
quette; second vice-president, W. H. De Witt, Jr., M. T. M., West- 
ern Electric Co.; third vice-president, EB. S. Buckmaster, A. G. 
A., American Railway Express; secretary, H. B. MacNiven, T. 
M., Edward Lasham Company; treasurer, R. J. Wallace, T. M., 
Jacques Manufacturing Company. For directors for two years: 
E. K. Fleming, G. A., Burlington; George BE. White, A. G. F. A., 
Rock Island; W. L. Taylor, secretary, Transcontinental Freight 
Company; George B. Hild, Henry O. Shepard Company. For 
director to fill unexpired term of W. H. DeWitt, Jr., M. H. Ken- 
nelly, president, Werner Brothers Fireproof Storage & Fort 
Dearborn Fireproof Storage Company. The polls will be open 
between 12 noon and 6 p. m., March 25, followed by dinner and 
the annual meeting at 6:30 p. m. 





The Chicago Freight Rate Club was recently organized, 
members of which are freight and steamship clerks. It is the 
intention of the members to get together socially in a way that 
will be of interest to their respective companies and serve the 
shipping public to a better advantage. They have the support 
of some of the commercial traffic managers and general freight 
and commercial agents. Officers for the year are, President, 
Norman Buck, Great Northern; vice-president, J. L. Wright, 
Southern Pacific; secretary, Carl Gautwick, Northern Pacific; 
treasurer, Morris Lean, C. M. & St. P. 





‘Bhe Richmond Traffic Club held its first annual banquet 
February 27, at which covers for more than 100 were laid. 
Orman Call, vice-president of the Richmond, Fredericksburg 
& Potomac, was the principal speaker of the evening. Others 
Who addressed the club were W. C. Hull, assistant to the presi- 
dent of the Chesapeake & Ohio; H. W. Ellerson, president of 
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the Albemarle Paper™Manufacturing Company; and Randolph 
Saunders, assistant traffic manager of the Tobacco Growers’ Co- 
operative Association. Freight traffic representatives from 
twenty of the larger railroads of the country were present. 





The Indianapolis Traffic Club will meet April 2, holding “New 
York Central Night,” one of a series of railroad meetings ar- 
ranged by the club. A. H. Smith, president of the New York 
Central, will be the principal speaker. Because the Pittsburgh 
Traffic Club will hold its annual dinner April 3, arrangements 
have been made to run a special train form Indianapolis to 
Pittsburgh, leaving at midnight April 2, for the accommodation 
of any members of the Indianapolis club and their guests. 


PROPOSED TRANSPORTATION CLUB 


To discuss the desirability of perfecting a state transporta- 
tion club for Illinois, the manner of its organization and its 


function in the future, a meeting will be held in Springfield, 
March 5. 


A tentative program for the day includes morning and 
afternoon sessions, a luncheon and dinner, following which 
speakers representing carriers and shippers will address the 
meeting. Opportunity will be given for discussion of pending 
legislation in the presence of members of the Illinois Com- 
merce Commission who will be present. 


Those who have planned the meeting and are fostering 
the idea of forming a state organization are: 


F. T. Bentley, T. M., Illinois Steel Co., Chicago.; C. L. Lingo, T. 
M., Inland Steel Co., Chicago; H. A. Tuohy, T. C., Chamber of Com- 
merce, Springfield; M. M. Cooper, T. M., Miss. Valley Steel Co., 
Decatur; C. S. Bather, Mfgrs. & Shippers Ass'n, Rockford; T. C. 
Burwell, T. M., Staley Mfg. Co., Decatur; W. E. Long, Pres., Ill. Dist. 
Traffic League, Sterling; R. M. Field, Association of Commerce, 
Peoria; L. B. Boswell, T. C., Chamber of Commerce, Quincy; Ray 
Williams, Board of Trade, Cairo; P. M. Hanson, Natl. Enameling & 
Stamping Co., Granite City; Geo. Cummings, Rock Island Ship- 
pers, Rock Island; O. P. Kerr, Chamber of Commerce, Chi- 
cago Heights; Murray N., Billings, A. T. M., Illinois Steel Co.. Chi- 
cago; J. P. Haynes, T. D., Ass’n of Commerce, Chicago; W. A. 
Holley, Cent. Ill. Coal Traf. Bureau, Chicago; A. C. Ranch, Ill. Coal 
Traf. Bureau, Chicago; Stewart Allen, F. T. M., B. & O. R. R., Chi- 
cago; T. E. Bond, T. M., E. J. & E. Ry., Chicago; F. B. Bowes, 
Vice-Pres., Ill. Cent. R. R., Chicago; C, J. Brister, Asst. Vice-Pres., 
N. Y. C. R. R., Chicago; Wm. Hodgson, T. M., Pa. R. R., Chicago; 
F. B. Houghton, T. M., A. T. & S. F. R. R., Chicago; W C. Hurst, 
V. P., C. P. & St. L. R. R., Springfield; T. O. Jennings, V. P., C. & 
E. I. R. R., Chicago; A. C. Johnson, Vice-Pres., C. & N W. Ry., Chi- 
cago; S. H. Johnson, Vice-Pres., C. R. I. & P. Ry., Chicago; S. G. 
Lutz, Chief Traf. Officer, C: & A. R. R., Chicago; W. C. Maxwell, 
Vice-Pres., Wabash Ry., St. Louis; H. E. Pierpont, T. M., C. M. & 
St. P. R. R., Chicago; Conrad E. Spens, Vice-Pres., C. B. & Q. R. R., 
Chicago; Oscar Townsend, G. F. A., C. G. W. R. R., Chicago; C. B. 


Sudborough, T. M., S. W. Region Pa. R. R., St. Louis; H. M. Slater, 
Chief, Rate Section, Ill. Commerce Com., Springfield. 


SHIPPERS’ BOARD MEETS 


The Great Lakes Shippers’ Regional Advisory Board held 
its fifth bi-monthly meeting at Grand Rapids, February 19. The 
meeting was welcomed by Mr. Bierce of the Grand Rapids 
Chamber of Commerce. z 

Several new commodity committees were appointed as fol- 
lows: Motor accessories and parts, H. McGiverson, T. M,, the 
Wheel Corporation, chairman; clay and clay products, Mr. Cal- 
vin, chairman; furniture, E. L. Ewing, chairman; paper prod- 
ucts, R. L. Tuttle, chairman; publicity, M. M. Twohig, T. M. 
Willard Storage Battery, chairman. 

D. C. Conn spoke on the organization and progress of new 
committees and stated that plans, now tentative, anticipated the 
formation of approximately twelve boards, in addition to which 
there would be general board, which would meet every six 
months. It is proposed to start a committee shortly, with 
headquarters at Chicago, which will embrace Illinois, part of 
Indiana, all of Iowa, except Council Bluffs, and southern Wis- 
consin, 

All reports made by the committees would seem to indi- 
cate that, from the figures and estimates available and possible, 
car requirements for the country for the year 1924 would exceed 
the previous year by from 5 to 10 per cent. The next meeting 
of the board will be held at Erie, Pa., April 8. 





MODIFIED PROCEDURE CASE 


Commissioner Meyer has formally suggested the treatment 
of No. 15575, Old Ben Coal Corporation vs. Cleveland, Cincin- 
nati, Chicago & St. Louis et al., under the modified procedure 
plan. He has addressed the suggestion to Ralph Merriam, for 
the complainant, L. J. Hackney, for the Big Four, W. H. Lyford, 
for the Chicago & Eastern Illinois, and R, V. Fletcher, for the 
Illinois Central. 

If they agree to try the case under the recently formulated 
plan it will be carried to a conclusion without any of the usual 
incidents of what might be called a medium sized formal docket 
case. The acceptance of the plan does not shut out any of 
the parties from resort to the usual plan of hearing by the 
spoken word at any time when developments, not suspected at 
the time of its acceptance, are deemed sufficient to warrant 
return to the regular method. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Federal Act, Requiring Carrier to Obtain Permission Before 

Issuing Stock or Bonds, Held Valid: 

(Court of Appeals of District of Columbia.) Interstate Com- 
merce Act, Sec. 20a (Comp. St. Ann. Supp. 1923, Sec. 8592a), 
requiring a carrier to obtain permission from the Interstate 
Commerce Commission before issuing any stock or bonds or 
assuming any obligation with respect to securities of other 
parties, though permitted to do so by the authority creating 
carrier corporation, held a valid interstate commerce regulation, 
within the power of Congress, and not contrary to Const. 
Amend, 10, or a taking of property without due process.— 
Pittsburgh & W. V. Ry. Co. et al vs. Interstate Commerce Com- 
mission et al., 293 F. Rep. 1001. 

Congressional Act, Pursuant to Constitutional 
preme Law: 

A law of Congress regulating interstate commerce, enacted 
pursuant to express constitutional sanction, is the supreme law 
of the land, anything in the €onstitution or laws of any state to 
the contrary notwithstanding.—Ibid. 

Judgment of Interstate Commerce Commission Not Controllable 
by Injunction: 

Where the Interstate Commerce Commission, acting within 
its jurisdiction, was called on to exercise its discretion in a 
matter depending on issues of fact, its judgment cannot be 
reviewed or controlled by injunction.—Ibid. 


Sanction, Sus 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Company Not Suable for Damages Caused During Federal 

Control: 

(Supreme Judicial Court of Massachusetts, Bristol.) An 
action to recover damages to goods shipped during federal con- 
trol of the railroads should have been brought against the 
government and not against the railroad company.—L. L, Cohen 
& Co., Inc., vs. Davis, Agent, 142 N. E. Rep. 75. 

Government Agent Properly Substituted for Railroad as Party: 

Where one wrongly brought action against railroad, instead 
of government in control thereof, the representative of the 
government could be made a party by substitution, and this 
substitution could take place more than two years after the 
end of government control, where the action was commenced 
before the expiration of federal control, under transportation 
act 1920, sec. 206, subds. (a) and (d), being U. S. Comp. St. 
Ann, Supp. 1923, sec. 1007114cc.—Ibid. 


Substitution of Party Not Commencement of New Action: 


Substitution of party defendant is not the commencement 
of a new action.—Ibid. 


“Bill of Lading” Receipt of Quantity and Description of Goods 
Shipped and Contract to Transport and Deliver: 
A “bill of lading” is a receipt of the quantity and descrip- 
tion of the goods shipped and a contract to transport and de- 
liver them as specified therein.—Ibid. 


Description in Bill of Lading Did Not Warrant Mixture of Con- 
tents of Car: 

A description in bill of lading, “one carload of scrap iron,” 
did not import that the contents of the car could be mixed 
or mingled without damage, so as to relieve the carrier for 
improper reloading in transit, it appearing that the shipper had 
put iron of a different nature in different parts of the car.—Ibid. 
Whether Railroad on Notice that Scrap Iron Not to Be Mingled 

Question for Jury: 

Where loose scrap iron was confined between bundles of 
sheet iron scrap and bales of skeleton scrap as loaded on car 
by shipper, the carrier might well be charged with notice that 
the division was made with a definite design, and that the car- 
rier should not reload the iron so as to mix it, and court erred 
in not submitting the question to the jury.—Ibid. 

Burden on Carrier to Prove Damaged Condition of Goods Due 
to Causes Not Rendering It Responsible: 

If goods were received for shipment in good order, the 
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burden was on carrier, in suit for.damages, to prove that their 

damaged condition on arrival was due to causes for which 

carrier was. not legally responsible.—Ibid. 

Judgment Against Federal Agent Unauthorized when Not Made 
a Party: 

(Supreme Court of South Carolina.) -Where an action was 
brought agdinst a railroad company, on a claim rising during 
federal contol, but no motion was made:for a change of parties, 
there could be no verdict and judgment against the agent of 
the United States Railroad Administration—Wilhelm vs. Sea- 
board Air Line Ry. Co., 120 S. E. Rep. 705. 

Substitution of Federal Agent as Party Defendant Proper: 
Where an action was brought against a railroad company 

on a Claim arising during federal control, the proper procedure 

is a motion to make the agent of the United States Railroad 

Administration a party defendant, and release the railroad 

company.—Ibid. 

Charge on Punitive Damages in Case Arising During Federal 
Control Held Properly Refused: 

Where an action was brought against a railroad company 
on a claim arising during federal control, but no motion was 
made for a change of parties, a refusal to charge that no 
punitive damages could be awarded was not error, though no 
punitive damages could have been given against the federal 
government or its Director-General. —Ibid. 

Harmless Instruction Not Ground for Reversal: 

(Supreme Court of Oklahoma.) Although an instruction may 
not contain a proper statement of the law or may not be ap- 
plicable to the issues involved, yet, if it is clearly apparent 
from the whole record that no prejudice has resulted from the 
giving of said instruction, the error will not be considered on 
appeal.—Parker-Gordon Cigar Co. vs. Chicago, R. I. & P. Ry. 
Co., 221 Pac. Rep. 711. 

Instruction Held Harmless in View of Proof; Evidence Held to 
Prove Consignee’s Failure to Remove Goods Within Re. 
quired Time After Notice: 

Record examined, and held, that no other verdict could 
have been rightfully rendered, and the rights of the plaintiff 
were not prejudiced by the giving of the instructions com- 
plained of.—Ibid. 

Evidence of Time Required to Transport Part of Consignment 
Held Sufficient to Fix Reasonable -Time for Part Unde- 
livered: ; 

(Supreme Court, Appellate Division, Fourth Department.) 
The arrival of part of a consignment 13 days after shipment, in 
the absence of other evidence, was sufficient to establish 13 
days as a reasonable time for the transportation of a trunk 
shipped at thé same time, which was never received.—Brewster 
vs. Davis, Direetor-General of Railroads, 202 N. Y. S. 574. 
Requirement of Claim of Loss Within Six Months and Com. 

mencement of Suit Within Two Years and One Day Held 

Reasonable: 

A requirement of a bill of lading that claim for loss must 
be made in writing within six months after reasonable time 
for delivery has elapsed, and that suit must be commenced 
within two years and one day, held reasonable.—Ibid. 

Signing Receipt Stating Shipment Short Held Insufficient Filing 
of Claim: 

Though the claim of loss required by bill of lading could 
be informal, it must furnish carrier sufficient information as 
to character of the claim and notice of intention to claim 
compensation for the loss, and signing a receipt for goods 
transported which stated that the shipment was short one trunk, 
was not sufficient.—Ibid. 

Evidence Held to Warrant Finding that Stipulation Limiting 
Time for Filing Claim Was Waived: 

In an action against a carrier for loss of a trunk, evidence 
that carrier wrote shipper that the trunk could not be found 
and suggested that he file formal claim, which shipper did four 
days later, held to warrant a finding that bill of lading stipula- 
tion limiting the time for filing was waived.—lIbid. 

Shipper Presumed to Know Conditions of Bill of Lading: 

A shipper is presumed to know the conditions attached to 
the bill of lading received by him when shipment was made.— 
Ibid. 

Action for Loss Commenced After Expiration of Time Stipu- 
lated in Bill of Lading Held Barred: 

Where a shipper did not begin action for loss of trunk 
shipped until the time stipulated in the bill of lading had 
elapsed, his claim was barred, in absence of evidence showing 
waiver of requirement.—Ibid. 

CARRIAGE OF LIVE STOCK 

Contributory Negligence Precludes Any Recovery for Negli- 

gence, Though Latter Was More Proximate Cause: 

(Circuit Court of Appeals, Eighth Circuit.) One whose 
negligence directly contributes to his injury cannot recover 
damages from another whose negligence substantially col 
tributes to cause it, even though the carelessness of the latter 
was the more proximate or the more effective cause of it, and 
as instruction in action against carrier of live stock, which 
permits an apportionment of damages in such case, is erroneous. 
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—Atchison, T. & S. F. Ry. Co. vs. Merchants’ Live Stock Co., 
293 F. Rep. 987. 


Extent to Which Decision Is Law of Case: 

The decisions of those questions which were actually pre- 
sented to, considered, and determined, by the appellate court 
on the review of a former trial, and those questions only, 
become a part of the law of the case and res judicata, and the 
burden rests on the claimant, who asserts an estoppel based 
on the former decision,» to prove that the question of law at 
issue on the review of the subsequent trial was so presented, 
considered, and determined on the former review.—Ibid. 
Questions Determined as Law of the Case: 

The decision of an appellate court, reversing the judgment 
below, cannot be held to have determined as the law of the 
case a question of law not presented by. the pleadings in the 
trial court, and not expressly considered and determined.—Ibid. 

TELEGRAPHS AND TELEPHONES 
Message Routed Out of State and Back Again Held “Interstate 

Message:” 

(Supreme Court of South Carolina.) A telegraphic message 
sent between points within the state, but-routed through an- 
other state, is an “interstate” message.—King vs. Western Union 
Telegraph Co., 120 S. E. Rep. 715. 

Punitive Damages and Damages for Mental Anguish Not Re- 
coverable by Addressee of Interstate Message: 

Neither punitive damages nor damages for mental anguish 
can be recovered for the negligent transmission of an interstate 
telegraphic message announcing the hour at which a funeral 
of plaintiff’s sister would be held.—Ibid. 


RAIL EMPLOYES AND THE ACT 


The Trafic World Washington Burean 
Senator Capper of Kansas, February 26, submitted for pub- 
lication in the Congressional Record a letter from C. A. Mc- 
Donald, secretary of the Federated Shop Crafts, Missouri Pa- 


cific Railroad, attacking the memorials sent in by employes of . 


the Santa Fe, opposing changes in the transportation act. The 


letter and the article from the Kansas City Star referred to 
therein follow: 


In reviewing the Congressional Record dated February 9, I note 
on page 2172 you presented memorials which were. numerously signed 
by members of the Shop Association of the Atchison, Topeka & Santa 
Fe Railway system of Wichita and Chanute, Kan., in which they 
remonstrated against the making of any substantial change in the 
transportation act of 1920, and that said document was referred to 
the committee on interstate commerce. 

I do not believe that it is necessary for me to point out to you 
the fact that the railroad officials have been for the past ninety 
days going from one town to another making speeches in defense of 
the present transportation act in order that they may retain their 
high and unreasonable freight and passenger rates and continue to 
rob the American people. 

I am herewith inclosing to you a copy of an article taken from 
the Kansas City Star, which will give you .an-idea of just what they 
are doing. I respectfully request, and would appreciate it very 
much, if you will have this article inserted in the Congressional Rec- 
ord in order that as much publicity as possible be given to the rail- 
road propaganda that is being put out at the present time. 

It is plain to be seen why the railroads have been so persistent 
in organizing’. their employes, particularly those of the shop crafts, 
into what is known as their company union in order that they ‘might 
not only control the wages and working conditions of these employes 
but also use them from time to time in a political way for the pur- 
pose of influencing the representatives of our government. It ap- 
pears to me that such action on the part of railroad officials will in 
the end breed bolshevism in this country. “ 

While: I-am not in a-position- to-state.just what you will be-able 
to do in regard. to this matter, it appears to-be that some law should 
be passed prohibiting the employers of labor from in any way’ trying 
te their employes. in regard. to their duty as ‘American 

zens. 

I trust that you will give this matter your earnest consideration, 
advising what action you have taken relative to same. 


Railroad Lining Up Employes to Save Esch-Cummins Law 


Topeka, February 9.—The Santa Fe Railroad is getting ready to 
make a big drive among its employes to help the railroad fight any 
amendments to the Esch-Cummins transportation law. Most of the 
Kansas members of Congress and Clyde M. Reed, chairman of the 
public utilities commission, have demanded some changes in the 
- cll ag would stop. the strangle hold the railroads have upon the 

ry. 

The first move of the railroads to back-fire against the Kansas 
Public officials was to send a “canned” resolution to chambers of 
commerce and other commercial organizations in which they were 
made to declare that the Esch-Cummins law was the greatest legis- 
lative act of a generation and ought not to be changed. The Topeka 
Chamber of Commerce was almost the only one that “‘fell’’ for the 
resolution. Most of the others refused to act upon it. 

i The other day the Santa Fe shop workers in Topeka were called 

nto a meeting and an address was made by J. W. Gibbons, one of 
the foremen. Mr. Gibbons explained to these shop workers that the 
Esch-Cummins law had made the railroads more prosperous, that 
ace the railroad equipment work harder, that necessitated more 
feng and more repairs, and that kept the shopmen busier and 
deuently provided them with the double pay for overtime and Sun- 

ay work. He wound up by urging that every shop employe on the 
— and particularly in Kansas, should urge his friends to get 
- nye movement to prevent any changes in the transporta- 


‘in This meeting is to be followed by one next month at which it is 
in — to organize the shop workers and use the funds accumulated 
tho € workers’ organization for carrying on a campaign against 

Se candidates for Congress and state offices who are demanding 
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amendments to the transportation act and are pointing out where 
the law needs changing in the interest of the general public. The 
workers are expected to use the surplus funds accumulated in their 
unions to help carry on this campaign on behalf of the railroads 
which seek to prevent amendments in the transportation act because 
of its unusual benefit to them. 


WOULD PROBE SHOPMEN’S STRIKE 


The Trafic World Washington Bureau 


Representative Berger, Socialist member of Congress from 
Wisconsin, has introduced a resolution (H. Res. 191) providing 
for the election of a committee of seven members of the House 
to investigate all the facts regarding the railway shopmen’s 
strike, the present state of equipment and rolling stock of the 
lines on which “the strike is still in progress, the amount of 
money expended by the railroad companies to break the strike, 
and to report their findings at the earliest practicable time to 
this House.” 

The preamble of the resolution reads as follows: 

Whereas, A strike of machinists and other shopmen, and main- 
tenance-of-way men, employed hy the Pennsylvania; New York, New 
Haven & Hartford; Chicago, Rock Island & Pacific; Delaware, Lack- 
awanna & Western; Boston & Maine; Missouri Pacific; Western 


Maryland, and other railroad lines has now lasted more than a year 
and a half; and 


Whereas, During this time, owing to the lack of experienced men 
for the work of repairing iocomotives and cars, enormous damage 
has been done to the rolling stock of these lines; and 

Whereas, Both freight and passenger service has heen subject to 
considerable delay, accidents involving the !oss of life and limb have 


been increased, and substantial losses. have been suffered by trade and 
industry; and 


Whereas, The increased cost of keeping the rolling stock in repair 
due to the inefficient and inexperienced men who have been engaged 
by the railroad companies is an additional tax levied by the railroads. 
upon a people already over-burdened by high railroad rates, which 


tax will eventually have to be paid by the people; therefore be it 
Resolved, ete. 


POWER BRAKE HEARING 


The Trafic World Washington Bureau 


The Commission’s investigation of power brakes, in which 
several weeks of hearings were held last year, to ascertain 
whether the existing brake equipment of the railroads was 
adequate and whether the railroads should be required to adopt 
the automatic straight air brake, was reopened at a hearing this 
week before Examiner Mullen. The object was to receive testi- 
mony regarding a series of tests of the automatic straight air 
brake, conducted on the Norfolk & Western in July and August 
last year by the bureau of safety of the Commission. 

W. P. Borland, director of the bureau, submitted and ex- 
plained a detailed report of the test in which the conclusion 
was expressed that this type of brake, as operated on the Nor- 
folk & Western, had proved adequate. A number of railroad 
executives were requested by the ‘Commission to appear and 
were questioned, mainly by Commissioner Potter, as to their 
opinion of the automatic straight air brake and particularly 
as to why they had not or should not show more activity in 
testing the new type of brake. Commissioner Potter also asked 
their views as to a suggestion that the railroads be asked to 
install this brake on several thousands of cars,.to the end that 
they might be given a more extensive test. 

_ The general tenor of the testimony of the executives was 
that the new type had not demonstrated superiority or even 
an equality with the standard type now in use, which they said 
was entirely satisfactory. Although some of them said they 
would be willing to cooperate along the line of Commissioner 
Potter’s suggestion, preference was expressed for a test on test, 
racks such as those at Purdue University. 

The executives who testified were W. L. Mapother of the 
Louisville & Nashville, W. P. Jackson, of the Chicago & Eastern 
Illinois, Julius Kruttschnitt-of the Southern Pacific, N. D. 
Maher: of the Norfolk & Western, and C. W. Galloway of the 
Baltimore & Ohio. 


MEANING OF “TRAIN DISPATCHER” 


The United States Railway Labor Board issued a ruling 
February 25, defining more clearly the scope rule governing 
train dispatchers. The board incorporated in its ruling, the 
order of the Commission dated February 5, which will supersede 
Decisions 721 and 1830. The order now stands: 


The term ‘‘train dispatchers,’’ as herein used, shall be under- 
stood to include chief, assistant chief, trick, relief and extra dis- 
patchers, excepting only such chief dispatchers as are actually in 
charge of dispatchers and telegraphers and in actual control over 
the movement of trains and related matters, and have substantially 
the authority of a superintendent with respect to those and other 
activities. This exception shall apply to not more than one chief 
dispatcher on any division. 


WAGE INCREASES 


The Michigan Central has increased the pay of signalmen, 
giving all classes a 3-cent raise in wages, except signalmen 
helpers, who were increased 4 cents an hour. The resultant 


addition to the payroll will amount to approximately $18,000 
annually. 
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SUGAR INTERESTS ASK REHEARING 
The Trafic World Washington Bureau 


Application for rehearing has been made by E. BH. Clark 
and Wilbur LaRoe, Jr., in No. 13098, Arbuckle Brothers, Federal 
Sugar Refining Company, Warner Sugar Refining Company and 
Revere Sugar Refinery vs. Ann Arbor et al. They asked for 
rehearing because the hope expressed by the Commission, in 
its report, 81 I. C. C. 448, 472, that the carriers would be able 
to compose their differences, as to the relationship of rates from 
New York to Chicago on the one hand, and New Orleans to 
Chicago on the other, had not been realized. 

While only New York and New Orleans are mentioned as 
origin points and only Chicago as a destination point, they are 
not the only ones involved, and this notice of the application 
is intended to cover the origins and destinations related to or 
involved in the rates from the origin points to the big con- 
suming point. 

The petition for rehearing, in its conclusion, treats the 
question as having been reduced to the simple form mentioned. 
In that conclusion the attorneys said: 


The eastern trunk lines made an effort to terminate this whole 
controversy by equalizing the New York-Chicago rate with the New 
Orleans-Chicago rate, and published the rate in their tariffs, but 
the Commission suspended them. The Commission finds, in effect, that 
the trunk lines were justified in proposing the equalization, because 
the transportation conditions surrounding the service from New Or- 
leans to Chicago are more unfavorable than those from New York 
to Chicago. Yet, for reasons unknown to the complainants, the 
Commission warned the eastern trunk lines not to republish the 
proposed equalization. Page 472 of the report plainly intimates that 
the rates under suspension from New York, whereby the eastern 
lines propose to effect the equalization, might “precipitate a rate 
war” if made to reflect the general reduction of July 1, 1922. In- 
asmuch as the Commission is known not to favor rate wars, this 
finding may fairly be interpreted as a warning to the eastern carriers 
that they should not proceed with their policy of equalization, in 
spite of the fact that the Commission finds the policy entirely justi- 
fiable from a transportation point of view. This conclusion is sup- 
ported by the Commission’s finding on page 470 of the report to 
the effect that the reductions in rates proposed by the eastern lines 
would cause them to lose money. We respectfully insist that where 
a relationship in rates is under consideration the matter of revenue to 
the carriers is not controlling. The equalization, if proper, should 
be on a plane which will insure adequate revenue to all carriers. 

Shall it be assumed that the eastern lines will lose money if they 
equalize the rates, but that the southern lines do not lose money 
when they cut under the rates fixed by the trunk lines? Shall the 
eastern lines be forbidden because of the effect on their revenues, 
to establish an equalization which the Commission itself finds justi- 
fied, while the southern lines are permitted to cut their rates to 
maintain a differential advantage in favor of southern shippers which 
the Commission finds is not justified by transportation conditions? 
The obvious inequality and unfairness of the rates to Chicago can 
be removed by raising the New Orleans-Chicago rate, in which event 
no carrier will lose any money. If the Commission does not see fit 
to exercise its powers to require such increase, then the complain- 
ants respectfully insist that it is not fair to say to the eastern 
trunk lines, in effect, that they may not bring about the equality 
by the only other method within their power, because to do so might 
entail some loss in revenue. 

This proceeding presents to the Commission one of the country’s 
most important and most highly competitive rate structures. The 
complainants appreciate the efforts of the Commission to bring about 
a fairer rate relationship. The many difficulties involved are fully 
appreciated. The Commission’s attempt to solve the problem by re- 
ferring it to the railroads in the hope that they might be able to 
compose their differences was a step which might have been pro- 
ductive of excellent results were it not that the disagreement be- 
tween the carriers ar quite as sharp as the differences between 
the refiners themselves. Since the decision was rendered every rea- 
sonable effort has been made by both the railroads and the refiners 
to agree upon a rate structure which would eliminate the principal 
instances of unfairness and inequality. These efforts have signally 
failed, and the complainants are forced to lay the matter again 
before the Commission in the hope that, in the light of new evidence, 
the Commission may make such findings and orders as will bring all 
the rates and minimum weight into conformity with the law. 


N. P. LAND GRANTS 


The Trafic World Washington Bureau 


The White House made public, February 25, a letter sent 
by President Coolidge to Chairman Lenroot, of the Senate com- 
mittee on public lands, calling the latter’s attention to a letter 
from Secretary Wallace, of the Department of Agriculture, rel- 
ative to the Northern Pacific land grant case. The President 
quoted in his letter a communication from Secretary Wallace 
containing in substance the statement issued last week by the 
Forest Service of the Department of Agriculture (see Traffic 
World, February 23, p. 476). With the secretary’s letter 
omitted, the President’s letter follows: 


I desire to bring to your attention a letter from the Secretary of 
Agriculture under date of Feb. 19, 1924, in reference to the claim 
asserted by the Northern Pacific Railroad to large areas of valuable 
timber land within the national forests. 

The possible loss of public title to these resources, which have 
been protected and developed for many years at public cost, arises 
under an adjudication of the land grant made by Congress to the 
Northern Pacific railroad in 1864, It Is my understanding that the 
legislation conveying this grant of 40,000,000 acres of public land was, 
in effect, a contract or covenant between the United States and the 
railroad company may have obtained undue benefits from the grant, 
Certain features of these obligations, particularly on the part of the 
government, have from time to time been reviewed and determined 
by the federal courts, but their decisions were confined neceSsarily 
and purposely to the immediate issues brought before them. At no 
time does there appear to have been a comprehensive review or 
determination of the entire transaction, covering the mutual equities 





THE TRAFFIC WORLD 


Vol. XXXIII, No: 9 


and obligations created by the covenant, if the grant to the Northern 
Pacific railroad may purposely be so designated. 

The statements contained in the letter from the Secretary of 
Agriculture raise serious questions as to the extent to which the 
railroad company may have obtained undue benefits from the grant, 
and also as to the extent of its compliance with the obligations imposed 
upen it by the legislation which conferred the grant. I believe that 
these questions should be fully determined before a final settlement 

of the matter is effected, and before further public lands are pat- 

ented to the company. From the nature of the case, and particularly 
the broad and varied equities which it involves, it would seem that 
such a determination and settlement can be made only by the 
Congress. 

The United States has granted lavishly of its public resources 
to aid the extension of transportation facilities, and thereby the eco- 
nomic development of the western states. No question as to the 
wisdom of that policy is involved in this issue. Nor is any question 
involved as to the legal and moral obligation of the government to 
discharge in full the contractual obligations which it assumed for 
the accomplishment of public benefits. That the legal and equitable 
claims of the grantee should be fully weighed and safeguarded goes 
without saying. But it is still more imperative that the interests 
of the public, both in the possession and conservation of valuable 
natural resources and in the accomplishment of the purposes for 
which the grant was made, be adequately protected in an equitable 
settlement of this question. 

The Secretary of Agriculture in a letter to me states further a 
summary of the factg involved in this matter, as they have been 
developed through a painstaking investigation. The full record of 
that investigation has no doubt been placed at your disposal. 

For the reasons set forth by the Secretary of Agriculture, I 
heartily concur in his recommendation that the entire matter should 
receive the attention of Congress, I therefore urge upon your com- 
mittee the importance of action as early as possible, which shall look 
to the fullest protection of the public interests herewith concerned. 
The recital of the facts has deeply interested me, and it is this in- 
terest, together with the conviction that a highly important public 
interest can only be effectively protected by appropriate congres- 
sional action, that prompts me to write you. 


Charles Donnelly,~president of the Northern Pacific, who 
was in Washington this week attending the hearings on the Good- 
ing fourth section bill, issued the following formal statement 
with regard to the Northern Pacific land grant case: 


It would, of course, be idle to discuss in the press the questions 
concerning the Northern Pacific grant which have been raised in the 
letter addressed by the President to Senator Lenroot. All of the facts 
will be developed fully in the course of such inquiry as congress may 
institute, and pending this inquiry I will say just this: 

The grant of lands to the Northern Pacific was made nearly sixty 
years ago. Construction was begun in 1870, and the railroad from 
Lake Superior to Puget Sound was completed more than forty years 
ago. The grant has been in course of administration ever since con- 
struction began, that is to say, for more than fifty years, and during 
that period every question now suggested by the government has 
been thoroughly considered and adjudicated. 


The railway company has always insisted that it involved a 
breach of faith for the government to attempt to withdraw, for forest 
reserve purposes, any part of the lands due to it under the grant, and 
eight years ago the government brought against the Northern Pacific, 
in the United States district court of Montana, a suit of which the 
effect was to settle this specific question. That court decided the 
case in favor of the railway company. The government appealed to 
the United States circuit court of appeals for the ninth district at 
San Francisco, and that court decided in favor of the railway company, 
all three of the judges concurring. 


The government then appealed to the Supreme Court of the United 
States, and on April 11, 1921, that court decided in favor of the railway 
company, all nine of the justices concurring. The present step is 
a plain attempt through some form of congressional action, to cir- 
cumvent these decisions, and without conceding for one moment 
that congress can by any form of action affect rights which have 
vested in this way, we are, of course, at the command of congress 
and will be yoepares to submit every fact which may be regarded 
as pertinent to the inquiry. And we shall expect to be as successful 
in satisfying congress of the merits of our case as we have been 
in satisfying the courts. 


PETITIONS FOR REHEARING, ETC. 


The Galena-Signal Oil Company (of Texas), complainant in 
Docket No. 14421, has asked the Commission to grant a rehear- 
ing in its proceeding so that it may prove that it is entitled 
to an award of reparation. 

The complainants in No. 143823, Cities of Marshall and 
Jefferson, Tex., vs. T. & P. Ry. et al., have asked the Commis- 
sion to modify its report and grant a rehearing in the proceeding 
as to reparation and the finding of unreasonableness and undue 
prejudice in the past. 

The defendant in No. 14851, L. G, Everist, Inc., et al. vs. 
C. M. & St. P. Ry. Co., has asked for reargument. 

The defendants in No. 14055, Charles Boldt Glass Co. vs. 
Cc. B. & Q. R. R. et al., have petitioned the Commission for 
a rehearing therein, and in this connection, also ask for the 
extension of the effective date of its order pending considera- 
tion of their petition. : 

The complainant in No. 12062, Wilson & Co., Inc., vs. Di 
rector-General, has requested a modification of the Commission’s 
report therein, and also asks for further hearing. 

The Delaware & Hudson Company has filed a petition with 
the Commission asking that it. modify its amended order en- 
tered on March 28, 1922, in No. 11756, Bangor & Aroostook 
Railroad Co. et al. vs. Aberdeen & Rockfish Railroad Co. et al. 
Various other carriers in the Southern group have filed a simi- 
lar petition. 

The complainant in No. 13784, Crawford & Sebastian VS. 
C. R. I. & P. Ry. et al., lias requested the Commission to grant 
a rehearing therein. 
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Questions of Interest to Traffic Men 


McCAULL-DINSMORE DECISION 


Editor the Traffic World: 

More power to Mr. Edgar and his $60.00 gun. Let other 
claimants come to the front and help clear the “muddy waters” 
so a definite understanding of what really constitutes carriers’ 
liability may be passed on to those in doubt. 

As in the case of wheat and “guns,” so is the price of 
lumber likely to fluctuate. To cite one instance: A carload 
of lumber sold and invoiced at $1,762.00 delivered at Jamaica, 
Long Island, was destroyed by fire while being lightered across 
New York harbor. The rising market had made that same 
lumber worth $2,175.00 at the time it should have reached 
Jamaica, Carriers made repeated attempts to séttle at the 
original invoice price, but after eleven months of argument and 
standing pat on the McCaull-Dinsmore Decision, carriers came 
across With $2,175.00, and it was not necessary to bring suit, 
so let those wake up who are letting Judge Spell “get by” with 
his “last word.” x 

G. L. MACARTNEY, 
Traffic Manager, 


California Sugar and White Pine Company 
San Francisco, February 19, 1923. 


SOME FOURTH SECTION VIEWS 
Editor The Traffic World: 


When you write an article I presume you expect people 
to read it, and equally I presume that it is not distasteful to 
you to obtain your readers’ viewpoint if it does not happen to 
agree with your own. 

Therefore, I am going to venture a few remarks in regard 
to the article which appeared in your issue of February 23, 
page 459, under the heading, “Campbell, the Advocate,” 

There is not very much use of going into any long-winded 
arguments in support of either side of the question of fourth 
section relief, because that has been ably presented by many 
men more intimately connected with the subject than the 
writer; but what I cannot understand is your viewpoint in re- 
gard to the interest of the intermediate territory in this prop- 
osition. You say, “The intermediate country says it should be 
allowed to benefit by the reduced rates. The railroads reply 
that they make the rates—which are so low as merely to pay 
them something above the out-of-pocket cost—in order to retain 
some of the business that is getting away from them; they 
benefit if they are allowed to make these rates, but the rates, 
in and of themselves, are lower than reasonable, and there is 
no reason why they should be compelled to apply them to 
intermediate points, since the intermediate country is in no way 
affected.” 

How anyone reaches the conclusion that the intermediate 
country is in no way affected by this fourth section violation, is 
too much for my comprehension. Surely, it must be plain to 
everybody that the intermediate cities are rivals with the coast 
cities for the trade to and from intermountain territory, and 
surely it must be apparent that to the extent that the coast 
cities can get in their goods by rail cheaper from points west 
of the Atlantic seaboard than intermediate jobbing points, the 
latter are excluded from just that much business at half-way 
points, and the coast cities are enabled to come back into the 
interior that much further, to the detriment of their interior 
competitors. In other words, the interior jobbers are interested 
to exactly the same extent as are the Chicago territory manu- 
facturers when they protest against the lower rates applying 
from the Atlantic seaboard by water, and insist upon the rail 
carriers protecting their interests to Pacific coast points. The 
only difference is that the Chicago manufacturers are fighting 
against the Atlantic seaboard manufacturers, while the interior 
jobbers’ conflict is with the Pacific coast jobbers. 


Then, the consumers in the interior are, of course, inter- 
ested in getting reductions in their excessively high freight 
tate charges; because it goes without saying that if the freight 
rates which are proposed by the rail carriers are reasonable, 
and pay anything above the out-of-pocket cost for, say, 2,600 
of rail service, said rates must be fairly compensatory 
= en they are applied to intermediate points, say, 200, 400, 600 
. 800 miles closer to the point of origin, because the carrier 
4 Telieved of, say, 8, 15, 23 and 30 per cent, respectively, of 

e haul to the Pacific coast point, and surely there cannot 








be such a surcease of service on a rate which paid anything 
above the out-of-pocket cost without turning the transaction to 
the intermediate point into a rarely profitable one. 

Again, you say, “How is the intermediate country affected? 
It is protesting, not because something is being taken away 
from it or any discrimination is being shown against it—though 
that is what it tries to show is being done.” 

If you were a jobber located at Salt Lake City, Utah, or 
Spokane, Wash., and could now get in freight from Chicago 
territory on the same rate as San Francisico, Calif., or Seattle, 
Wash., which would enable you to job to points up to half-way 
between your point of operations and the Pacific coast, and 
it was proposed to reduce the Pacific coast rates 30 or 40 per 
cent without giving you any reduction, it would not take you 
long to find out that you had something to protest against, and 
that it was something that was being taken away from you. 

Further on you say: “There is nothing to fight about. If 
the carriers do get this fourth section relief, the intermediate 
country still pays the old rates, to be sure, but how is it injured 
in comparison with its status if there were no fourth section 
relief?” 

“There are none so blind as those who will not see,” and 
anybody who deliberately shuts his eyes to the great injustice 
which is being done, not only to the jobbers, but to the con- 
sumers of the intermountain territory, by the granting of fourth 
section relief on account of either water or market competition, 
simply does not want to see the situation in its true light, and 
further orgument on him would be words wasted. 

J. H. Johnston, Traffic Manager, 
Oklahoma Cottonseed Crushers’ Association. 
Oklahoma City, Feb. 26, 1924. 


A PLEA FOR ACCURACY 


Editor The Traffic World: 

We think it about time the various shippers’ organizations 
brought pressure on the railroad traffic departments for greater 
accuracy in written quotations of freight rates. 

Notwithstanding the attitude of the Interstate Commerce 
Commission, that the shipper is presumed to have knowledge 
of freight rates through their publication in the tariffs, and 
that the carrier cannot be held responsible for an inaccurate 
quotation by letter, the carriers should be so held because their 
tariff distribution service is not accurate and the shipper has 
no guarantee that his tariff files are complete. 


During the past four years it has been my practice to main- 
tain a current memorandum of freight: rates applicable to all 
of the commodities we ship, and in‘order to keep these memo- 
randa accurate we have found it necessary to check our tariff 
file every two or three months by writing to the railroad com- 
pany, submitting a list of the freight tariffs and supplements 
which we have on file, asking them to check same and to advise 
us of any tariffs or supplements which we have not received. 
Each time we do this we are advised of many issues which 
we have not received, which indicates clearly that our tariff 
file is never as complete as it should be. 


As a further check, we also inquire of the railroads initial 
at our shipping points for current rates on our commodities, 
and of the quotations which we receive, 50 per cent at least 
are inaccurate when checked. 


It should be understood, of course, that we are able to and 
do get our rates out of the tariffs, but our purpose in 
asking for quotations is to check our own work, and also to 
protect us against the possibility that a change in rates has 
been made in a supplement which we have not received. 


It has amazed us to find such a large percentage of errors 
in the written quotations which we receive, and to also find 
that the largest railroad systems are the worst offenders. For 
example, the freight rate quotation department of the New York 
Central Railroad in this city has seldom in my experience given 
us ah absolutely correct rate quotation. 

It is indisputable that the shippers have a perfect right to 
insist upon correct rate quotations as a check upon their own 
efforts to secure the rates properly applicable upon their ship- 
ments; and I hope. they will all join us in doing so. 

National Paper & Type Company, 


J. H. C. Kirk, Manager, Traffic Department. 
New York, N. Y., Feb. 26, 1924. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal d 4 
will give his opinion in answer to any simple question relating to the law 
of iriterstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

blems. We do not desire to take the place of the traffic man but to 

elp him in his work. - 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

dress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 





Weighing and Reweighing—Carload Shipments 

Missouri.—Question: We operate numerous retail lumber 
and coal yards. Some of our coal shipments are track-scaled in 
transit by the originating carrier. The invoice weight on these 
shipments is obtained on scales at the mine. Occasionally we 
have a shipment on which the yard weight is considerably 
under the invoice weight, and in such an instance the transit 
weight is of material assistance to us in verifying the invoice 
weight. 

However, the official of the line to whom it is necessary 
to apply for the transit-scale weight refuses to give us the 
desired information except on shipments which are weighed at 
our request and in accoordance with the provisions of rule 3790 
in Agent E. B. Boyd’s Circular 17-D. 

It has always been our understanding that on their own 
shipments consignee and shipper are entitled to all transporta- 
tion records which in any way may affect the amount of freight 
charges or the condition of the shipment as to loss or damage. 
We would like an expression from you on this subject, together 
with specific feference to any formal or informal Interstate Com- 
merce Commission cases of which you may have a record 
involving a similar question. 

Answer: The situation which you describe is very analo- 
gous to that covered by our answer to “Texas,” page 1510, 
Traffic World, December 15, 1923. 

As we view the situation, the carrier has a duty to render 
its bill for charges upon the actual weight of the car as nearly 
as same may be determined. Ordinarily, the scales at coal 
mines are under the supervision of and inspected by representa- 
tives of the weighing association, as authorized by the Uniform 
Code of Weighing and Reweighing Rules, which rules have 
been approved by the Commission and which are published in 
the tariffs of nearly all carriers. 

With respect to your relation with the railroad, you are not 
obliged to accept the mine scale weights on your coal. These 
weights may very well be erroneous at times and it is because 
of this situation that elaborate rules are provided for determining 
as nearly as possible the actuak* weight of the shipment. Un- 
der the tariffs, you may fequeést that the car be reweighed and 
a method is prescribed therein for determining the weight to 
be used in the settlement of charges. The presumption, how- 
ever, is that the weights ascertained by the carrier for com- 
putation of charges are accurate, but this may be overcome by 
competent evidence: to the contrary, such evidence to be ad- 
duced in accordance with.the provisions of the reweighing rules. 
Fissell vs. B. & O., 40 I. C. C. 539. 

The carrier may reweigh cars in transit for its own pur- 
poses, but we know of no rule which obligates it to disclose 
these weights for purposes of commercial settlements between 
shippers and consignees. Unless the carrier is willing to save 
you the trouble and risk of expense which might be incurred 
in securing reweights of your shipments by disclosing any 
scalings taken in transit by it, we know of no other method 
than strict compliance with the tariffs, for obtaining the desired 
information. 


Refund of Drayage Charges Caused by Carrier’s Error 


Massachusetts.—Question: Under a certain date a shipper 
made a carload shipment via designated route specified on the 
bill of lading showing delivery to be taken from a certain 
carrier on whose siding consignee’s warehouse was located. 

It appears that originating carrier when loading this com- 
modity placed it in a car which was too high to pass under 
the bridge at point located on the tracks of delivering carrier. 
The consignee, after three days’ lapse of time, was told by the 
carrier that they could not very well make delivery to the 
next carrier on whose tracks his warehouse was located on 
account of the high bridge and the only thing he could do was 
to truck it, which consignee did at a big expense. 

Claim was then filed for the amount of loss involved, with 
the result that carriers now contend they were not allowed time 
enough to transfer this car, which they held for three days and, 
as consignee was in a hurry for the goods, they did it of their 
own accord and carriers could not very well be held liable. 

Answer: We assume from your statement that the duty 





Vol. XXXIII, No. 9 


of selectig the car and loading this particular shipment was 
upon the carrier instead of the shipper. While we are unable 
to locate any case in point, it would seem that this situation 
is very closely analogous to those misrouting cases where the 
carrier, contrary to shipper’s instructions, tenders delivery on 
the tracks of a carrier other than as specified by the shipper, in 
which event, under Conference Rule 509, the consignee may 
elect to accept the shipment at the terminal where delivery 
has been erroneously offered, rather than insist upon delivery 
at the terminal designated. In these cases the shipper is en- 
titled to recover damages in the sum of the difference between 
the expense of drayage actually incurred at a reasonable charge 
therefor and the expense which would have been incurred if 
proper delivery had been effected by the carrier. See Bedna 
Young Lumber Company vs. I. C. Railroad, 38 I. C. C. 357; 
International Salt Company vs. S. A. L.; 46 I. C: C. 478; Central 
Foundry Company vs. Southern Railway, 42 I. C. C, 333. 

In National League of Commission Merchants vs. P. R. R., 
49 I. C, C. 85, owing to strikes of railroad companies’ employes, 
consignees were obliged to take delivery at point other than 
as designated, and to which points the road-haul rates entitled 
them to a free delivery without drayage expense. The Com- 
mission awarded reparation for the drayage charges incurred 
by reason of the carrier’s failure to make proper delivery. 

From the above, it would seem that the carrier’s placing this 
shipment in a car which did not make the clearance put same 
in such condition that the delivery designated by the shipper 
could not be made, and for this reasoon the resulting drayage 
charges should be borne by the erring carrier. 


Through Rate vs. Joint Through Rate 

Ohio.—Question: A coal shipping receipt, covering a car- 
load of coal, was tendered by a shipper to the X Railroad at 
A, Ohio, and signed by the agent at that point in February, 
1923. This receipt covered a car of coal consigned to B, Ohio, 
which is an exclusive point on the lines of Y. Railroad. The 
shipper placed a rubber stamp impression on the shipping re- 
ceipt bearing this notation: “Protect lowest published through 
rate.” 

The car was delivered to destination and freight collected 
on a combination of local rates, there being no through rate 
in effect. Neither shipper nor consignee were notified until 
delivery of the car that there were no through rates in effect 
and we are trying to develop the liability in this case. Had 
the shipper been notified to the effect that no through rates 
applied to this point, the car would not have moved. 

Will you kindly advise results of cases of similar nature 
showing whether the carrier is or is not required to advise the 
Shiipper of the non-existence of through rates before a shipment 
is permitted to move? 


Answer: We can locate no cases which deal with a situa- 
tion such as you describe, but in our opinion there is no liability 
on the part of the carrier, for the reason that under the term 
used in the bill of lading, namely, “Protect lowest published 
through rate,” the combination rate via the cheapest available 
route is in effect a through rate, although not a joint through 
rate, published as such. See Barr Bros. Merc. Co. vs. M. P. 
Ry., 17 1. C. ©. 225,:and Doran & Co. vs. N. 'C. & St. L., 33 
I. C. C. 523. In the first mentioned case the Commission said: 
“A rate formed by a combination or separate rates over con- 
necting line has every substantial feature of a through rate, 
and separately established rates over a through route are ex- 
pressly recognized in section 6 of the act” 


Weights—Load Limitations for Branch Lines 


Maryland.—Question: A carrier placed an empty car of 115,- 
000 pounds’ capacity for loading at a certain point. The shipper 
loaded car to a net weight of 95,300 pounds account of maxi- 
mum load allowance, for the particular branch on which loaded 
was 130,000 pounds, the tare weight of car being 34,700 pounds. 

Tariff publishing rate provides carload, minimum weight 90 
per cent of marked capacity of car, wMich, in this instance, 
would be 103,500 pounds, except when car is loaded to visible 
or cubical capacity, actual weight will apply. 

Can the carrier legally make collection of freight charges 
based on 90 per cent of the marked capacity of car when car 
is not loaded to full visiible or cubical capacity account of car- 
rier’s restrictions against loading over 130,000 pounds gross. 

Answer: If, as is usually true and as we assume is 80 
in the instant case, the limitations on the loading of cars on 
the branch line of the carrier in question are a matter of tariff 
publication, the carrier cannot legally assess charges on a weight 
in excess of 95,300 pounds. If the weight limitation is not 4 
matter of tariff puplication, the Commission would no doubt 
award reparation onthe basis of the charge assessed in excess 
of the weight which the carrier would permit to be loaded i2 
the car. F : 

Liability of Carrier for Collecting as Advances Freight Charges 
Accruing on a Separate Contract of Shipment 

Michigan.—Question: Your answer to “Missouri” in issue 
February 2, “Liability of Carrier for Collecting as Advances 
Freight Charges Accruing on a Separate Contract of Shipment. 

What, in your opinion, would have been shipper’s status, if, 
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Answer:-== | as the réturn nfovement “was a sship- 
ment separate-and @istinet trom the or “shipment; Had ‘the 
consignee refused the returned goods, it would™have been the 
carriers’ duty to ¢are for the goods until advised by the shipper 
thereof, in Kansas, as to the disposition thereof. A carrier 
cannot compel a consignee. to receive goods. If he- failed to 
give instructions as to their disposition the carrier could have, 
upon complying with the bill of lading provisions, sold the 
goods for charges. 

Delivery at Non-Agency Station—Carrier Not Entitled to Expense 
for Refused Shipment Unless Service Performed at Instance 
of Owner of Shipment 
Illinois—Question: Refermng to your answer to “Texas,” 

under the above caption, which appears on page 1236 of the 

issue of The Traffic World, November 17, 1923, relative to the 
question of assessment and collection of storage charges by 
the railroads on shipments that may be held over the free time 
allowed by tariff, when such shipments are held at non-agency 

stations. , 

I infer from your ruling that in your opinion the carriers 
cannot under any circumstances assess storage charges on any 
shipments held at non-agency stations, and can only ‘assess 
storage at other points when such shipments are ordered held 
by the shippers or consignees. : 

By referring to section A of rule 3 of the storage tariff, 
you will find that provision is made for the assessment of stor- 
age charges after the expiration of the free time, providing 
shipments are held in cars on railroad premises, and there is 
nothing in the rules that I can find which provides for the 
exemption of storage charges at non-agency stations; and, if you 
are correct in your interpretation of the tariff, it would be equally 
improper for the carriers to assess demurrage on any cars held 
over the free time at blind sidings or non-agency stations. 

I agree that in the event a shipment is held at a blind 
siding or non-agency station, and is handled in the manner 
described by “Texas,” that the carriers could not legally make 
a charge for additional freight charges covering the movement 
to and from the blind siding or non-agency station to the hold 
point; but, in the absence of any provision in the storage tariff 
to the contrary, I believe that storage charges can be assessed 
and collected on any shipment that is at contract. destination, 
providing it is held over the free time allowed, dependent, of 
course, on carriers complying with other provisions of the tariff, 
with reference to notification, etc. I would be glad to have 
your further opinicn on this subject. 


Answer: Paragraph (f), section 4, of the Uniform Bill of 
Lading, provides: “Property destined to or taken from a station, 
wharf, or landing, at which there is no regularly appointed 
freight agent shall be entirely at risk of owner after unloaded 
from cars or vessels or until loaded into cars or vessels, and, 
except in case of carrier’s negligence, when received from or 
delivered to such stations, wharves, or landings, shall be at 
owner’s risk until the cars are attached to and after they are 
detached from locomotive or train or until loaded into or after 
unloaded from vessels.” 

After delivery of a shipment, at a non-agency station, the 

carrier’s liability as warehouseman, as well as carrier, is at an 
end, and, therefore, no charge can, as we see it, be made for 
storage, since the relationship of bailor and bailee between the 
carrier and owner of the goods has been terminated at that 
time. The carrier has no duty to hold the goods under cover 
for the owner thereof, and, if it does so, it does it gratuitously, 
in our opinion, and can make no charge therefor. See in this 
connection Allan vs. Penn. Co., 38 Atl. 709; Hill vs. St.L, S. W. 
R. R., 55 S. W. 216; South & North R. Co. vs. Wood, 41 Am. 
Rep. 749; Tamsett vs. Hines, 91 Sou. 788; Y. & M. V. R. R. 
Co. vs. Nichols & Co., 256 U. S. 540. 
_ With respect to demurrage, since a demurrage charge is 
in part compensation to the carrier and in part a penalty to 
secure the release of equipment and tracks, the two situations 
are not similar. 


Liability for Failure to Divert as Instructed by Shipper 

_ Kentucky.—Question: On December 4, 1923, we made a 
shipment over “A” Railroad consigned to A at X, Ohio. After 
the shipment went forward we discovered our error and on 
December 8 authorized carrier “A” to reconsign the’ shipment 
to the Same consignee at Y, Ohio. 

Carrier “A” directed the general agent of their company 
to take the necessary steps to have the shipment reconsigned 
and we were of the opinion that this had been done until we 
received notice from carrier “B’” that the shipment was being 
Placed in public warehouse. On the following day we received 
Rotice from the warehouse that the shipment -was in their 
Possession, 

i 7 taking the matter up with carrier “A” they advised that 
“ef Hemant carrier “B” to forward shipment, also that they 
al €en furnished. with information by carrier “C” and de- 
just y was effected on December 13. The report which we have 

received from carrier “B” states that carrier “C” refuses 
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“POSITIONS WANTED OR OPEN 


'5G00D TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 





classified advertisements are as follows: First insertion, $1.00 pe 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il 


"3 





COLLEGE TRAINED TRAFFIC MAN—Hight years’ railroad ex- 
perience, desires position with private corporation; capable of taking 
full charge of traffic department. Employed at present time. Can 
as references. Address O. W. E. 623, Traffic World, Chi- 
cago, 





POSITION WANTED—Competent Traffic Manager, age 34, wishes 
to change positions. Good traffic and business experience. Capable to 
assist on other work. Permanent location desired. Address N. D. R. 
621, Traffic World, Chicago, IIl. 








WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 
Sales Department, The Edgar Stee] Seal & Manufacturing Company, 
Lawrence, Kans. 


PORTLAND, MAINE 


Galt Block Warehouse Company 


PORTLAND, MAINE 
Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 


TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


COLUMBUS 


FOR C 
DISTRIBUTIO 


MERCHANDISE WAREHOUSES 
Located best to serve as your warehouse. Pool car distribution—store door delivery. 


Geille COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 


MA ELD, 
TOLEDO NSFIELD, OHIO 


Merchandise Storage and Pool Car 
igs snd Kone ctys DStPibUtiON — =, car roan 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





Eagle “Mikado” Pencil No. 174 


Made in Five Grades 





Reg.U.8.Pat.Off., Canada and other countriea 






PE WW 2 ee cae M KA DO «noo x ey 


Regular Length, 7 Inches 
Ask for the Yellow Pencil with the RED Band—EAGLE MIKADO 


EAGLE PENCIL COMPANY, NEW YORK 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 
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to accept the shipment until the accrued storage charges are 

paid. 

The fact that we were misinformed by carrier “A” caused 
these storage charges, and neglect on the part of both “A” and 
“B” caused the shipment to go to storage. The shipment is 
still in storage and charges are accumulating daily. What can 
we do about this? Is the carrier liable for this expense? 
Please let us have your opinion. 

Answer: If reconsignimg instructions have been given to 
and accepted by a carrier in time for it to, with due diligence, 
divert or reconsign a shipment before delivery thereof at its 
original destination or before it has passed the point or points 
at which it could have been diverted, the carrier which is re- 
sponsible for the non-compliance with the shipper’s instructions 
is liable for the resulting demurrage or other charges which 
would not have accrued had the instructions been complied with. 
See Beekman Lumber Co. vs. Mo. Pac., 37 I. C. C. 400; Middle 
West Coal Co. vs. C. & O., 41 I C C 723, and American Cement 
Plaster Co. vs. Ft. W. & D. C., 58 I. ©. C. 45. 

Furthermore, it seems very probable that you can hold the 
carriers liable in conversion for their failure to divert the ship- 
ment in question. See in this connection Jennings Automatic 
Dump Body, Inc., vs. Virginian Ry. Co., 119 S. E. 147, and A. 
T. & S. F. R. Co. vs. Shriver, 84 Pac. 19. 

You can either pay the accrued storage charges, instruct 
that the shipment be forwarded to its reconsigned destination 
and file claim with the Interstate Commerce Commission for 
an order directing the carrier to refund the same, or bring suit 
for the conversion of the shipment, if you are of the opinion 
that the carriers have no justification for the storing of the 
shipment. 

Limitations—Filing of Complaint with Interstate Commerce Com- 
mission in Respect Shipment on Which Undercharge Has 
Been Collected by Carrier. 

Oklahoma.—Question: Carload shipment of iron pipe was 
delivered to consignee on January 16, 1922. On December 15, 
1923, an undercharge correction notice was issued by carrier, 
requesting additional payment of freight charges. On December 
20, 1923, this additional payment of freight charges was made 
by consignee and on January 25, 1924, consignee filed claim 
against the carriers with the Interstate Commerce Commission 
for the collection of an overcharge, which was the amount paid 
on December 20, 1923. 

The Commission has declined this claim for the reason that 
same was not filed within the two-year period prescribed by 
section 16, stating that the cause of action accrues upon the 
delivery or tender of delivery of the shipment. We contend 
that, inasmuch as carrier issued this undercharge notice within 
90 days before the expiration of the two-year period, the cause 
of action would arise from the date the undercharge was actually 
paid, but not later than 90 days from the expiration of the two 
year period. 

If our contention is not correct, what chance has the shipper 
in filing a complaint if carrier should decide to wait until the 
last few days of the two-year period before presenting the un- 
dercharge notice? 

Answer: In paragraph 3 of section 16 of the interstate 
commerce act it is provided that all complaints for the recovery 
of damages shall be’filed with the Commission within two years 
from the date of delivery of the shipment unless the carrier, 
after the expiration of such two years or within 90 days before 
such expiration, begins an action for the recovery of charges 
in respect of the same service, in which case such period of 
two years shall be extended to and including 90 days from the 
time such action by the carrier is begun. 

Whether or not the word “action” as used in this para- 
graph of section 16 of the act means an action in court for 
the recovery of an undercharge or merely the presentation of 
undercharge due bills has not been determined, so far as we 
are aware. Presumably the Commission is interpreting the pro- 
vision as requiring an action in court and has declined to con- 
sider your claim, inasmuch as you voluntarily paid the amount 
which the carrier claimed was due on the shipment. 
Combination Rates—Rate Applicable Where All Factors Are Not 


Subject to Jones’ Tariff 228—Intrastate Traffic 

-Pennsylvania.—Question: A carload shipment of sand moves 
from A to C, intrastate in Pennsylvania, No through joint class 
or commodity rates are published. The initial line publishes a 
commodity rate from A to B and the tariff specifically states 
that the rates on sand are subject to the rules for constructing 
combination rates as provided in Agent B. T. Jones’ Freight 
Tariff No. 228, I. C. C. US-1; P. S. C. Pa. No. 35. The delivering 
line publishes a commodity rate on sand from B to C, but does 
not make reference or subject its tariff to Jones’ rules for 
constructing combination rates. However, irrespective of the 
fact that the delivering line does not subject its rates to Jones’ 
I. C. C. US-1, the initial line holds that rate or basis of a through 
rate out to the commercial public and offers to transport a 
shipment to final destination on that basis of charge regardless 
of. whether its connection concurs in the through rate or ar- 
rangement for constructing the through rate. Thus far our 
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shipment, we feeb positive, is entitled. to.a combination rate, sub- 
ject to deduction as provided im Jones’ I. C..C. US-1. 

Next, upen referring to Jones” fF. C. C. US-1, we find no 
restrictions in the original tariff te change the foregoing con- 
clusion, but upon referring to tariff as amended we observe 
that supplement 14 thereto, page 3, restricts the application on 
intrastate shipments between points in the states of Florida, 
Georgia, Illinois, Indiana, Kansas, Kentucky, Mississippi, North 
Carolina, Oregon, South Carolina and Utah. It also states that 
its provisions will not apply on intrastate traffic between points 
in other states. Therefore, as the state of Pennsylvania is not 
included, would interpret from tariff as amended that Jones’ 
US-1 is not applicable to our shipment. What deduction do 
you consider correct, .01 or .01% per 100 pounds? 

Answer: The proper deduction to be made on sand for 
an intrastate movement in Pennsylvania is 1c per 100 pounds. 
This is as provided for in section 2 of supplement 7 to B. T. 
Jones’ Tariff 228, I. C. C, US-1, which supplement, in accord- 
ance with reference mark (5) carried on the title page of sup- 
plement 14 to this tariff, is applicable to intrastate traffic other 
than intrastate traffic between points in Arkansas, Florida, 
Georgia, Illinois, Indiana, Kansas and the other states named, 
as to which traffic the provisions of supplement 14, in accord- 
ance with the statement under the heading “Important Notice” 
on page 3 is applicable on traffic between points in those states 
as well as between points in Alabama, Louisiana, Tennessee and 
Virginia to the extent specified on page 3 of supplement 14. 

We are not advised as to whether or not the Pennsylvania 
commission has followed the principle the Interstate Commerce 
Commission laid down in its opinion in the Sligo Iron Store 
case, 62 I, C. C. 643, and 73 I. C. C. 551. 

Routing and Misrouting—Duty of Carrier Where Terminal De- 
livery Is Specified 

New York.—Question: We are attaching hereto copy of 
original bill of lading covering a car of wheat shipped from 
X, Ohio, to Y, New York. 

As you will note, the routing instructions are Pennsylvania 
and N. Y. C. delivery. The Pennsylvania did not turn this car 
over to the N. Y. C. at Cleveland, as they should have, but 
hauled the car directly to Y. The reason this routing was 
specified was because the N. Y. C. allows a transit privilege at 
Y, whereas the Pennsylvania does not. Our contract price was 
made delivered on a Philadelphia rate. Consequently, we were 
forced to charge the shipper the combination of local rates 
from X, Ohio, to Y and from Y to Philadelphia, 

We have filed claim for the account of shipper for the dif- 
ference between the through rate to Philadelphia and combina- 
tion of local rates to Philadelphia. The Pennsylvania is re- 
fusing settlement on the grounds that there was no movement 
east of Y, and that they were within their rights to give this 
car to the N. Y. C. at whatever point they pleased. 

We contend that they disregarded specific instructions, 
which is negligence, also that the loss would be the same no 
matter where car was shipped, because the higher rate would 
reduce the value of wheat in proportion. 

Answer: There is a distinction between the mere naming 
of a carrier in the routing instructions and the naming of such 
carrier for delivery purposes only. Where a terminal carrier is 
shown by name in the routing instructions without the use of 
the qualifying word “delivery” or words to that effect, the Com- 
mission holds that it is the duty of the carrier to forward the 
shipment over the route which will afford the terminal carrier 
a road haul. See Fechheimer Iron & Steel Co. vs. Pa. R. R., 
51 I. C. C, 183; Prentiss & Co. vs. Pa. R. R., 19 I. C. C. 68. 

Where the word “delivery” or words to that effect are used 
in connection with routing by the terminal carrier, the delivery 
of the shipment to that line for switch delivery at destination 
is a full compliance with the carrier’s duty as to routing 4 
shipment, subject, of course, to the duty to forward by the 
cheapest reasonable route. See Trexler Lumber Co. vs. Sou. 
Ry., 42 I. C. C. 719; F. S. Bashor vs. Sou. Ry., 42 I. C. C. 327; 
McCoach & Co. vs. N. Y. P. & N., 42 I. C. ©. 171; Nor. Lumber 
Co. vs. Southern Ry., 41 I. C. C. 629; American Woods Corpo- 
ration vs. Sou. Ry., 40 I. C. C. 63; Ramsey-Wheeler Co. VS. 
S. A. L., Unreported Op, A-541. 


The loss of the transit privilege at destination was due to 
the manner in which the shipment was routed in the instant 
case and was not due to any act of negligence on the part of 
the carrier. 
Routing—Incomplete Route in Bill of Lading—Duty of Carrier 

Colorado.—Question: On January 1, 1921, we shipped 4 
carload of meal from Holly, Colo., to Jackson, Miss., with the 
following routing inserted in the bill of lading: “Santa Fe; 
Kansas City Southern at Kansas City; V. S. & P. at Vicksburg; 
A. & V. delivery.” Santa Fe tariff No. 7481-F carries route 
from Holly to Jackson—Kansas City Southern at Kansas City; 
Vv. S. & P. at Shreveport; A. & V. at Vicksburg. 

Freight charges were collected on a rate in excess of the 
through rate and claim was filed for the overcharge. On ac 
count of the route inserted in bill of lading not being in pe 
with tariff, the freight auditor adjusted claim on basis of the 
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Tonnage through the Port 
of Houston continues to in- 
crease. The statistics below 
speak for themselves: 


During the calendar year 
1923, fourteen hundred ar- 
rivals and departures han- 
dling 3,149,196 tons of import, 
export and coastwise freight. 


During the calendar year 
of 1922 there were only one 
thousand and six arrivals and 
departures handling 2,027,927 
tons of freight, and in 1921 
there were seven hundred and 
forty-four arrivals and de- 
partures handling 1,396,438 
tons of freight. 


The calendar year of 1923 
shows an increase in tonnage 
of 126% over the calendar 
year of 1921 and an increase 
of 55% over the calendar 
year of 1922. 


ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


OF LL O7_NET® 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description -City Delivery Service 
and Carload Distributors 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 








Petry Express & Storage Co. Inc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 







PORT OF HOUSTON 


Where Seventeen Railroads Meet the Sea—The Funnel Thru Which Pours 
the Traffic of the Great Southwest: 





S.S. “STEADFAST” IN HOUSTON CHANNEL 


FOR FURTHER INFORMATION, ADDRESS 


DIRECTOR OF THE PORT, Fifth Floor, County Courthouse, Houston, Texas 
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Why does the tonnage 
through the Port of Houston 
continue to increase? 























Because reliable steamship 
lines furnish dependable and 
regular service to most lead- 
ing Ports of the world. 


Seventeen railroads serve 
the Port of Houston and con- 
nect with the Public Wharves 
through the Publie Belt Ry. 


Trunk lines in all direc- 
tions to main and assembly 
and. distributing points. 


Modern wharf facilities de- 
signed to give quick service 
to both ships and shippers. 


Three new wharves, Rail- 
road Classification Yard now 
under construction and num- 
erous other improvements 
contempla 






















WACO, TEXAS THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


STORERS OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over night service to all points on Chicago, Aurora & Elgin Elec- 
tric Lines and its connections. Direct delivery to all Truak Line 
floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “The Economical Way’”’ 


YOUR TARIFFS—11k THs? 
Newless AUTOMATIC 


IN 
TARIFF FILES 


Catalog and Special Bulletins 


HOW TO FILE TARIFFS 


tell you all about im ed 
methods you can not afford to 
be without. 

Write Department T for in- 
formation and factory prices. 
Established 1901 
THE AUTOMATIC FILE & INDEX CO. 
E. 10th St., Green Bay, Wis. 
Chicago Branch: 29 So. La Salle 
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‘Kansas City combination, which was 13c less than the through 
rate. Check for the overcharge was mailed on December 28, 
.1921. On June 11, 1923, demand was made on us for additional 
freight, based.on the through rate. This has not yet been paid, 
and wish you would kindly advise if you consider the routing 
shown on the bill of lading incomplete or impossible. 

If impossible we understand that the cheapest rate should 
be protected, which is the Kansas City combination. If incom- 
plete, and you feel that the through rate should be paid, can 
we file an informal complaint before the Commission for refund 
of the excess of 13c per hundred, on account of through rate 
exceeding the Kansas City combination, or would the time limit 
prevent us from so doing? 

Answer: Where a shipper specifies certain carrier in the 
bill of lading, but there is a gap between two of the carriers 
named, thereby making the routing incomplete, the Commission 
holds that it is the duty of the carrier to forward the shipment 
via the cheapest available route consistent with such routing 
as is specified. Bruner Co. vs. Sou. Ry. Co., 40 I. C. C. 549; 
Reynolds Bros. Lumber Co. vs, Tallulah Falls Ry. Co., 42 I. C. C. 
421; Green Bay Specialty Co. vs. N. Y. & L. B. R. R. Co, 50 
I, C.,C.. 2387. 

While the routing shown in the bill of lading was not com- 
plete, the forwarding of the shipment via the route shown in the 
tariff was possible thereunder, the name of the V. S. & P. R. R. 
only being missing. 

The carrier’s duty being, therefore, to forward the shipment 
via the cheapest available route consistent with the shipper’s 
routing instructions, if the shipment moved over the route 
specified in the tariff, the joint through rate applicable via that 
route must be assessed by the carrier. 

The difference between the applicable joint through rate and 
the Kansas City combination can be recovered, under the pro- 
visions of paragraph 3 of section 16 of the interstate commerce 
act, if the carrier begins an action for the recovery of the 
undercharge and a complaint is then filed with the Interstate 
Commerce Commission within ninety days from the time the 
action by the carrier is begun. See, in this connection, our 
answer to “Oklahoma” under the caption “Limitations—Filing 
of Complaint with Interstate Commerce Commission in Respect 
Shipment on Which Undercharge Has Been Collected by Car- 
rier,” in this issue of The Traffic World. 


Notice of Claim—Notice to Ocean Carrier Not Notice to Rail 
Carrier 


_Missouri.—Question: It is provided in Part I, paragraph 3 
(c), that claims for loss, damage or delay must be made in 
‘writing to the carrier at port of export or to the carrier issuing 
the bill of lading within nine months after delivery of the 
property at the port. 

This seems perfectly clear to us, but certain parties. have 
filed claims with the rail carriers more than nine months after 
delivery of the property at the port and state that such claims 
should be paid because of the fact that the claims were first 
filed with the ocean carriers and declined-and after nine months 
filed with the rail carriers. 

The provision for filing such claims within nine months 
after arrival at the port of destination is carried in Part II 
of the lading, paragraph 3 (b), and it is-our understanding that 
although claims are filed with the ocean carrier within the 
proper limit of time it does not serve the purpose of filing 
claims or notice of intent to file claims with the inland carrier 
within the prescribed time. 


Kindly let us have your views or any rulings that bear 
on the matter. 

Answer: While under the provisions of the Carmack 
amendment, a connecting line is the agent of the initial line, 


and it has been held that the filing of a claim or notice thereof 


with the connecting line is notice to the initial carrier (Overton 
vs. C. R. I. & P., 160 S. W. 111; Olson vs, R. Co., 250 Fed. 372), 
we are of the opinion that a claim filed with an ocean carrier 
within the time stipulated in the bill of. lading would not be 
considered as notice to the rail carrier for the reason that a 
movement under a through export bill of lading is not a move- 
ment under a joint contract or undertaking for the through 
carriage of property from an interior point in the United States 
to a foreign point, the through export bill of lading being merely 
an instrument combining, for the convenience of the shipper, the 
separate and several contracts of the rail carriers to the Ameri- 
can port and the ocean carrier beyond. See In Re Bills of 
Lading, 52 I. C. C. 671 (727-730). We know of no decision of 
the courts on this question. 
Routing—Incomplete Route—Duty of Carrier 

Illinois —Question: In Conference Ruling 214-C the follow- 
ing language is used: “In the absence of specific through rout- 
ing’ by shipper.” Will you kindly advise your opinion as to the 
application of this Conference Ruling on the following shipment: 

A shipper tenders a carload of freight to the N. Y. N. H. 
& H. Ry. at Boston, Mass., destined Birmingham, Ala., with 
a bill of lading routed “via Southern at Potomac Yards, Va.” 
& through class rate is published by Agent Cottrell routing via 
Potomac Yards. However, a lower combination commodity rate 
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HERE IS 
Real Traffic Service 


1. 


A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 


complaints before the Interstate Commerce. 


Commission, matters before the Federal Trade 
Commission, bills in Congress and_ similar 
matters. 


A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


An office in the city of Washington where you 
will be furnished with facilities: for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 








As a matter of fact it is 


part of every subscrip- 
tion for the 


AFF 


DAILY 





—— TRAFFIC BULLETIN ~-— 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Il. 
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TAYLOR | EDWARDS 


Transfer and Storage Co. 


Members: 
American Warehouseman’s Asso. Central Warehouseman’s Club 


Merchandise Distributors 


DISTRIBUTION CARS POOL CARS 


Furniture Packed, Shipped 
Delivered, Forwarded or stored. or Stored 


No Switching cg. on Carloads. Established 1905 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


ROUTE YOUR CARGO VIA 


Mobile=GulfportPensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow: 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 
LIVERPOOL AND MANCHESTER 


Sailing from Gulfport Mar. 5 
U.S.S.B. S.S. COAHOMA COUNTY Sailing from Pensacola Mar. 8 


Sailing from Mobile Mar. 17 
BREMEN AND HAMBURG 


U.S.S.B.-S.8. Sailing from Mobile Mar. 22 
WEST HARDAWAY. { Sailing from Pensacola Mar. 25 


LIVERPOOL 
U.S.S.B. S.S. STEADFAST Due Mobile about Mar. 17 


Sailing from Gulfport Mar. 28 
U.S.S.B. S.S. ANTINOUS Sailing from Pensacola ae, 1 


Sailing from Mobile Apr. 


LONDON 
U.S.S.B. S.S. FEDERAL Due Mobile about Mar. 17 


Waterman Steamship Corporation 
“Operating United States Government Ships”’ 
MOBILE, ALABAMA 


Our Service Backed by 18 Years’ Experience 































Joint Service V/ith 





Hamburg-American Line 


NEW YORK TO HAMBURG 


*WESTPHALIA ....... Mar. 6 MOUNT CARROLL....Mar. 27 
THURINGIA .......... Mar. 13 *ALBERT BALLIN...... ~Apr. 3 
CLEVELAND ........ 


¢Cabin and 3rd Class Passengers. ‘*ist, 2nd and 3rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 





BOSTON TO BREMEN AND HAMBURG 
EMDEN (via Phila., Baltimore & Hampton Roads) 





PHILADELPHIA TO BREMEN AND HAMBURG 


ERMLAND (via Baltimore & Hampton Roads)............ Mar. 5 
EMDEN (via Baltimore & Hampton Roads)............... 


BALTIMORE TO BREMEN AND HAMBURG 


ERMLAND (via Hampton Roads)...........+esseseeeceees Mar. 11 
EMDEN (via Hampton Roads)...........0se.eeeeeceeeees 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


ee re 


ERMLAND 


CORRE eH HEHEHE EEE EEE EEE EEE HEE EHH EES 


NEW ORLEANS TO BREMEN’AND HAMBURG 
Ws kon essa vesscdesrecéeenmesyes Last half of February 





ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 

















Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the . 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Vessel Baltimore New York Savannah 
PPAR ee Mar. 3 Mar. 8 
Oe a. rere Mar. 8 SS : rr ror 
. SS eee Mar. 18 Mar. 22 Mar. 26 
8 ee ae Mar. 29 See S..>'- scious 


Through bills of lading issied to Hawaiian Islands, transhipment 
at Los Angeles Harbor without transfér charge, also to all ports 
of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 
ES Ee ee eee Hearst Tower Bldg. 
Pe EE ccccccccentenesccccececed 4128 Jenkins Arcade Bldg. 
SYRACUSE.......... sasbincis Cig:aia cig aren 6g Weenies ale 201 Mitchell Bldg. 





SAN TBCO.,.. oc ccccccccccccccccccscccccce 230 California St. 
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is published via the Ohio River crossing, Cincinnati, in con- 
nection with the L. & N. R. R., via which route no through 
class or commodity rate is published on the commodity shipped. 

As the bill of lading route is not a continuous '}rough route 
from origin to destination, are the carriers liable for n ‘srouting? 

Answer: The Commission has held that where the shipper 
specifies certain carriers in the bill of lading, but there is a 
gap between two of the carriers named, thereby muking the 
routing incomplete, it is the duty of the carrier to forward the 
shipment via the cheapest reasonable route consistent with 
the routing specified. See Bruner Co. vs. Sou. Ry. co., 40 
I. C. C, 549; Reynolds Bros. Lumber Co. vs. Tallulah Falls Ry., 
42 I. C. C. 421; E. I, Du Pont De Nemours & Co. vs. C. R. R. 
Co. of N. N. J., 55 I. C. C. 243; Green Bay Specialty Co. vs. N. Y. & 
L. B. R, R., 50 I. C, C. 237; Central Penna, Lumber Co. vs. 


B. & S. R. R. Corp., 52 I. C. C. 329; Ferguson Lumber Co. vs. 
L. & A. Ry. Co., 52 1. C. C. 486. 


Whether the lower combination rate should be protected 
in the instant case is dependent upon whether the route over 
which this combination rate applies is consistent with the ship- 
per’s routing instructions. We do not believe that it is. 


CONDITION OF APPLE GROWERS 


The Trafic World Washington Bureau 


Flat, horizontal increases in freight rates, forcing the pay- 
ment of freight amounting to about $300 per acre on the product 
of his orchards near Yakima, Wash., in the opinion of H. M. 
Gilbert, a grower, is ruining the west, while the east and sec- 
tions having the short haul are having wonderfully prosperous 
times. The opinion was expressed in a letter Mr. Gilbert wrote 
to Senator Jones, of Washington, with which he enclosed statis- 
tical.data compiled by M. O. Lorenz, director of the Commission’s 
bureau of statistics, and one from Secretary McGinty, outlining 
the work under section 15a that is being done by the Commission 
In his letter, Mr. Gilbert, apparently a controlling figure in 
Rickey & Gilbert Co., said that when he asked the Commission 
to reduce rates it said the transportation act required it to 
maintain sufficient rates to produce an average earning of 5.75 
per cent on all railroads; and that when he asked the railroads 
for any consideration regarding rates, they promptly advised 
that the Commission would not sanction any reduction in rates 
and that rates must “go up” rather than down. Senator Jones 
had the letters published in the Congressional Record, Except 
for section 15a quoted by Mr. McGinty in his letter, the Cor- 
respondence is as follows: 


Mr. Gilbert said: 


My Dear Senator—I have been making quite a study of the freight 
rate problem on our apples. I am fully convinced that a lower rate 
is necessary, not only for the continuation of the apple business, but 
for the continuance of freight revenues for the railroads themselves. 
A good many hundred acres of orchards are being pulled out this 
year, and a very large number of growers who had some of the older 
varieties, or considerable Jonathan acreage, are compelled to give up 
their orchards and abandon them to the mortgage companies. 

Whenever we ask the Interstate Commerce Commission for any 
reduction in rates they promptly advise us that they are required by 
the transportation act to make and maintain sufficient rates to pro- 
duce an average earning of 5% per cent on all railroads. Whenever 
we ask the raijrofd@s»for any consideration regarding rates they 
promptly advise that the Interstate Commerce Commission will not 
sanction any reduction in rates and that rates must “go up’ rather 
than down until the required earning is secured for all railroads. 

Attached please -find copy of letter I received from the Interstate 
Commerce Commission bureau of statistics. You will note from this 
letter that the Northern Pacific and Great Northern both declared 
dividends of 7 per cent in 1921 and 5 per cent and 5% per cent, 
hes in 1922, and had a good many million dollars surplus net 
income. he Union Pacific declared dividends of 14 per cent in 
1921-22, and had from $8,000,000 to $10,000,000 net income in addition. 

According to the Wall Street Journal of January 12, 1924, the 
Union Pacific showed a much better profit, namely, 15 per cent net 
earnings on its stock in 1923 as compared to 12% per cent in 1922. 
The fruit railroads out of California in 1923 showed 12 per cent net 
earnings for the Southern Pacific and 14 per cent for the Santa Fe. 

The rts to the Interstate Commerce Commission made by the 
Great Northern show the net operating income for the first 10 months 
of 1923 was $18,569,505, which was more than all of 1922. Their report 
to the Interstate Commerce Commission also shows that their net 
operating income for October alone was $5,294,338, being the largest 
net operating income for any month in the history of the Great 
Northern. he net operating income for the Northern Pacific for 
October was $3,342,542, or 55 per cent over the same month in 1922. 

One of the Northern Pacific officials advised me that the Yakima 
Valley was the only thing that saved them from a loss this year. 

Please note also from the Interstate Commerce Commission letter 
that the Milwaukee had about $11,000,000 deficit in 1921 and about 
$6,000,000 deficit in 1922. They have done better in 1923, but is it not 
plain that it is unfair for the onple growers of Washington (who are 

ying over $20,000,000 freight this year) to be charged the present 
remendous high freight rates in order to offset the loss of the Mil- 
waukee and other similar railroads, which never should have been 
built? If the fruit growers were making money, it might be all right 
to levy rates on them to make up for the monumental blunder of 
building the Milwaukee, but the apple growers are simply up against 
it, and absolutely — afford to pay the present rates. Just how 
it is going to help the railroads to have thousands of acres of orchards 
ull up, and hundreds of families ruined, is beyond my compre- 
ension. It seems to me the transportation act compels the Interstate 
+ ates Commission and the railroads to use inflexible and unjust 
rules. 


Suppose we admit that the railroads need the present révenue. 
should not the freight rates be levied on the commodities that 

can afford to pay them? In other words, why compel the railroads to 
charge more than the traffic will bear on our apples, when such policy 
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can have but one effect, the destruction of their present revenues, 

In this connection, permit me to call your attention to the injustice 
of the flat horizontal increase in freight rates. When we planted our 
orchards the rate was 50 cents per box, without heater charge; now 
it is 75 cents per box, plus a heater charge of about 5 cents, or 60 
per cent increase. 

The Joint Commission of Agreattyel Inquiry made a v exhaus- 
tive study of freight rates in 1921. They took 2,022 cars of barreled 
apples, with an average haul of 400 miles, and found that the producer 
of the a es received 80 cents out of every dollar of their wholesale 
price, while the railroads received 11.65 cents out of. every dollar for 
refrigeration and all other oe In the case of boxed apples, the 
commission made a study of 1,466 carloads, with an ayerage haul of 
2,800 miles, and found that the shipper received 54.65 cents out of 
every dollar, and the railroads received 35.17 cents out of every dollar. 
You can see by comparing these —— that a 50 per cent flat increase 
or decrease in freight rates would not make very much difference to 
the barreled-apple shipper, while a 50 per cent increase or decrease 
in freight rates on boxed apples would make about 20 per cent differ- 
ence. Apples were a good price in 1921; this year, with lower prices, 
the railroads get a much larger per cent, intensifying the injustice of 
the horizontal increase. ’ 

I have just returned from a hearing before the fact-finding com- 
mission at Salt Lake City. I made a statement for the record there, 
putting in a great many figures which I think show that the ruin of 
reclamation in the West is being caused by this flat horizontal in- 
crease in freight rates, with great injustice to the long haul. The 
condition on many of the projects is pitiable, much worse than on 
ours, Their banks have been greatly impaired and credit facilities 
are in many cases a thing of the past. In my opinion, the high freight 
rates in Montana and the Dakotas are part of the cause for the 
terrible times in those states. Before the fact-finding commission, 
I appealed to the commission to ask the railroads for relief, and ask 
the Interstate Commerce Commission for a change in their inflexible 
rules, ne omar | the railroads of the West to reduce their rates so 
they would not be more than the traffic will bear. I feel the railroads 
are really the perinere of the fruit growers and farmers of the West 
in developing this country, and that the policy of the Interstate Com- 
merce Commission apparently required by the transportation act is 
ruining the West, while the East and the sections with the short haul 
have an increase (which really does not affect them greatly) and are 
having wonderfully Derg et times. The farmers of our valley and 
the people of the est have borrowed about to the limit of their 
credit, thinking times would change. I sincerely hope they will, but 
having paid $300 per acre freight, or about $100,000 on my orchards 
this year, you can see it is possibly plainer to me than to others 
where my profit and the profit of the people of the West pose. 

I dislike to write you so long a letter, but I really feel the situa- 
tion is almost desperate to the section you represent. 


Mr. Lorenz said: 


Dear Sir—We have received your letter of January 24 to the 
secretary of the commission, with respect to the gross and net earn- 
ings of a number of roads named therein. We give below a statement 
which we think will answer your purposes: 


Gross and net earnings of certain railroads. 
Road and item. 1921 


1922 
Southern Pacific Company: 
Net railway operating income.......... $33,686,560.90 $40,459,532.34 
Net income .......... Dei poses eee Se Tse US »526,526.98 4,907,729. 
Dividend declared ..c..ccccccccececccecs 20,639,195.82  20,662,854.32 
Rate of dividend..............per cent.. 6 6 
Northern Pacific Ry. Co.: 
Net railway operating income.......... 10,843,826.17 19,450,514.47 
SEG OY acthiihs nie 636065 igs cdeberdibe «. 22,065,399.17 15,056,929.50 
Dividend declared ..... » Oaks wi ceil ««+ 17,360,000.00  12,400,000.00 
Rate of dividend.............. per cent.. 7 5 
Great Northern Ry. Co.: 
Net railway operating income.......... 12,866,410.94 17,276,597.84 
PEGG? CUOOOUND . ccecipeesaces ip os dos dope eat 28,469,925.78 10,865,672.19 
NE IO bo 0's 6 dotp oneyecee ence 17,462,973.50 13,097,264.25 
Rate of dividend............. per cent.. 7 5% 
Union Pacific R. R. Co.: 
Net railway operating income.......... 28,351,909.67  26,621,319.14 
CE Bee A ee eee 34,307,524.50 36,587,339.71 
TOPWRII WCURTOD voce cccccécceteccscnce 26,210,900.00  26,210,900.00 
Rate of Gividend......accccess. per cent... 14 14 
Chicago, Milwaukee & St. Paul Ry.: 
Net railway operating income.......... 5,117,329.40 13,284,244.57 
bk SRS 2 2 A a A 10,962,616.70 5,999, 707.07 
pe EE ar eee None. None. 
pO Se ee ee ee None. None. 


Mr. McGinty said: 


I have your letter of February 19, 1924, concerning the level of 


freight rates in connection with the requirements of the transporta- 
tion act, 1920. 


As you know, that portion of the above-cited act to which you 


refer has been incorporated in the interstate commeree act in 
section 15 (a). . é 


In its report under Docket 13293, Reduced Rates, 1922, the com- 
mission found that on and after March 1, 1922, a fair return as con- 
templated by the above provision would be 5.75 per cent of the aggre- 
gate property value as a uniform percentage for all rate groups or 
territories designated by this commission. 

The above considerations are general in their character and do not 
in any manner preclude individual rate adjustments involving both 
increases and decreases. As you know, reports are constantly being 
issued by the commission providing for reductions in rates where 
such action has been found warranted under the existing circum- 
stances. Moreover, tariffs and supplements are being received from 
the different carriers which bring about various advances and_reduc- 
tions in individual rate items through voluntary action on their part. 

I believe the above considerations will remove any misunder- 
standing under which your constituent may be laboring; if not, how- 
ever, I would be pleased to advise further in the premises. 


HOOPER NOT CANDIDATE FOR CHAIRMANSHIP 


Chairman Ben W. Hooper of the United States Railw2y 
Labor Board has announced that he will not be a candidate 
for re-election to the chairmanship. His notice to the board 
is as follows: 


In order that the Board may be convenienced by having } +4 
information two months in advance, I am respectfully nforming 
Board that, having served two terms as chairman, I shall not 
candidate for re-election. 4 


Ma: 
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SERVICE 
FIRST 


INSIDE TRACKAGE 
FOR 10 CARS 
SIX ELEVATORS 


HENRY COBURN 
STORAGE & WAREHOUSE CO. 


INDIANAPOLIS, IND. 


Storage and Distribution 
of General Merchandise 


se 


Wage 
> as 
ul, ak “rai! 


Elevated Tracks a 
No Delays During Switching 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 
FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 


Peol Cars and Prompt Delivery Service a goa 
MOST CENTRALLY LOCATED 





NAWSCO LINES 


iin INTERCOASTAL ‘SER% 


PORTLAND, ME. 
PHILADELPHIA BOSTON 


and 
LOS ANGELES PORTLAND 
SAN DIEGO: . .._—SC ASTORIA 
SAN FRANCISCO... SEATTLE 
OAKLAND __. TACOMA 
; a VANCOUVER tga 


Sailings Every Ten Days 


NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U: S. Government Ships 
BOSTON: 111 Summer St. 
NEW YORK: 11 Meere St.- BALTIMORE: American Bldg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bldg. 





= WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. Pacific Coast Ports 


228-36 WEST FOURTH STREET 


THE ROBERT DOLLAR COMPANY 
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C. 8. D. ANNUAL BULLETIN 


The Trafic World Washington Bureau 


The car service division of the American Railway Associa- 
tion has issued its annual bulletin for 1923. 

“This bulletin is issued as a statistical digest of related 
economic and transportation factors applied to the movement 
of the country’s production during the year 1923 and prior years,” 
the division said. “A careful analysis of the trend of trans- 
portataion factors, production, prices and shipments has been 
made to serve as a background of business and railroad con- 
ditions subsequent to the war period, and to give individual 
railroads and shippers a competent guide, statistical reference 
and index to industrial and agricultural activity, together with 
the performance of railway transportation during 1923.” 

The bulletin is replete with statistical tables and charts. 


Discussing commodity loading in 1923, the car service division 
said in part: 


Unlike the year 1922, with its economic disturbances due to the 
coal miners’ and shopmen’s strike, the year 1923, represented the 
period since the war when conditions throughout the country 
afforded the railroad industry as a whole*an opportunity to demon- 
strate its ability, in co-operation with the shipping and consuming 
public, to efficiently and satisfactorily handle the unprecedented 
volume of traffic developed. The record of the past year speaks for 
itself, and emphasizes, in so far as even car supply is concerned, 
the soundness of the fundamental methods employed in effecting the 
automatic daily distribution of equipment between the individual rail- 
roads and the different sections of the country. 


Following a table showing revenue ton miles per freight 
train mile in the year ending June 30, 1914, as 464.6 and in the 


ten months ending October 31, 1923, as 648.1, the car service 
division said: 


The remarkable increase in revenue ton miles per freight train 
mile over 1914, reflects not only improved facilities and increased 
carrying capacity of the equipment, but greater operating efficiency. 
The performance for the first ten months of 1923, is all the more 
remarkable in view of the fact that there was an increase of 
popreximasey 14 per cent in light.loading commodities with only a 

n 


5 per cent crease in heavy loading commodities compared with 
the record year of 1920. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
February 8-14, inclusive, was 127,415 as compared with 138,017 
cars in the preceding period, while the average daily shortage 
was 7,397 cars as compared with 6,998 cars in the preceding 
period, according to compilations made by the car service divi- 
sion of the American Railway Association. 

The surplus was made up as follows: Box, 53,007; ventilated 
box, 118; auto and furniture, 1,737; total box, 54,862; flat, 3,891; 
gondola, 28,823; hopper, 17,470; total, all coal, 46,293; coke, 366; 
S. D. stock, 13,576; D. D. stock, 454: refrigerator, 7,376; tank, 
24; miscellaneous, 573; total, 127,415. 

The shortage was made up as follows: Box, 3,257; auto and 
furniture, 177; total box, 3,434; flat, 277; gondola, 927; hopper, 
1,948; total, all coal, 2,875; S. D. stock, 146; D. D. stock, 196; 
refrigerator, 466; miscellaneous, 3; total, 7,397. 

Canadian roads reported a surplus of 10,300 box, 2,250 flat, 
1,200 gondola, 1,400 D. D. stock, and 400 refrigerator cars. They 
reported a shortage of 500 box cars. 


NEW ROLLING STOCK 


The following is authorized by the car service division of 
the American Railway Association: 


The railroads on February 1 had 25,390 freight cars on order, 
mae 16,192 freight cars were placed in service in the month of 
anuary. 


Freight cars on order on February 1 included 8,128 box cars, 7,668 
coal cars and 5,244 refrigerator cars. They also had on order on 
that date 2,553 stock cars and 1,178 flat cars. 


the cars placed in service in the month of January, box cars 
numbered 8,241, coal cars 5,347 and refrigerator cars 636. 
The railroads also placed in service in the month of January 271 
locomotives, while on February 1 they had on order 439 locomotives 
with deliveries being made daily. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended February 16 es- 
tablished another record for the period of the year involved, 
the total number of cars loaded having been 935,109, as com- 
pared with 906,489 cars the preceding week and 816,646 and 773,- 
275 cars in the corresponding weeks of 1923 and 1922, rspec- 
tively, according to the weekly statement of the car service 
division of the American Railway Association. In the week 
ended February 2 a record was established with the loading of 
929,986 cars, which was the largest number of cars loaded in 
any week in any year in the months of January, February or 
March, with the exception of the week ended March 31, 1923, 
when the total was 938,725 cars. 

Loading of forest products established a new record in the 
week ended February 16, the total having been 82,718 cars. This 
is the highest weekly loading of forest products on record. It 
was approached the week ended February 2, when the total was 
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80,132 cars. The highest previous loading on record was in the 
week ended April 21, 1923, when the total was 80,140 cars. 

Loading by districts the week ended February 16 and for 
the corresponding week of 1923 follows: 


Eastern district: Grain and grain products, 9,492 and 6,434; live 
stock, 3,466 and 2,814; coal, 51,938 and 51,299; coke, 3,229 and 3,816; 
forest products, 8,105 and 5,352; ore, 1,330 and 1,521; merchandise, 
L. C. L., 65,101 and 52,423; miscellaneous, 82,900 and 71,481; total, 
1924, 225,561; 1923, 195,140; 1922, 187,335. 
roducts, 2,995 and 2,524; live 


Allegheny district: Grain and -grain 
stock, 2,949 and 2,621; coal, 54,521 and 52,033; coke, 6,382 and 6,950; 
forest products, 3,414 and 3,214; ore, 2,653 and 1,761; merchandise. 
L. C. L., 48,922 and 43,517; miscellaneous, 72,313 and 67,951; total, 
1924, 194,149; 1923, 180,571; 1922, 157,923. 

ocahontas district: Grain and grain products, 295 and 214; live 
stock, 63 and 61; coal, 30,969 and 19,808; coke, 485 and 709; forest 
products, 1,721 and 1,365; ore, 126 and 163; merchandise, L. C. L., 6,754 
and 5,938; miscellaneous, 4,138 and 3,549; total, 1924, 44,551; 1923, 
31,807; 1922, 34,651. 

Southern district: Grain and grain products, 4,591 and 3,880; live 

; coal, 25,022 and 23,375; coke, 1,042 and 1,318; 

forest products, 25,533 and 19,751; ore, 1,550 and 1,500; merchandise, 
L. C. L., 40,016 and 38,150; miscellaneous, 48,095 and 45,671; total, 
1924, 147,972; 1923, 136,014; 1922, 120,372. 


Northwestern district: Grain and grain gary meee = 164 
° an ’ >; coke, il, an 


623; live stock, 11,152 and 8,475; coal, 
1,797; forest products, 24,531 and 13,370; ore, 822 and 743; merchandise, 
L. C. L., 28,347 and 21,863; miscellaneous, 32,563 and 24,654; total, 1924, 
122,146; 1923, 89,549; 1922, 97,292. 

Central Western district: Grain and grain products, 15,368 and 
10,940; live stock, 12,060 and 10,928; coal, 17,989 and 23,084; coke, 301 
and 387; forest products, 10,339 and 7,610; ore, 2,884 and 2,888; mer- 
chandise, L. C. L., 35,921 and 33,148; miscellaneous, 44,623 and 41,363; 
total, 1924, 139,485; 1923, 130,348; 1922, 123,655. 

Southwestern district: Grain and grain products, 5,477 and 3,859; 
live stock, 2,026 and 2,162, coal, 5,619 and 5,618; coke, 193 and 138; 
forest products, 9,075 and 7,996; ore, 430 and 438; merchandise, 
om C... da, 15,279 and 13,769; miscellaneous, 23,146 and 19,237; total, 
1924, 61,245; 1923, 53,217; 1922, 52,047. 

Total, all roads: Grain and grain products, 53,313 and 38,474; live 
stock, 33,839 and 29,430; coal, 194,295 and 183,241; coke, 13,031 and 
15,115; forest ren, 82,718 and 58,658; ore, 9,795 and 9,014; mer- 
chandise, L. C. L., 240,340 and 208,808; miscellaneous, 307,778 and 
273,906; total, 1924, 935,109; 1923, 816,646; 1922, 773,275. 

Loading of revenue freight this year compared with the two 
previous years follows: 


1924 1923 1922 
Four weeks of January .............:. 3,362,136 3,373,965 2,785,119 
Week ended February 2nd............ 929,93 65,414 747,895 
Week ended February 9th............ 906,489 849,352 777,791 
Week ended February 16th........... 35,109 816,646 773,275 
WN * 2.00 ie di ccimesinseadssecaanes 6,133,670 5,905,377 5,084,080 


LUMBER SHIPMENTS 


With 387 sawmills reporting comparably, as against 395 
last week, the national lumber movement for the week ending 
February 23 showed little change, There was a slight increase 
in new business and small decreases in production and ship- 
ments as measured by the reports, says the weekly statement 
of the National Lumber Manufacturers’ Association. As com- 
pared with last year, production last week was well ahead and 
shipments and new business were somewhat behind. 

The West Coast Lumbermen’s Association reported the un- 
filled orders of 133 mills as being 457,865,552, as compared with 
464,146,718 feet for 130 mills a week earlier. The unfilled or- 
ders of 139 Southern Pine mills were 278,326,839 feet, as against 
287,387,369 feet the week before. The combined unfilled orders 
of the reporting mills of the two associations were 736,192,391, 
as against 751,534,087 the week before. 

Altogether the 387 reporting mills show shipments 97 per 
cent and orders (new business) 89 per cent of actual produc- 
tion. For the Southern Pine mills by themselves, these pel- 
centages are 89 and 78, respectively, and for the West Coast 
mills, 93 and 86. 

Of the reporting mills, 365 have a normal production for 
the week of 224,001,824 feet, according to which actual pro 
duction was 102 per cent, shipments 98 per cent and orders 
(new business) 89 per cent. 

The following table compares the national lumber move 
ment (reporting mills of 7 regional associations) for the three 
weeks indicated: 

Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
EE i phate OE 387 374 395 
Peeduetion: sis heise <t 240,012,157 202,562,660 242,064,715 
MTOM Soc. cscs 233,278,281 255,856,987 241,835,588 
Cntein sles cath causa 213,053,950 219,811,309 208, 126,20 


The following fiures compare the lumber movement for the 
first eight weeks of 1923 with the same period of 1924: 


Production Shipments Orders 61 
DRAPE A errare ac 1,719,928, 211 1,794,592,680 1,848,690,2 
Reena 1,580,852,455 


1,931,080,791 2,122,131,692 


go hag alaaalaiet caliper ten "136,488,111 "973,441,425 

Owing to the incomparability of its weekly orders (ne¥ 
business) report, neither of the above tables includes mills of 
the California White & Sugar Pine Association, of which 12 
reported a cut of 6,278,000, shipments of 9,075,000, and neW 
business of 7,932,000. The cut represents 35 per cent of that 
of the California pine region. 
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Fireproof Warshenses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 





Ship by Water 


“DIFFERENTIAL RATES” via 





WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma cand Bellingham 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
core and Boag: Streets, te York Telephone Dowtiog Green 7394 
39 moor hy oq Fuledslghie, Pa. 


Pa. Chicago, Ill. 
Drexel Bldg. — dg. 333 S. Dearborn St. 
And at our Branch Offices at ports of call, ete. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore NewYork Norfolk 







SANTA BARBARA.... Mar. 3 Mar. 6 Mar. 8 


*VENEZUELA....... Mar. 7 Mar. 13 Mar. 14 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 


THEREAFTER EVERY WEEK 
*Calling at Manzanillo, San Jose de Guatemala, La 
Corinto, Canal Zone, Havana  (astboun 
bound), Norfolk and New Y 


FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CORINTO sails from San Francisco March 8 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New Y: a St., San Francisco 
605 Central Bidg., ey Angeles, Calif. 
Seattl H Building aoe Norfolk Southgate Fwd. & Stg 
DB sseeeceeseess-. Hoge Building Norfolk..... a . . 
Baltimore....... Equita’ table B Building Cleveland...... 630 
Pittsburgh. 410 State Theatre Bldg. Chicago 


Libertad, 
d), Baltimore (East- 


ent AN CE 


DIRECT 1 FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS— MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 


ee issued from Gulf ee ae New 
Zealand, Dutch East Indies, for Transhipment at San 


Penh il finding Pace Cat Pots Mas Ci, ate 
Rice, West Central America, South America, Europe 
Rates quoted, bookings and other information furnished upon 
application 


ee 


GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 18 Moore St. 
Galveston, Texas 430 Sansome St. 
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FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
12,950 cars the week ended February 23, according to the weekly 
report of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. The totals from the summary of carlot 
shipments follow: 


Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


TUESDAY, FEBRUARY 26, 1924. 
Total 





Total 
this last 
Feb Fe Fe Sea- Sea- Total 
17-23, 10-16, 18-21, son to son to Last 
1924 1924 1923 Feb. 23 Feb. 24 Season 
Apples (western states)— 
i RC 1,088 1,152 1,154 *56,040 41,541 46,282 
Apples (eastern states)— 
NE. cans viceae 475 721 690 *58,114 59,334 65,985 
Cabbage (old crop)— 
wd eee ss 233 *368 374 34,843 40,065 41,327 
Cabbage (new crop)— 
EE cetecucse 477 379 112 2,513 904 34,843 
Cauliflower— 
ME se ctareces 203 204 321 2,898 3,278 4,616 
Celery (old crop)— 
Otel 5 h..sewee 132 78 100 16,200 14,494 14,921 
Celery (new crop)— 
TE, doeeeenes 391 427 276 2,729 1,867 6,398 
Grapefruit— 
| eer her 752 661 oe 11,216 oe 17,626 
Lemons— 
| Rae 147 150 +e 2,891 se 8,194 
Lettuce— ° 
a 969 867 680 11,025 8,419 27,653 
Mixed Vegetables— 
paar 437 393 3,431 2,800 23,782 
Oranges— 
OME. asvecse --2,051 2,193 oe *31,466 ee 67,947 
Onions— 
PL . -cateredes 457 577 400 25,242 27,541 29,758 
Spinach— 
Er 202 242 163 3,461 3,142 7,354 
Strawberries— 
WOME DB dub do-oad 68 44 68 365 467 17,896 
Sweet Potatoes— : 
ME. excce cose 133 *176 527 12,981 17,761 21,569 
Tomatoes— 
TE. wccasnee - $21 272 258 1,551 940 23,960 
Summary Potatoes— 
Leading Sec- 
tions, late crop 4,334 4,430 4,059 126,428 121,870 186,035 
Other Sections, 
late crop ..... 68 112 14,435 25,847 27,170 
Early crop .... 3 33,196 40,910 40,923 
Total .....4,392 4,501 4,173 174,059 188,627 254,128 


** Unavailable. 


COAL PRODUCTION AND SHIPMENT 


“The recovery in the production of soft coal in the first 
full*week of February was temporary, and was followed by an 
even sharper decline in the week ended February 16,” the 
Geological Survey says in its current weekly coal production 
report which, in part, follows: 





Th total output, estimated from railroad reports of cars loaded 
and Fete | allowances for mine fuel, local sales and coal coked, 
was 11,157,000 net tons. This was a decreuse of 344,000 tons, or 3 
per cent. The average daily rate of output is again close to the 
1,800,000 line, which was the rate that prevailed just before the 
slump in production at the beginning of November. 

Preliminary returns, which show a total of 72,639 cars loaded on 
Monday and Tuesday of the week (February 18-23), indicate the 
probability of a further decrease in production. 

The bd ag te of anthracite was practically unchanged in_ the 
week ended February 16. The total output is now estimated at 
1,900,000 net tons, a decrease of 6,000 tons. This figure includes 
mine fuel, local sales, and the production of dredges and washeries. 
In the corresponding week of 1922, 1,828,000 tons were produced. 

The production of anthracite in December, is now estimated at 
7,700,000 net -tons, a decrease of 46,000 tons.from the, output in 
November. With the exception of 1921, the“ output in*.December, 
pe hg Tan smaller than in the corresponding month of any year 
since 4 

Preliminary estimates place the total output of anthracite in 
1923, at 95,444,000 net tons. In comparison with the strike year 
preceding, this was an increase of 75 per cent. From the view- 
point of anthracite production, 1923 stands third, it having been 
exceeded only by production in the war years, 1917-18, when keen 
demand for the fine sizes for industrial consumption greatly stimu- 
lated the output of dredges-and washeries. 

The all-rail movement of the bituminious coal into eastern New 
York and New England declined slightly to 3,274 cars, in the week 
ended February 16. Shipments of anthracite increased somewhat to 
3,897 cars. The present rate at which soft coal is being moved by 
rail into this territory is considerable in excess of that prevailing 
a year ago, while that of anthracite is perceptibly less. 

Tidewater business at Hampton Roads increased sharply in the 
week ended Febraury 16. The total quantity of soft coal handled 
over the piers at that port was 407,791 net tons, the largest total 
recorded since late in August. ‘In comparison with the week pre- 
ceding there was an increase of 88,754 tons, or 28 per cent. The 
principal factors in the improvement were increases of 30 and 47 
per cent, respectively, in dumpings consigned to New England and 
to “other coastwise’”’ destinations. 

Final statements for the Lake season of 1923, courteously sub- 
mitted by ore and coal exchange, show that a total of 29,647,000 
net tons of soft coal were dumped. This was an increase of 60 per 
cent over shipments in 1922, and it exceeded the previous record of 
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28,153,000 tons, established in 1918, by more than 5 per cent. The 
following table indicates roughly the destinations amoung which 
the tonnage handled during the last three seasons was distributed. 

The tonnage shipped to United States ports was larger in 1923, 
both actually and relatively, than in either of the other years shown. 
This was largely due to the sharp increase in shipments to ports on 
Lake Superior which were 106 per cent larger than in 1922 and 
40 per cent larger than in 1921. The tonnage consigned to lower 
Lake Erie ports, which was unusually large in 1922, owing to the 
cutting off of regular supplies by the miners’ strike, decreased 
sharply but was still 105 per cent more than in 1921. 

The quantity consigned to Canadian ports was 48 per cent larger 
than in 1922, and 15 per cent larger than in 1921. Relatively, how- 
ever, Canada received 1.5 per cent and 2.8 per cent less than in 
those years. The princip change was that in the tonnage for 
Canadian ports on Lake Superior. 


ANTHRACITE RATE INQUIRY 


The Trafic World Washington Bureau 


Hearings in No. 15006, the Commission’s inquiry into the 
rates on anthracite, with its collateral development of an in- 
vestigation to determine the feasibility of making rates so as 
to give New England substitutes for anthracite, were resumed 
February 28, before Chief Examiner Butler. 

Announcement was made at the first session of the initia] 
day of the resumed hearings that the Virginian and the Nor. 
folk & Western had decided to meet the competition of the 
Chesapeake & Ohio at Washington, D. C., by publishing a rate 
of $2.84, which would be the same as the rate the Chesapeake 
& Ohio had had to Washington for many years. The Chesapeake 
& Ohio, it was explained, had a trackage contract with the Penn- 
sylvania under which that carrier brought coal into the District 
of Columbia for delivery wherever there was a Pennsylvania 
track at the rate which the other carriers announced they would 
meet. The rate over routes other than that of the Chesapeake 
& Ohio, to Washington, has been $3.37. 

Establishment of that rate, it was said, would enable all 
parts of the District of Columbia, except that part known as 
Uniontown, to obtain West Virginia coal at the rate that had 
been in effect from mines on the Chesapeake & Ohio and extend 
the market from which buyers in and north of Washington 
could obtain’ the low volatile coal that had been put forward 
at this hearing as the answer to New England’s fuel question. 

J. J. Hickey, conducting the inquiry for the Commission, 
presented as witnesses, Walter H. Judge, an accountant em- 
ployed by the Commission, and C. R. Mills, an employe of its 
division of tariffs. Mr. Judge put into the record calculations 
as to the returns to coal carrying roads, without making any 
allowances for materials or supplies or working capital. Mr. 
Mills put in rate compilations the Commission will need in dis- 
posing of the case. 

Attorneys for the railroads submitted answers to questions 
asked by Mr. Hickey, in a letter addressed to the attorneys, in 
a hope that time would be saved thereby, through dispensing 
with witnesses. W. S. Bronson said he preferred to have the 
questions answered by a witness and he called E. D. Hotchkiss, 
head of the traffic department of the Chesapeake & Ohio. The 
latter said there were no joint through rates on coal from the 
West Virginia fields via the Chesapeake’ & Ohio to New Eng- 
land and that local officials probably could not quote rates to 
New England from tariffs on file with them. Mere recitation 
of the rates carried in the various tariffs, he suggested, would 
not tell the ordinary shipper anything, because all rates on 
coal on the Chesapeake & Ohio are stated in dollars and cents 
per net ton, while rates on coal on railroads to the north and 
east are in dollars and cents per gross ton. But, he said, if any- 
bedy really desired to ship, the through rates to be made by 
combinations could be obtained in the general offices of the Chesa- 

- peake & Ohio. 

Charles E. Gurney, chairman of the Maine commission, said 
he thought it would be well to have rates from the low volatile 
fields for use in case’ of emergency. He said that Maine used 
a great deal of wood but that the consumption was not as 

great as formerly because labor is too high to produce wood as 
cheaply as coal, heating qualities considered. 


LAKE COAL RATES 


The Traffic World Washington Bureau 


Among lawyers not directly interested, as well as those 
interested, the lake cargo coal case on hearing before Chait 
man Hall and Assistant Chief Examiner Charles F. Gerry, 18 
regarded as of prime importance. The question of the relation- 
ship of rates on coal, particularly lake cargo coal, has always 
been one full of friction. All the mines are not served by the 
same companies, else the question would not be so complicated. 
It might, it is believed, be dealt with under the third section. 

The passage of the minimum rate part of the law compli- 
cated an already complicated thing. One of the outstanding 
facts in any consideration of lake cargo coal rates is that the 
roads having the long hauls, on what look like low rates, are 
prosperous, or comparatively so. The Louisville & Nashville, 
for instance, is greatly interested in the traffic from far distant 
mines. The Wheeling & Lake Erie is interested in the traffic 
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fromh the nearer mines. The prosperity of the Louisville & 
Nashville is. admitted. The Wheeling & Lake Erie is not so 
prosperous as to have been put into a list of ultra desirable 
properties. 

Some have proceeded on the assumption that the Commis- 
sion, in the exercise of the minimum rate power conferred in 
the transportation law, can make rates from the competing dis- 
tricts that will have the result of giving the Wheeling & Lake 
Erie, using that road as an example, a larger share of the busi- 
ness of hauling to a competitive market, if and when the com- 
mercial conditions arising from competition in sales of coal, 
become such that the difference, or spread in the railroad rates, 
will determine the mines from which the buyers in the north- 
west will take their fuel. 

Any decision which may be construed as an undertaking 
by the Commission to bring about a distribution of the business 
on such ‘a..basis, it is well understood, will be attacked in the 
courts as illegal. In such litigation, the question as to the 
scope of the Commission’s minimum rate power will be fought 
out. The notice by W. S. Bronson, given February 21, the last 
day of the hearing, that he did not consider the Chesapeake & 
Ohio or the Hocking Valley as being capable of being bound 
by an adjustment intended to give the lines serving the western 
Pennsylvania and more eastern of the Ohio districts a larger 


share of the lake cargo coal business, was taken as indicating © 


an intention on their part to fight in the event the Commission 
undertook to widen the differentials. The Louisville & Nash- 
vill is also suspected of being determined to fight for an adjust- 
tient that will enable it to continue to haul coal to the lake 
ports. without diminution brought about by the application of 
rate adjustment theories, for the benefit of the lines and mines 
nearer the lake ports than it and the mines on its rails. 

The question of the Commission’s minimum rate power may 


‘ come to the front in the salt cases before it can be raised in 


the courts, in connection with the lake cargo coal cases. The 
Illinois Central and the Louisiana salt mine operators believe 
they have a right to get into the Chicago market on such rates 
as the Southern Pacific and the Illinois Central proposed and 
which were condemned by the Commission because, among 
other things, the Illinois Central participated in joint rates on 
salt from other fields that conflicted, in a tariff sense, with those 
from Louisiana. 

In the general salt investigation following that investiga- 
tion and suspension case, the Commission seemed to be moving 
on the assumption that it could treat the railroads as a unit 
and therefore make rates that would give each salt field what 
it thought an equal chance, distance and other factors entering 
into the making of rates considered, to enter the highly com- 
petitive consuming centers. In his discussion of that case J. V. 
Norman suggested to the Commission that if it came to be 
the fact that it had such power to delimit markets in which 
this group and that group of shippers might do business, con- 
tfol of the Commission would become a question of bitter strife; 
that is, that various combinations of shippers and railroads, in 
their own interest, would have to take steps to procure the 


appointment of commissioners who would take their views on 
such questions. 


- VEGETABLE OIL RATES 


: The Trafic World Washington Bureau 

The question of vegetable oil rates, considered by the Com- 
mission in I. and 8. No. 1705, has been raised again by the 
proposal of the transcontinental carriers to make rates on lin- 
seed oil, westbound, from Minneapolis, Milwaukee and Chicago, 


to south Pacific coast points, lower than the rates eastbound. .- 


The American Linseed Company of New York, with mills at Port 
Richmond, Staten Island, Buffalo, Chicago and Minneapolis, has 
protested and asked the suspension of items in Countiss’ I. C. C. 
Nos. 1130, 1129 and 1139, bearing March 2 as their effective date. 
It asserted, in a protest filed with the Commission, that the re- 
ductions proposed ranged from 19 to 30 cents, or from 19.2 to 
27.3 per cent. 

“These are material reductions and under them linseed oil 
from this territory (Minneapolis, Chicago and Milwaukee), will 
not return its proper proportion of the carriers’ earnings,” the 
company said. In support of that declaration it referred to the 
Commission’s decision in I and S. No. 1705, dated April 2, 1923. 
“The ton-mile earnings under these (reduced) rates would be 
less than one-half of the average earnings of the principal car- 
riers interested in the traffic. This is without taking into con- 
sideration the return empty car movement ofthese tank cars, 
which is about 100 per cent, and the private car hire. 

“The concerns for whose account these reduced rates were 
published have plants at the Atlantic seaboard, so that as to 
them the reduced rates cannot be said to be justified by water 
competition. They can ship from either New York or Minneapo- 
lis and it does not matter how low the rate is from Minneapolis. 
If a lower one applies from New York they can and probably 
will take advantage of it. 


“Last year these same concerns protested the eastbound rate 
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on seed oil (which was broad enough to cover linseed oil) from 
the Pacific coast ports to Minneapolis, Milwaukee and Chicago, 
the rate being 75 cents to all three points. The result was that 
provision was made in R,. H. Countiss’ tariff 30J, I. C. C. 1121, 
effective 6-16-23, that the seed oil rate did not apply to linseed 
oil. The eastbound rates on linseed oil were thereupon equal- 
ized with the westbound rates. Linseed oil is produced on the 
Pacific coast and some is imported through the Pacific ports, 
The present rate relationship is proper and it should- be con- 
tinued. We cannot see any justification for a lower rate west- 
bound than eastbound.” 


Summarizing its objections the linseed company said: 


That the reduced rates are unreasonably low; that they will not 
increase or stimulate traffic; that the canal competition has been 
greatly exaggerated, and as the Minneapolis concerns have plants 
at the Atlantic seaboard they can ship from that point; the eastbound 
rate was increased to equal the westbound, now it is proposed to 
disturb that arrangement in favor of westbound movements; lin- 
seed oil will be on a lower rate basis than other vegetable oils. 


In closing its protest the linseed company said other requests 
for reductions in linseed oil rates would follow if these reduc- 
tions were allowed to become operative. 

Archer Daniels, Midland Company, in a telegram to the 


Commission in regard to the protest of the American Linseed 
Company, said: 


We earnestly peters the suspension of the rates named. They 
do not permit delivery of linseed oil at Pacific coast destinations 
as cheaply as obtainable on the rates from New York via ocean 
and canal. These rates do permit shipment from Minneapolis and 
would give the railroads a large share of the traffic. These rates 
would also benefit the northwestern farmers as all seed raised in 
the United States is crushed at interior mills. The American Lin- 
seed Company has two mills on the Pacific coast. See crushed at 
both Atlantic and Pacific coast mills is largely imported seed. We 
have larger mills on the Atlantic coast than the American and we 
see no disadvantage, in this rate, to their interest. Two mills built 
on the Pacific coast in the past two years are running exclusively 
on Argentine seed. The American’s plan furnishes no traffic to the 
rail carriers. 


SALE OF I. & G. N. OPPOSED 


The Trafic World New York Bureau 


Reports received in the New York financial district indicate 
opposition to the sale of the International-Great Northern Rail- 
road to the New Orleans, Texas & Mexico. It is said here that 
objections to the deal will shortly be filed with the Interstate 
Commerce Commission by the Chamber of Commerce of San 
Antonio, Texas, and that the Texas Railroad Commission may 
also register its opposition. The antagonism of San Antonio 
is said to be based upon the belief that the merger would result 
in the routing of shipments away from that city and through 
Houston, Texas. 

The sale of the International-Great Northern was arranged 
subject to the approval of the stockholders and the Interstate 
Commerce Commission by New York interests representing the 
two systems. The voting trust certificate holders will meet on 
March 1 to pass on the sale, which provides that they are to 
receive $31 a share for the common stock and four per cent 
interest on their adjustment bonds. 

An attempt to sell the International-Great Northern last 
year to the St. Louis & San Francisco was prevented by the 
refusal of the Commission to grant permission, on the ground 
that such a sale would not be in the public interest. 


NEW YORK BELT LINE 
The Trafic World New York Bureau 


Several conferences. held between the Port of New York 
Authority and representatives of the railroads serving New York 
have resulted in tentative plans for the construction of the 
proposed Belt Line No. 1 around the harbor, it was learned this 
week. Final agreement is expected shortly. ‘ 

Belt Line No. 1 will run through the Bergen Hills in New 
Jersey, under the upper bay and through Kings and Qua 
counties, joining the main line of the New York Central @ 
Spuyten Duyvil. Field studies are now being made for the loca- 
tion of the connections in the Bergen Hills. tt 

In addition to vigorous work on the new belt line, the Po 
Authority, it is declared, will soon take up the matter of de- 
veloping common terminals for railroads in the port. It is = 
pected that this will meet with considerable opposition — 
the railroads, whose executives have expressed their belief tha 
it is unnecessary. 

Belt Line "No. 13, along the Jersey shore, is now being 
worked out and will probably be in operation within the << 
three months. This runs between Bayonne and mapeweter 
new construction is required. A director of traffic has coal 
selected tentatively, but his name has not yet been a a 

The joint terminals to be sought by the Port oem’ A . 
proposed for both Manhattan and New Jersey. Store aan 
livery is one of the important features contemplated Soa 
plans. The Port Authority is also considering the establ = 
of a joint car float and lighterage service on the -Hudson 
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Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
—— DPENDABLTY a 


es - ] ll nie Direct connection } al " coum & Albany 
Capacity, 2,000,000 cubic feet. Capacity, 1,480,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 
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Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 












14 Buildings in Downtown Wholesale District for Merchandise Storage 


L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO., MINNEAPOLIS 





















































It is the contention of the Port Authority that independent op- 
eration by each line results in duplication, and that mobilization 
of the equipment under joint control would be much more effi- 
cient and satisfactory. 


Digest of New Complaints 





No. 14883 (Sub. No. 1). The Jessup & Moore Paper Co., et al., Wil- 
mington, Del., vs. Pennsylvania, et al. 

Unjust and unreasonable rates on pulpwood, cordwood, billets 
and other forms of wood, from points in Virginia, Maryland and 
the District of Columbia, to Philadelphia, Wilmington and Elkton, 
Md. Asks cease and desist order, just and reasonable rates. 

No. 14883 (Sub. No. 2). New York and Pennsylvania Co., et al., New 
York City vs. Pennsylvania, et al. 

Same complaint and prayer as to shipments of same com- 
modities from points in Virginia, West Virginia, Maryland and 
the District of Columbia, to Lock Haven, Roaring Spring and 
Spring Grove, Pa. 

No. 15618. Jackson Traffic Bureau et al., Jackson, Miss., vs. Alabama 
& Vicksburg et al. 

Unjust, unreasonable and prejudicial rates, in violation of the 
long-and-short-haul clause, on salt, in carloads, from points in 
Louisiana to Jackson, Miss. Asks for just, reasonable, non-dis- 
criminatory and non-preferential rates and reparation. 

No. be a Clayton N. Risser et al., Philadelphia, Pa., vs. Santa Fe 
et 


Unjust and unreasonable rates on live poultry from_ points in 
the middle western states to Philadelphia, Boston and Chicago. 
Asks reparation, 

No. 15620. he Carter Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unjust and unreasonable rates on natural gasoline from points 
in Oklahoma to Bayonne and Bayway, N. J. 

Asks just and reasonable joint through rates and reparation. 

No. Ewe cored Crude Oil Purchasing Co., Tulsa, Okla., vs. Santa 

e et al, 

Unjust and unreasonable rate on crude oil storage tanks mate- 
rial from Washington Heights, Ill., Gary, Ind., Fallston and Green- 
ville, Pa., to Cushing, Okla. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 15621 (Sub. No.1). Same, et al., vs. Same, et al. 

Same complaint and prayer as to shipments of steel oil storage 
tanks material from Meadville, Pittsburgh and Fallston, Pa., Gary 
and E. Chicago, Ind., to Cushing, Okla. 

15621 (Sub. No. 2). Same vs. Chicago, Rock Island & Pacific, et al. 

Same complaint agg Bake And as to shipments of crude oil storage 
tanks material from Washington Heights, Ill., to Healdton, Okla. 
No. 9 Maxwell Motor Corporation, Detroit, Mich., vs. B. & O., 

et al. a ao ; he > 

Unjust, unreasonable, preferential and prejudicial rates on un- 
finished automobile bodies, open models, from Dayton to Detroit 
and Windsor, Ont. Asks cease and desist order, just and reason- 
able rates, and reparation. 

No. ers m3 smn Worsted Mills Co., Cleveland, Ohio, vs. 

" eS 

Unjust, unreasonable, preferential or prejudicial rates and 
charges for the transportation of wools, imported from South 
America and Australia, in carloads, from Boston, Mass., and New 
York, N. Y., to Cleveland, Ohio. Asks cease and desist order, just 
and reasonable rates, and reparation. 

No. 15624. Goodrich Brothers Hay and Grain Co., Winchester, Ind., 
vs. C. C. C. & St. L., et al. 

Unjust, unreasonable, prejudicial, discriminatory rates, in viola- 
tion of section 4, on shipments of anthracite coal from points in 
ot nen ag to Ingalls, Ind. Asks cease and desist order and 
reparation. 


‘No. 15625. The Pressey Fruit Co., Pueblo, Colo., vs. Missouri Pacific. 
Unjust and unreasonable rates, in violation of section 4, on 
fresh tomatoes, in carload lots, from St.. Louis, Mo., to Pueblo, 
Colé. Asks cease and desist order, just and reasonable rates, and 
reparation. 
No. 15626. R. T. Frazier Saddlery, Pueblo, Colo., vs. Mo. Pac. et al. 
Unjust, unreasonable and illegal rates on trunks from Peters- 
burg, Va., to Pueblo, Colo. Asks cease and desist order, just and 
reasonable rates, and reparation. 


No. 15627. Southern Agricultural Chemical Corp., New York City, vs. 
c..C. C. & St. L. et al. 8 f 
Unreasonable and prejudicial rates on sulphuric acid from 
Evansville, Ind., and Louisville, Ky., to Lawrenceville, Ill. Asks 
cease and desist order, just and reasonable rates. 


No. 15628. Kansas Gas Belt Brick Manufacturers Assoc., Kansas City, 
Mo., vs. Abilene & Southern, et al. 

Unjust, unreasonable, preferential or prejudicial rates, in viola- 
tion of the long-and-short-haul clause, on brick and other clay 
at gr from the Kansas gas belt, Oklahoma points, and Fort 

mith, Arkansas points, to points in Oklahoma, Texas, Louisiana, 
Arkansas, and Memphis, Tenn. Asks cease and desist order, just 
and reasonable rates, and reparation. 


No, a ae Atlas Portland Cement Co., New York City, vs. C. B. 
. et al. 

Unjust, unreasonable, discriminatory, preferential and prejudi- 
cial rates on bituminous coal from mines in southern Dlinois to 
Ilasco, Mo. Asks cease and desist order, just and reasonable rates, 

No, 15630. W. B. Ahern Brokerage Co. et al., Chicago, Ill, vs. At- 
lantic Coast Line et al. 

Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on celery from points in Florida to Chicago, Tl. Asks 
reparation. 

No, 15631. Robert Gaylord, Inc., et af., St. Louis, Mo., vs. Manu- 
facturers’ Railway et al. 

Unreasonable and discriminatory rate on corrugated strawboard 
boxes from St. Louis to points in Arkansas. Asks reparation. 

Ne. 15632. B. Lissberger & Co., New York City, vs. New Haven. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
scrap brass and scrap copper from points within New York Harbor 
and Greater New York to Springdale and Stamford, Conn. Asks 
cease and desist order, reasonable rates and reparation. 

No. 15633. Jacobs, Malcolm & Burtt et al., San Francisco, Calif., vs. 
Northern Pacific et al. 

Unjust, unreasonable, discriminatory and prejudicial rates in 
violation of the long-and-short-haul clause on potatoes from points 
in Washington to San Francisco, Oakland, Sacramento and Wood- 
land, Calif. Asks cease and desist order, just and reasonable rates 
and reparation. 
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Pennies Saved 
are 


Pennies Earned 


When the time rolls around and you begin to think and 
figure—“What salary increase should I have,” will the 
fellows who are going to decide that, judge your raise by 
the physical effort they have seen you display—or by the 
savings you have effected, the time you have saved in de- 
liveries and the manner in which you have aided the sales 
department in landing new business? 


There is a difference between a Traffic Director and just 
a Traffic Man—one is an executive, the other a job holder— 
one investigates ways and means, the other hustles the stuff 
himself and the fellow, these days, who “gets things done” 
efficiently and economically is the one in demand and the 
one who commands a bigger salary for that service. 


With Warehouses in the principal shipping centers of Ohio, 
augmented by fleets of trucks and directed by men of long 
experience in territorial and national distribution efficiency, 
we render a service “standardized for economy” yet spe- 
cialized for the requirements of every product. anven ee 


It will pay your employer directly and you indirectly to OPERATING EIGHT MERCHANDISE 
investigate COTTERAGE FOR CENTRAL STATES be ti pM og i 
STORAGE AND DISTRIBUTION ,OF MERCHAN- : 
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i 
Write our executive offices about your particular problem. i 


Call your Sales Manager’s attention 2 
to Cotterage ads in Sales Management 
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No. 15634. Craney Island Coal Co. et al., Haysi, Va., vs. Carolina, 
Clinchfield & Ohio et al. 
Unjust, unreasonable, prejudicial and discriminatory rates on 
coal from points in Group 2 of coal mines on the C. C. & O. to 
all destinations named in I. C. C. No. 977 filed by the C. C. & O. 
Asks cease and desist order, reasonable rates and reparation. 
No. 15635. The Wichita Chamber of Commerce et al., Wichita, Kans., 
vs. A. & V. Ry. et al. 
Unjust, unreasonable, discriminatory and prejudicial rates in 
violation of section four on vegetables from points in Florida to 
ichita, Kans. Asks cease and desist order, reasonable rates and 
reparation. 


No. ot The Paragon Refining Company, Toledo, O., vs. Alton & 

outhern. 

Alleges that defendant has refused to pay mileages compensa- 
tion for movements of complainant’s privately owned tank cars. 
Ask for order requiring defendant to apply to the movement of 
privately owned tank cars such rules and regulations as apply 
to transportation of such cars generally and reparation. 

No. 15637. The Canton Bridge Co. et al., Canton, O., vs. B. & O. et al. 

Unjust, unreasonable, discriminatory, preferencial and prejudi- 
cial rates in violation of the fourth section on manufactured iron 
from points in Pennsylvania to Canton and Massillon, Ohio. Asks 
cease and desist order, reasonable rates and reparation. 

No. 15638. Pratt & Lambert, Inc., Buffalo, N. Y., vs. D. L. & W. et al. 

Unreasonable, discriminatory and prejudicial rates on China- 
wood and Perilla oils from Bayway, N. J., and New York harbor 
points to Black Rock and Buffalo, N. Y., to the extent they 
exceeded rates on soya bean and other vegetable oils. 

No. 15639. Clinton Coal Company et al., Clinton, Ind., vs. Chicago & 
Eastern Illinois et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
coal from the Clinton, Ind., district to Chicago, Ill Asks cease 
and desist order and just and reasonable rates. 

No. 15640. The Beacon Coal Co., Steubenville, Ohio, vs. Director Gen- 
eral, as agent, et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
bituminous coal from Panhandle to Mingo Junction, Ohio. Asks 
reparation. 

No. 15641. Walter S, Dickey and others, trustees doing business as the 
W. S. Dickey Clay Manufacturing Co., Kansas City, Mo., vs. 
Kansas City, Clinton & Springfield et al. 

Unjust, unreasonable rates on fuel and crude oil from points 
in Oklahoma to Pittsburgh, Kan., and Deepwater, Mo. Asks cease 
and desist order, reasonable rates and reparation, 

No. Ee - Star Pea Huller Co., Boyce, Tenn., vs. C., N. O. & 

~ OG ah 

Unjust and unreasonable ratings on pea hullers, including both 
hand power and belt power, in southern and western classification 
territories. Asks cease and desist order and just and reasonable 
classification ratings. 


No. by Duquesne Reduction Co., Pittsburgh, Pa., vs. Pennsylvania 
e ; 

Unjust, unreasonable and illegal rates on shipments of brass 
a and copper ingots from East Liberty, Pa., to points in 
Missouri, Ohio, Michigan, Indiana, Kentucky, Illinois, West Vir- 
ginia and New York. Asks cease and desist order, and establish- 
ment of just and reasonable rates in lieu of fifth class rate now 
applicable, also reparation. 

No. bap ig . Bissinger & Co., San Francisco, Calif., vs. Great Northern 
e ‘ 

Unjust and unreasonable rates on green and green salted hides 

and green and green salted pelts and tallow from Billings, Butte, 

Missoula, Mont., and Wenatchee, Wash., to Portland, Ore. Asks 

cease and desist order, just and reasonable rates, and reparation. 


No. 15645. A. F. Parsons, Woonsocket, S. Dak., vs. Chicago, Milwau- 
kee & St. Paul. 


Unjust and unreasonable rates on butter, 


eggs and dressed 
poultry from Woonsocket, S. D., to Chicago, Ill. Asks cease and 


desist order, establishment of a just and reasonable rate not to 
exceed 88% cents per 100 pounds, and reparation. 


No. 15646. New Orleans Coal & Bisso Towboat Co., New Orleans, 
La., vs. L. & .N. 


Unjust and unreasonable rates and charges on shipments of 
coal from mines located on defendant’s line within the state of 
Alabama to New Orleans, La., between May 1, 1921, and January 
31, 1923. Asks reparation in the sum of $49,643.83. 


No. 15647. White Star Refining Co., Detroit, Mich., vs. Director- 
General as agent. 


Unjust and unreasonable rates on fuel oil from Gainesville, 
Texas, to Newcastle, Ind., and Cleveland, Ohio. Asks reparation. 


C. Sherger & Sons et al., Delphos, Ohio, vs. Director-Gen- 
eral, Boston & Maine et al. 


Unjust and unreasonable rate on one carload of dressed granite 
from Concord, N. H., to Delphos, Ohio. Asks reparation. 


No. 15648. Sub. No, i. Otto Dunbar et al., Macomb, IIl., vs. Central 
Vermont et al. ° 


Same complaint and prayer as preceding as to shipment of one 


carload and one part carload of granite from Barre, Vt., to 
Macomb, Ill. 


No. 15648. Sub, No, 2. E. C. Reynolds et al., Wauseon, Ohio, vs. 
Director-General, Montpelier & Wells River R. R. et al. 


Same complaint and prayer as preceding on shipment of dressed 
granite from Barre, Vt., to Wauseon, Ohio. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Illinois Central and the 
Chicago, St. Louis & New Orleans to issue $6,486,000 of joint 
first refunding mortgage 5 per cent bonds, which will be deliv- 
ered to the Illinois Central in reimbursement of advances to 
the C. St. L. & N. O. and the Canton, Aberdeen & Nashville. 
The Illinois Central was authorized to sell the bonds with 
$5,118,000 of similar bonds held by it at 91.26 per cent of par 
and to use the proceeds to pay off $8,000,000 of short-term notes. 

The New York, New Haven & Hartford has been author- 
ized by the Commission to abandon part of a branch line in 
New Haven county, Connecticut, extending from East Farms 
Station, Waterbury, to a point 1,000 feet west of West Main 
Street Bridge, No. 2.69 Meriden, a distance of 11.8 miles. 

The Santa Fe has been authorized by the Commission to 
construct an extension of its line in Noble county, Oklahoma, 
from a point near Marland to a point 9.6 miles distant. 

The New York, Chicago & St. Louis has been authorized to 
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pledge $425,000 of Toledo, St. Louis & Western prior lien 3% 
per cent gold bonds as collateral security for notes. 


TRAFFIC CLUBS 


= . owe list of traffic clubs will be published from time 
to e We that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. H. L. Sovacool, 
Pres.; J. J. King, Secy. 


Akron (O.) Traffic Association, H. J. Zimmerman, Pres.; 
H. L. Sovacool, Secy. 

Atlanta—Traffic Club of Atlanta. J. W. White, Pres; 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. R. B. Arthur, Pres.; BD. R. 
Johnson, Secy. 

Baltimore—Trafiic Club of Baltimore, H. A. Thoman, Prezs.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. H. 
Wilcox, Pres.; C. E. Jones, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston, G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. EB. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
H. H. Marsales, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. Godfrey Morgan, Pres.; J. P. 
DeVaughn, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres,; M. L. Underwood, Secy. 

Chicago Traffic Club. E. K. Fleming, Pres.; E. 8. Buck 
master, Secy. 

Cincinnati—Traffic Club of the Chamber of Commerce. R. 
BH. Smith, Chairman; C. G. Fredericks, Secy. 

Cleveland Traffic Club. F. P. Barr, Pres.; R. A. Morman, 
Se 


cy. 
"Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres.; 
M. T. Otto, Secy.-Treas. 
Dallas Traffic Club. Julian Nance, Pres.;A. J. Stone, Secy- 


Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
M. M. Cooper, Secy. 

Des Moines Traffic Club. W. I. Laird, Pres.; E. J. Heck, 
Secy. 

Sanves Traffic Club. J. C. North, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres.; 
C. J. Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. P. J. Findlay, Pres.; G. W. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. L. T. Barnes, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water: 
man, Secy.-Treas. 

Erie Traffic Club. F. L. Talcott, Pres.; 
Secy. 

Evansville (Ind.) Transportation Club. H. P. Cornick, 
Pres.; W. H. Orr, Secy.-Treas. 

Flint, Mich., Transportation Club. L. F. Burchart, Pres.; 
H. A. Griggs, Secy. 

Fort Wayne, Ind.—tTraffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
J. A. Curtin, Vice-Chairman. 

Fort Worth Traffic Club, F. G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. H. C, Filson, 
Pres.; L. A. Martin, Secy. 

Freeport, Il—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. M. G. Koon, Pres.; W. H. Cow- 


M. W. Eismann, 


Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 

Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 
Secy. 

indianapolis.—The Traffic Club of Indianapolis. F. A. Doeb- 
ber, Pres.; S. C. Farrington, secy. ; 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres. 
J. C. Holzworth, Seey. 

Jacksonville Traffic Club. E. C. Hulett, Pres.; R. F. Swice 
good, Secy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul 
lington, Secy. 
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Kalamazoo Traffic Club. 
low, Secy. 

Kansas City Traffic Club. L. E. Ayer, Pres.; Peter J. 
Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. W. G. Davis, Pres.; C. V. 
Colvin, Secy. 

Los Angeles Transportation Club. O. A. Smith, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. A. M. Stevens, Pres.; W. 
T. Vandenburg, Secy. 

Macon, Ga.—lIndustrial Traffic Managers’ Association. Ben 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. W. R. Aukland, Pres.; 8. D. 
Ross, Secy. 
. Memphis Traffic Club. J. B. McGinnis, Pres.; H. H. Schutt, 
ecy. 

Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 

Minneapolis Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib- 
son, Secy. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. 
Herbert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. E. F. Neagle, Pres.; R. W. Tims, Secy. 

New England Traffic Club, Boston. A. P. Russell, Pres.; 
P. L. Stuart, Secy. 
. New York Traffic Club. P. M. Ripley, Pres.; C, A. Swope, 

ecy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Traffic Forum. E, H. Mayerhofer, Pres.; B. H. 
Thome, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. 8S, E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y. Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. J. C. Helms, 
Pres.; E. E. Ellis, Secy. . 

Oklahoma City Traffic Club. L. W. Price, Pres.; L. M. 
Voss, Secy,-Treas. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. O. F. Becker, Pres.; O. B. 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. : 

Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. H. Beard, Secy. 

Pittsburgh Traffic Club. J. M. Morris, Pres.; A. H. Orr, 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. A. Dietz, Pres.; E. J. Siemon, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; C. D. Tuer, Secy. 


G. E. Hazen, Pres.; C. H. Wins- 


ts 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


March 3—New York City, N. Y.—Examiner Wagner: 
15393—Essex Rubber Company vs. B. & O. R. R. et al. 
March 3—St. Louis, Mo.—Examiner Disque: 
13535—The Corporation Commission of Oklahoma vs. A. & R. R. R. 


et al. 
13800—J. A. Waldrep et al. vs. Santa Fe Ry. et al. 
14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
15217—West Texas Chamber of Commerce vs. Santa Fe et al. 
15231—The Board of R. R. Commissioners of Iowa vs. Santa Fe et al. 
15463—St, Louis Chamber of Commerce et al. vs. A. & R. R. R. et al. 
March 3—New York City, N. Y.—Examiner Pattison: 
Fourth Section App. No. 12436—Reduced rates on commodities from 
poms arg territory west of the Indiana state line to Pacific coast 
erminals. 


March 3—Indianapolis, Ind.—Examiner Satterfield: 
15435 (and Sub. No. 1.)—Smith & Duckworth et al. vs. C. GC. CGC. 
& St. L. Ry. et al. 
15451 (and Sub. No. 1.)—The Evans Milling Company et al. vs. 
B. & O R. R et al. 
March 3—Huston, Texas—Examiner Howell: 


5387—George H. McFadden & Bros. Agency, W. J. Neale, Agent 
vs. St. L. S. W. Ry. et al. 
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Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres,; 
Frank Kensinger, Secy. 

- Portland (Ore.) Transportation Club. H. H. Keck, Pres,; 
F. O. Curtis, Secy.-Treas. 

Providence, R. 1—tTraffic Club of the Providence Chamber 
of Commerce, A. E. Paddock, Chairman; E. C. Southwich, Secy. 

Richmond (Va.) Traffic Club. R. P,. Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 
. St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 

ecy. 

St. Paul Transportation Club. C. E. Elmquist, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr, 
Pres.; R. L. Gohmert, Secy.-Treas. 

‘San Francisco Transportation Club. W. C. Fitch, Pres; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. W. O. Banks, 
Pres.; J. H. Todd, Secy. 

Savannah (Ga.) Traffic Club. T. E. Grady, Pres.; M. B. 
Nichols, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Sioux City Traffic Club. T. A. Lewis, Pres.; O. Tronvold, 
Secy.-Treas. 

Springfield (Mass.) Traffic Club. H. A. Noble, Pres; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. 

Syracuse Traffic Club. N. D. Chapin, Pres.; F. M. Varah, 
Secy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. R. Gaddis, Pres.; J. H. 
Morgan, Secy. and Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. E. C. Kitching, 
Pres.; R, R. Trimble, Secy. 

Utica (N. Y.) Traffic Club. J. M. Page, Pres.; C. E. Dar 
rigrand, Secy. and Treas. 

Waco Traffic Club. R. L, Goebel, Pres.; J. D. Hughett, Secy.- 
Treas. 

Washington Traffic Club. O. B. George, Pres.; R. F. Rich 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. C. W. Henry, rres.; P. M. 
Neigh, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. F. E. Walling, Pres.; K. C. Parkhurst, 
Secy. 

Windsor, Ontario, Can.—Horder Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 





15436—The Texas Pipe Line Company vs. La. & Ark. Ry. et al 
Portions of fourth section application No. 462, filed by F. A. 
Leland, concerning rates on prepared or composition roofint 
from Port Neches, Tex. to Hope, Ark., etc. 
March 3—Washington, D. C.—Examiner Marchand: 
Val. Dkt, No. 167—In re tentative valuation of the property of the 
East Jersey R. R. & Terminal Co. 
March 3—Kansas City, Mo.—Examiner Money: F 
15037—The Southwestern Millers’ League et al. vs. A. T. & 8. * 
Ry. et al. 
March 4—Washington, D. C.—Examiner Boles: 
* Finance Docket No. 3426—Application of N. O. T. & M. to acquire 
contfol of the Houston and Brazos Valley Railway. 
March 4—Houston, Tex.—Examiner Howell: 
15290—Hughes Tool Company vs. Aberdeen & Rockfish Ry. et al. 
March 4—Seattle, Wash.—Examiner Kephart: 
bs har Central West Coal & Lumber Company vs. C. B. & Q- 
a oa. 
March 5—Washington, D. C.—Examiner Sweet: the 
Val. Dkt. No. 299—In re tentative valuation of the property of 
Sierra Railway Company of California. 
March ee at Washington, D. C.: 
14171—Borden Company vs. Ann Arbor R. R. et al New 
1. ans. A ae 2013—Cement from Eastern Trunk Line points to 
ngland. 
March 5—Allentown, Pa.—Examiner Wagner: al. 
15315—Arbogast & Bastian Company vs. Leigh Valley R. R. ¢ 
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y oofink To expedite handling at New York City the Erie Railroad has ddopted the plan of bringing its merchandise traffic 
nearer to the center of the business district by establishing 
y of the “INLAND STATIONS” 
for the receipt and delivery of both carload and less carload freight located at: 
& 8. F Beach Street Station—48-60 Beach Street. Greenwich Street Station—415-427 Greenwich Street. 
ail Le Roy-West Street Station—362-364 West Street. 
, Consignees and shippers who employ these means will avoid delays to trucks.at pier stations and will shorten 
él the trucking distance to and from stores and warehouses. 
iiale DIRECT SERVICE : ? 
; Direct service between cars at Erie R. R. Jersey Shore Terminal, and warehouses in New York City, on carload traffic 
may be secured by arrangement with the United States Trucking Corporation, operating motor trucks between Jersey 
ty of the City and New York. 


y Freight delivered to any Erie station in Greater New York is consolidated into through cars which leave the same 
ie night in manifest trains for the important cities of the West. 
ts to Ne 


For information call on the nearest Erie Railroad Agency. 
R. et al 
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March Sem, Va.—Examiner Ceetes: 

15371—F.. J. McGuire vs. 8. A. L. A 

i. and $71 No. 2006—Cottonseed products from southeastern points 
to eastern cities. 

March 5—Houston, Tex.—Examiner Howell: 
15177—Humble & Refining Company vs. La. & N. W. R. R. et al. 
March 6—St. Louis, Mo.—Examiner Flynn: 
* |. and S, No. 2035—Demurrage Rules on Coal and Coke. 
March 6—Washington, D. C.—Examiner Boles: 

Finance No. 2590—In the matter of the application of the Morgan- 
town & Wheeling R. R. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of road. 

Finance No. —In the matter of the application of the Mononga- 

Ry. Co. for authority to acquire control, es he ee of 
stock, of the line of the Monongahela & Ohio R. Co. and of 
the Scotts Run Ry. Co. 

Finance No. n the matter of the application of the Scotts 
Run Ry. Co. for authority to issue capital stock of par value 
of one million dollars. 

March 6—Allentown, Pa.—Examiner Copenhafer: 

15319—C. K. Williams & Company vs. Director General, L. V. 

R. R. et al. 
March 6—Argument at Washington, D. C.: 
“a ae at Wool Trade Association vs. Director General, B. & A. 


R. al. 
40437—Quiney Market ag Storage & Warehouse Co. et al. vs. 
Director General, N, Y. & H. R. R. 


sNorth. Packin "& ovale G6. et al. vs. Director General, 


N. Y._N. & H R. et al. 
13485 North Packing & Provision Co. et al. vs. B. & A. R. R. et al. 
March S—Tepeka, Rane. Kans.—Examiner Money: 
1. and S&S. 2002—Classification exceptions on empty egg cases 
in Western Trunk Line territory. 
March 7—Tacoma, Wash.—Examiner Kephart: 
15044—Pacific Mutual Door Company vs. Ann Arbor R. R. et al. 
March 7—Chicago, Ill.—Examiner Keeler: 
ae Service Commission of Indiana vs. B. & O. R. R. 
e 
March 7—Philadelphia, Pa.—Examiner be gs 
15466—Bisbee Linseed Company vs. P. R. R. et al. 
March 7—Richmond, Va.—Examiner Cassidy: 
15222—National Oil Company, Inc. vs. 8. A. L. Ry. 
March 7—Beaumont, Texas—Examiner Howell: 
11902—Beaumont Chamber of Commerce et al. vs. Director General, 
Beaumont, Sour Lake & Western Ry. et al. 
March 7—Cleveland, Ohio—Examiner Satterfield: 
* 15468—The Cleveland Provision Co. et al. vs. Santa Fe et al. 
March 10—Fort Worth, Tex.—Examiner Kephart: 
13211—West Coast Lumbermen’s Association et al. vs. Abilene & 
Southern Ry. et al. 
15147—Wm. Cameron & Co., Inc., vs. Abilene & Southern et al. 
15214—The Lumbermen’s Association of Texas vs. Abilene & South- 


et al. 


ern et al. 
15357—The Wichita Board of Commerce et al. vs. Santa Fe et al. 


March 10—Washington, D. C.— Examiner Carter: 
1 he Norwich Pharmacal Company vs. B. & O. R. R. et al. 
March 10—Chehalis, Wash.—Examiner Kephart: 
13199—West Coast Lumbermen’s Association et al. vs. Director 
General, Sou. Pac. Co. et al. 
March 10—Topeka, Kan.—Examiner Flynn: 
15428—Iola Cement Mills Traffic Association et al. vs. Arkansas 
Valley Interurban Ry. Co. et al. 
15546—Iola Cement Mills Traffic Association et al. vs, Santa Fe et al. 
1. and S. No. 1996 (and first supplemental order)—Cement from Kan- 
sas City, Mo., district to St. Joseph, Mo., and related points. 
siarch 10—Galveston, Texas—Examiner Disque: 
aa Corporation Commission of Oklahoma vs, A. & R. R. R. 


al, 
13800—J. A. Waldrep et al. vs. Santa Fe Ry. et al. 
14416—Little Rock Board of Commerce vs. A, & §. Ry. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
15217—West Texas Chamber of Commerce vs. Santa Fe et al. 
15231—The Board of R. R. Commissioners of Iowa vs. Santa Fe et al. 
15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al. 
March 10—Washington, D. C.—Examiner Cassidy: 
* 1. and S. No. 2034—Loading of less carload freight on lighters in 
Norfolk, Va., harbor. 


March 10—Omaha, Nebr.—Examiner Money: 


i. and S. No. 1991—Express rates on milk and cream via the C. 
& N. W. Ry. 
March 10—Washington, D. C.—Examiner Wagner: 
15361—Intermont Coal & Iron Corporation vs. Southern Ry. 
March 10—Washington, D, C.—Examiner Kelley: 

Val. Dkt. No. “In re tentative valuation of the property of 
Yosemite Valley R. R. Co. 

March 10—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. In re tentative valuations of the pro —- of 
Georgia & Florida Ry. and Georgia & Florida Term 

March 10—Topeka, Kan.—Examiner Flynn: 

14911—Lehigh Portland Cement Company vs. A. P & S. F. Ry. et al. 

14801—Missouri Portland Cement Company vs. A. T. & S. F. * al. 

= 2s —_ as Portland Cement Company (of Kansas) vs. A. T. 

16117—Iola Cement Mills Traffic Ass’n et al. vs. A. T. & S. F. et al. 

March 11—Washington, D. C.—Examiner Carter: 
15517—Morehead and North Fork Railroad Company vs. C. & O. Ry.. 
March 11—Omaha, Nebr.—Examiner Money: 

5409—Omaha Chamber of Commerce, traffic bureau for Nebraska 
Bridge Supply & Lumber Co. vs. Director General. 

15443—Omaha Chamber of Commerce, traffic bureau for Trimble 
Brothers et al. vs. A. B. & A. Ry. et al. 

March L, 12 Waehington D. C.—Examiner Wagner 
— upoed Coal Company et al. vs. stenangahels Valley Trac. 
0. et a 
March 12—Washington, D. C.—Examiner Hunter: 

I. and &. No. 1878—Refrigeration charges, Florida, Maryland, Penn- 
sylvania and West Virginia to interstate destinations (hearing on 
that portion covering charges from points on the Western 
land from points as above to interstate destinations). 

March 12 and 13—Argument at Washington, D. C.: 
14787—Wool Rates Investigation, 1923. 


THE TRAFFIC WORLD 


Vol. XXXIII, No. 9 


1. and S. No. 1738—Wool and mohair from L haggle Coast and inter. 
mediate points to eastern defined territories 
132 ston Wool Trade Association vs. Ariz. & New Mexico R Ry. 
et ‘al. (Also Fourth Section Application connected therewith.) 
March 12—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. In re tentative valuation of the property of Chi- 
cago & Eastern Illinois R. R. Co. 
March 13—Portland, Ore.—Examiner Kephart: : 
1. and S. No. ombination rule on box shooks from Pacific coast 
to Colorado, 
at 13—New Orleans, La.—Commioner McNanamy and Examiner 
ver: 
13569—Southeastern Sugar Investigation. 
SS ae 7 Commerce, Montgomery, Ala. et al vs. Direc- 
tor General, & N. R. R. et al. 
10622—Mobile’ RFS of Commerce & Business League et al. 
vs. Director General, L. & N. 


11682—Chamber of Commerce, Selma, Ala., et al. vs. Director 
General, L. & N. R. R. et al. 
11714—Hannah Distributing Company et al. vs, Ill. Cent. R. R,, 


Director General, et al. 
i > een Traffic Bureau et al. vs. Director General, A. & VY, 


Ry. et al, 
14391—The American Sugar Refining Co. et al. vs. wa 
15397—-Savannah Sugar Refining Corp. vs. A. & ee RE: 
Bn aig carers Chamber of Commerce et al. vs. “7 & N. 


et al. 
15523—W. G. Baker vs. L. & N. R. R. et al. 
Portions of fourth section application No. 10992, filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing points 
in Louisiana, and from Savannah, Boston, New York, Phila- 
delphia, Baltimore, and cther points on Atlantic seaboard to Ky,, 
Tenn., Miss., Ala., Ga., Fla., N. C., C.,and La. etc. 
a 13—Washington, D . C.—Examiner Wagner: 
Virginia Blue Ridge Railway vs. 
"Geena 
March 13—Davenport, Ia.—Examiner Cheseldine: 
15536—Clinton, Davenport & Muscatine Railway Co. vs. Davenport, 
Rock Island & Northwestern Ry. Co. 
March 14—Argument at Washington, D. C.: 
14022—-Rates and divisions of rates of the Indian Valley Railroad 
on ores and concentrates. 
11396 (and Sub. No. 1)—Mason Valley Mines Company et al. vs. 
Western Pacific R. R. et al. 
14325—Mason Valley Mines Company vs. Western Pacific R. R. et al. 
March 14—Baltimore, Md.—Examiner Carter: 


—— Portland Cement Company et al. vs. C. & P. R.R. 
e 


March 14—Denver, Colo.—Examiner Money 
7. Vietor- -American Fuel pos et al. vs. 
- eta 


March 14—St. Louis, Mo.—Examiner Gault: 
12810—Columbia Quarry Company vs. Director General. 
a aa Packing Company vs. Term, R. R. Assn. of St. Louis 
et al. 
March 14—Washington, D. C.—Examiner Davis: 
Finance No. 3459—In the matter of the application of the St. Louis 
Southwestern Railway Company of Texas and the Stephenville, 
North & South Texas Railway Co. for authority for said two lines 
to extend the term of the existing lease from the latter to the 
former of its railroad and other railway properties and appuren- 
ances. 
March 15—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 159—In re tentative valuation of the property o° the 
New York, Philadelphia & Norfolk Railroad Co. 
March 15—Argument at Washington, D. C.: 
ae an Packing Corporation vs. Director General, Ann Arbor 


19866—National Food Packers’ Traffie Association et al. vs. B. & 0. 


et al. 
RE 


Southern Railway 


DWé& SL 


al. 
13866 ‘ub. as a Glass Container Association of America vs. 


11608 “Jackson ah s Steel “hy atone vs. Director General, Detroit, 
Toledo & Ironton R. R. 
March 15—Peoria, Ill. BaF sedi "Cheseldine: 
15547—Woolner Distilling eeeey vs. Director General, W. H. 
Bremner, Rec’r., M. & St. L. R. R. 
March 47—Indianapolis, Ind. sh So Cheseldine: 
i. and S. No. 2016—Sisal om Gulf ports stored in transit at Indian- 
apolis for reshipment. (2.) 
March LE py go Ind.—Examiner Cheseldine: 
15230—E. Rauh & Sons Fertilizer Company vs. A. C. & Y. Ry. et al. 
March 17—Philadelphia, Pa.—Examiner Carter: 
15494—-The Viscose Company vs. P. R. R.. et al. 
March 17—Phoenix, Ariz.—Examiner Kephart: 
ee Corporation Commission vs. Arizona Eastern R. RB. 


15805 “Arizona Lumber & Timber Company et al. vs. Arizona East- 
ern R. R. et al. 
March 17—Portland, Ore.—Examiner ey 
15475—Alaska Junk Company vs. S. P. & S. Ry. 
15534 (and Sub. Nos, 1 to 8, incl. tN SF ng ‘Grain & Warehouse 
Company vs. O. S. L. R. R. et al 


March 17 and 18—Argument at Washington, < hg 3 


13839—The Commercial Club of Fargo, N. D., & W. Ry. et al 
13917—Chamber of Commerce, Jamestown, Nn. io. et al. vs. Bigs 


Fork & International Falls Ry. et al. 


March 17—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 77—In re — valuation of the Wood River 
Branch Railroad Compa t 
Val. Dkt. No. a re “tentative valuation of the Union Freigh 
Railroad Compan a 
be Dkt. No. 183--in re tentative valuation of the Rhode Islan 
Val. kt. No. 311—In re tentative valuations of the New York, 
New Haven & Hartford Railroad Company et al. (adjourn 
hearings). 
March 17—Indianapolis, (ween wo Cheseldine: 
* 15184—E. T. Slider vs. B. & O. R. et al. 
March 17—Kansas City, Mo. at re Mal Gault: 


* 15360—Board of Trade of Kansas City, Mo., vs. Alexandria 


& West- 
ern Ry. et al. 
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nville, 
» lines These are forward-looking days for the American 
he railroads. During 1923, they not only handled 
) satisfactorily the greatest traffic of their careers, but 
broke all records for the installing of new equipment, 
o: the and in speeding up freight loading and movement. 
In addition to the 223,494 new freight cars and the 
Arbor 4,547 new locomotives placed in service or ordered in 
£0. = 1923, the railroads are now spending about $620,000,000 
: for new track and terminal facilities. 
ven If this great work is to go on, if the vital transporta- 
Detroit, tion needs of the country are to be met, it is estimated 
that the railroads will have to invest approximately 
w. i. $1,000,000,000 a year for the next ten years in addi- 
’ tions and improvements. The necessary new capital 
7 involved can only be obtained if railroad credit stands 
Indian- Says PHOEBE SNow- on a sound and stable basis and the companies are al- 
Ses aes Rial a lowed to earn a fair return on their investment. 
y. et al And others,"too,4 The railroad industry, whose properties total about 
Let’s give the}“rails” one-tenth of the total wealth of the country, is inti- 
Their honest due. mately woven into the woof and fabric of our entire 
n R. BR When all unite economic life. It is to the personal advantage of every 
; The problem’ s'slight American to support the railroads’ present program in 
1a East Upon‘the!Road| every legitimate way. 
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March by ye Ariz.—Examiner Kephart: 
1. and 8. No. 2038—Live stock in Arizona, New Mexico and Texas. 
= a D. C.—Commissioner Campbell and Exam- 
er Keele 
=" In Bs Gen oer of charges for passengers traveling in sleeping 
an or 
11567: rder a United Commercial Travellers of America. vs. Pull- 
man Company. 
March 18—Indianapolis, Ind.—Examiner Cheseldine: 
15562—Connersville Lumber Company et al. vs. L. E. & W. R. R. 


March 18—Chicago, Ill.—Examiner Griffin: 

* 1. and 8S. No. 2043—Sand and gravel, Wisconsin to Chicago, IIl., 
and related points. 

March 19—New York, N. Y.—Examiner ae g* 

* 14186—Stailey Lumber Company, Inc., vs R. Portions of 
Fourth Section Applications 972 and. 703, filed 7 A. B. & A. Ry. 
and A, C. R. R., respectively, concerning rates on lumber from 
Florida and Georgia points to Newark, N. J., etc. 
15478—Somerville Iron Works vs. C. R. R. of N. J. 

March won tautavite, Ky.—Examiner Seal: 

I, and &. No. 1563—Live stock, to from and between points in the 
me AE gy * (Further hearing om question of whether single line 
or joint line scales should be applied between points on lines under 

a single management and ort og A 

March 19—Argument at Washington, C.: 

14438 (and Sub. No. 1)—Duluth Boiler Works vs. Santa Fe et al. 

March 19—Indianapolis, Ind.—Examiner Cheseldine: 

* 15559—Western Indiana Gravel Company vs, N. Y. C. & St. L, et al. 

March 19—Kansas City, Mo.—Examiner Gault: 

. a Petroleum Company et al. vs. Ahnapee & Western 

y. @ 

ware. 19—Jackson, Miss.—Commissioner McNanamy and Examiner 

iver: 

Se renoestern Sugar Investigation. 

nan of Commerce, Montgomery, Ala. et al vs. Direc- 
tor General, & N. R. R. et al. 

10622—Mobile a PA of Ye er & Business League et al. 
vs. Director General, L. & N. 

i a a age of Commerce, a. Ala., et al. vs. Director 
Genera & N. R. R. eta 

101 Henneh Distributing Company et al. vs, Ill. Cent. R. R., 
Director General, et al. 

, aon Traffic Bureau et al. vs. Director General, A. & V 


$ 14a3i—The American Sugar Refining Co. et al. vs. L. & N. et al. 
15397—Savannah Sugar Refining Corp. vs. A. & R. R. R. et al. 
—— Chamber of Commerce et al. vs. L. & N. R. R. 


| {0ebsnW. G. Baker vs. L. & N. RB. t al. 

Portions of fourth section a No. 10992, filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing points 
in Louisiana, and from Savannah, Boston, New York, Phila- 
delphia, Baltimore, and other points on Atlantic seaboard to Ky., 
Tenn., Miss., Ala., Ga., Fla., N. C., S. C.,and La. etc. 


March 19—Washington, D. C.—Before Division 4 of the Commission: 
Finance No. 3392—Application of Section 15a of the Interstate 
Commerce Act to Electric Railways. 
saang 19—Jackson, Miss.—Commissioner McNanamy and Examiner 
ver: 
* 15696—(and Sub. No. 1)—Buckley Brothers vs. A. & V. Ry. et al. 
March 20—Galveston, zemee—-eeminer Disqu 
* Fourth Section Application No. 12442 et _ ‘flea by Agent F. A. 
Leland, concerning rates on roofing material from St. Louis, Mo., 
etc., to Beaumont-Galveston-Houston-Orange groups, etc. 
March 20—New York, N. Y.—Examiner Carter: 
* 15406—Hudson Oil Company, Inc., vs. B. & O. R. R. et al. 
s beak iy to Motor Company of St. Louis et al. vs. B. & O. 
R. R. et al. 
March 20—Mitchell, S. D.—Examiner Flynn: 
1. and §. No, 2025—Ege cases and carriers from Iowa to South 
Dakota. 
March 20—Chicago, I[ll—Examiner Griffin: 
e be a ee Council of Furniture Association vs. Ann Arbor 
et al 
March 20—Indianapolts, Ind.—Examiner Cheseldine: 
Wg: 3 Marion Glass Dish Company vs. P. R, R. et al. 
arch 20—Jackson, Miss.—Examiner Worthington: 


hy oS th Onn ik ffic Ta for Goeber’s Great “8” Milling Co. 
vs, en 
e 1880i—-Southland’ Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
March 20—Argument at Washington, D. C.: 
14393—Public Utilities Commission of Kansas vs. A. T. & S. F. 


y. et al. 
= the matter of rates and charges on grain and grain prod- 
ucts. 
March 21—Hopkinsville, Ky.—Examiner Seal: 
14532—The Acme Mills et al. vs. A. G, S. R R. et al. 
March 21—Denver, Colo.—Examiner Money 


18427—Iola Cement Mills Traffic Amnutiation et al vs. Abilene & 
Southern Ry. et al. 
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wea 21—Montgomery, Ala.—Commissioner McManamy and Examiner 
* N72. G. Bush Grocery Co. et al. vs. Director General, L. & N, 
* be ae ag eh + nanan Company et al. vs, Director General, L. & 


March ay ial Cal.—Examiner Kephart 
—a . Gilmore Co. vs. Pacific Electric ny. Director General, 
15344—-California Cotton & Factorage Co. vs. Director General, 
California Southern Ry., et al. 
March 21—New York, N. Y.—Examiner Carter: 
'15531—J. M. Huber vs. C. R. R. of N. J. et al. 


March 21—Montgomery, Ala.—Commissioner McNanamy and Ex. 
aminer Oliver: 


outheastern Sugar Investigation. 


hamber of Commerce, Montgomery, Ala. et al vs. Direc- 
tor General, L. & N. R. R. et al. 


10622—Mobile’ Chamber of os & Business League et al. 
vs. Director General, L. & N R. 


11682—Chamber of Commerce, | Mane, Ala., et al. vs. Director 
General, L. & N. R. R. et al. 


11714—Hannah Distributing Company et al. vs, Ill. Cent. R. R, 
Director General, et al. 


= oo Traffic Bureau et al. vs. Director General, A. & V. 


14391—"The’ American Sugar Refining Co. et al. vs. L. & N. et al. 
‘ 15397—Savannah Sugar Refining Corp. vs. A. & R. R. R. et al. 
* 14480—Greenwood Chamber of Commerce et al. vs. L. & N. R. R. 


et al. 
' 45523—W. G. Baker vs. L. & N. R. R. et al. 

Portions of fourth section application No. 10992, filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing points 
in Louisiana, and from Savannah, Boston, New York, Phila- 
delphia, Baltimore, and other oints o. Atlantic seaboard to Ky., 
Tenn., Miss., Ala., Ga., Fla., C.,and La. etc. 

March 21—Denver, Colo.—Examiner Sitactrs 


Nes 3 = ca Portland Cement Company et al. vs. D. & R. G, 
~e bs 


March 21—Portland, Ore.—Examiner Kephart: 
14564—Rose Lake Lumber Company, Ltd., vs. O. S. L. R. R. et al. 


March 22—Pittsburgh, Penna.—Examiner Cheseldine: 
155083—The Kelly & Jones Company vs, P. R. R. et al. 


A CORRECTION 
In The Traffic World, February 16, page 436, in the last 
paragraph of the article, “Rates on Peanuts,” it was stated that 
“in docket 15358, dealing with rates on peanuts and peanut 
oil in the southwest, a relationship of 9/8 was established. The 
correct number is Docket 9605, Houston Chamber of Commerce 
vs. Southern Pacific (Traffic World, April 20, 1918, page 825). 


Cc. N. CONSIDERS LABOR CO-OPERATIVE PLANS 


President Thornton of the Canadian National has issued a 
denial of the report from Winnipeg that the so-called Baltimore 
scheme of co-operation by employes was to be introduced on the 
Canadian National. This arrangement would place in the hands 
of those employed in the railway shops the privilege of voting 
upon or expressing approval of the purchase of locomotives or 
cars, and generally give them a voice in such matters as are 
ordinarily regarded as executive in character. The Winnipeg 
statement pointed out that the lowest laborer would have a vote 
on the policy of labor distribution, programs of building, meth- 
ods of work and so forth under the new scheme. Sir Henry 
Thornton’s comment is as follows: 


I wish to say that this statement is entirely inaccurate. It is 
true that there is under consideration and discussion a scheme for 
co-operative shop-working, but this scheme relates to shop practice 
and working conditions and has for its object the mutual welfare of 
both the men and the company. There is no intention on the part 
of the administration of the Canadian National system to part with 
any of the executive functions which are regarded as essential to 
the well-being of the property. 


INTERLOCKING DIRECTORATES 


Various officials connected with the Louisville & Nashville 
Railroad Company have been authorized by the Commission to 
hold, in addition to positions previously authorized, a director- 
ship and/or any office or offices with the Alabama Mineral Rail- 
road Company and numerous other short lines. 

George Holmes has been authorized to hold the position of 
director of the Bay Shore Connecting Railroad Company in ad 
dition to those positions previously authorized. 


DIRECTORY ae ATTORNEYS PRACTICING BEFORE THE 


T. D. GEOGHEGAN 
COMMERCE SPECIALIST 
Matters Before State and Federal Commissions 

' and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D. C. 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bidg., St. Louis, Mo. 

Interstate Co: 
pp ny b seed 
Claims sxttled. 


INTERSTATE COMMERCE COMMISSION 


CHARLES E. BELL 


TRAFFIC ANALYST 
TRARSIC | ANALYSES 


and Legal Services 
ment service. a an 
yyy dD 
routes time sotted, Ee whe St. re Natio: ational Bank. 


630-632 Transportation Building 
Washington. D. C. 
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500 Tons 


DAILY PRODUCTION 


Folding Paper Boxes, Solid Fibre 
and Corrugated Shipping Cases 


Leaders in every line find Con- 
solidated quality and service 
satisfactory. 


Our daily production of container 
board averages five hundred tons. 
This is converted into Folding 
Paper Boxes, Solid Fibre and Cor- 
rugated containers in our own 
box factories. 


Our facilities are so extensive that 
large orders do not choke up pro- 
duction. We can meet any sched- 
ule and furnish uniform quality 
on orders of any size. 

Samples built to fit your goods—by 

our trained package designers—and 


interesting prices promptly furn- 
ished on request. Write Dept. T. 


CONSOLIDATED PAPER COMPANY 


Monroe, Michigan 


Branch Sales Offices 


Baltimore 
Boston 


Buffalo Indianapolis 
Chicago Cleveland Kansas City 


New York 
Pittsburgh 
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Rand McNally & Co. 


WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 
Trinidad. Also North Coast of South America and Curacao as sufficient 


cargo offers. 





EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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ADMIRAL ORIENTAL LINE 


Trans-Pacific Service. 





"ay" 55) FOOCHOW “Shuttles of Trade” * = rORTiAND 


“Mo Weaving a Bond of Mutual 
: Benefit and Profit between 


Pa. MANILA 


“a, ORIENT ana OCCIDENT. 


“~#@ ROUTE YOUR CARGO 


BATAVIA > Shortest and Fastest Route to the Orient 


Ce sgeeen 
A Fast Trans-Pacific Freight Service 


—An express service at freight rates—by an 
American company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, Hong Kong and Manila 


Passenger and Freight Service 
11 days to — 13 days to Kobe 16 days to Shanghai 
0 days to Hong Kong 24 days to Manila 


OUTWARD SAILINGS—From Seattle length 686 feet, 2 1,000 tons, speed 30 kets 


knots. 
issued to destina- 
" tions ond enya ports of call. 
Refrigerator se Cargo berth service to Japan, North 
° China, Shanghai, Yokohama, Kobe, Vladi- 
Service vostok, Hankow, Dairen, Thentin aod 
Tsingtao. 


*** Cargo berth service to Japan, South 
Insurance China and Philippine Islands. 
Rates the 


For rates, space and other information apply: 
Lowest 


New York—17 State Street, Phone Bowling Green 9234. 

, Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone Randolph 7739. 
Marine Detroit—Dime Bank Building. 
Classification San Francisco—Robert Dollar Building. Portland—424 Railway Exchange Building. 
the Highest Los Angeles—429 Pacific’ Electric Building. Seattle—409 L. C. Smith Building. 
L. L. BATES. GENERAL FREIGHT AGENT, SEATTLE, WASH. 


Managi ng Operators 
U.S.Gevernment Vessels. 
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ROUTE YOUR FREIGHT 


FOR 


REGULAR DEPENDABLE SERVICE 


VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS ww tHe EAST anp SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


© avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 


Boston, 40 Centra] St. ' AGENCIES Pittsburgh, Pa., 340 Sixth Ave. 

Buffale, N. Y., 409-410 Iroquois Bldg. Les Angeles, ' Portland, Ore., 55 Third St. 

Chicage, Iil., 707 Mer. Loan & Trust Bldg. ie. St. Louis, Me., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, ph St. St. Paul, Minnz., 1112 — National 


Chippewa Falls, Wis. 
Cincinnati, 0., 409 Traction Bldg. 
Cleveland, O., 1040 Prospect Ave. 
Detroit, Mich., 311 Free Press 
Duluth, Minn., 820 West Superior Y. 
Mich., 414 Linquist Bldg. Omaha, . W. Bidg. 
Merch. Bank Bldg. P hia, Cross Bidg., Locust St. at 
788 Railway Ex. Bldg. ith. 
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The San Antonio and Aransas Pass Railway Co. 








OE nid 


7 Vice Pree. & Gen. Mgr., ne 


San Antonio, Tex. 
"Gen. Frt. Agt., G Gearyd AEIR no 
San Antonio, Tex. a Y a 8 OklahomeCity 
J. B. Brooks, 
A. G. F. 
San Antonio, Tex. 


Y Muskogee 










yt 
> McAlester 


N\ 


¥Chickas\ha 


Little Rock, 

H. C. Franks, 

Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Spring: 
Com. At - 
San Antonio, Tex. 
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ACCOMMODATING 
PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 

Gulf Lines 


Coast 
Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 
San Antonio, Uvalde & Gulf R. R. 
San Antonio Southern Ry. 
St. Louis Southwestern By.(Cotton Belt) 


8} y: 
T & Brazos Valley R: 
Proportionate service to above is rendered to all intermediate points. Teilty 3 - cy AY 
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